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CHAPTER 1 



101. I was appointed by the Railway Board 
(Ministry of Railways), vide letter Wo .ERBI-69/C01/51 
dated 1st August, 1969 as ’One-man Expert Committee 
on Railway Claims’ to go into the question of loss 
of and damage to consignments booked by Railways 
and the compensation claims arising therefrom. I 
was asked to go into the problem from the following 
three angles - 

(i) Preventive measures which may reduce the 
incidence of losses and damages; 

(ii) Prompt and efficient handling of claims 
cases; and 

(iii) Streamlining of the arrangements for 
contesting the claims cases. 

Shri M.S. Bhandari, Dy. Director, Railway 
Board, was appointed Secretary to the Committee. 


102. These aspects have been separately discussed 
in Parts I, II and III respectively of this Report. 
Organisational matters and the Organization 
required, to implement ~my. recommendations have been 
dealt with in Part IV of the Report. A summary of 
Observations and Recommendations is contained in 


Part V. 
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103, Prom the beginning I knew that many of my 
recommendations would relate to details of working 
requiring more careful compliance with existing 
rules or not covered by any rules at all and in any 
case would be well within the powers of individual 
Railways to implement. Further, as my suggestions 
were to be evolved only after discussion with the 
officers and staff who had ultimately to put them 
into effect, I felt it would be an advantage if 
Railways could proceed with their implementation 

as soon as they were formulated and without waiting 
for instructions from the Board. Therefore at my . 
suggestion. Railway Board issued a directive to 
Railways instructing them to implement any ad hoc 
suggestions or advice I may give and to address the 
Board regarding any suggestions requiring the 
Board's approval, without waiting for my final 
report. I think this was a good arrangement. It 
saved much time and I am glad the implementation 
of many of my recommendations by railways is 
already under way. 

104. I would like to add a word of 
clarification. This report naturally high-lights 
the weak spots in tfae- railway work w/iich need 
strengthening. Much of it is devoted to a 
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recountal of defects and short-comings resulting 
in loss of or damage to goods and parcels. This 
might lead the reader to conclude that our railways 
are not running efficiently. As a matter of fact 
nothing could be farther from my intention. Claims 
represent & negative and small, though important, 
side of railway work, and do not in any way detract 
from the demoted service railways render, day in 
and day out, to the nation, the high standards of 
efficiency they maintain and the impressive progress 
they have made in many directions. Indian Railways 
undoubtedly deserve the gratitude of the public. • 

But this does not mean that there is no room for 
improvement. What this report does, within this 
Committee’s terms of reference, is to indicate the 
directions in which improvement is necessary and 
possible and the ways of achieving it. 

P r oc edure Foll owed 

105- The nature of the problems covered by the 

terms of reference required that the view-points 
of the railway administrations, as well as of 
railway-users, field staff and railway lawyers 
should also be obtained and considered. Accordingly, 
suggestions were invited .from the public and the 
railway staff through a general notification in the 
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newspapers and railway gazettes. A number of 
Chambers of Commerce, Associations, members of 
N.R.U.C.C./z.R.U.C.C., Railway Advocates and Trade 
Unions were also addressed individually to put 
forward their points and suggestions. The response 
from them was indeed heartening. A list of 
Associations, individuals and others who sent 
written memoranda to the Committee is given in 
Annexure I. 

106. I purposely left marshalling yards out of 
my investigations. This had to be done because any 
systematic examination of yards would have been a. 
major investigation by itself and would have taken 
me far afield. However, it is well known that 
detentions to wagons increase the chances of theft, 
damage and loss and it is necessary to make vigorous 
efforts to minimise them. I have, therefore made 
some general recommendations on the basis of my 
past experience and stray observations during recent 
tours. 

107. The observations and comments made by the 
Committee in this Report are based on the following 
sources of information:- 

a) Information specifically furnished by 
the zonal Railway administ.rations in 
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reply to various questionnaires and 
letters issued by the Committee. 

b) Observations and suggestions made in the 
memoranda received by the Committee from 
the public and staff, names of whom are 
listed in Annexure I. 

c) Personal discussions and consultations 
with the General Managers, Directors 
Railway Board, Chief Commercial 
Superintendents, Divisional Superintendents 
Claims Officers, Commercial Officers on 
Divisions, officers of the Operating, 
Security and Stores Departments, Claims 
Office staff, station staff, Commercial 
Inspectors and public-men during its 
extensive tours aii over the zonal Railways 

d) Observations and investigations made by 
the Committee during its visits to goods 
sheds, transhipment sheds, parcel offices, 
repacking points - both large and small 
yards, sick lines and claims offices. 

e) Study of claims files and court-case files 
of the zonal Railways. 

f) Investigations and observations made by the 
Inspectors attached to the Committee. 
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g) Circulars issued by the Railway Board from 
time to time. 

h) Earlier reports on this and related subjects 
e.g. Report of Shri A. A. Brown (1952), 

Study made by Efficiency Bureau, Railway 
Board (1967), Report by Shri J.N. Das 
(1947), Report by Shri T.S. Saxena (1967), 
Report by Shri M.D. Agarwala, Report by 
Shri B.N. Mullick (1954), Report of the 

High Powered Committee on Security and 
Policing (1966-68), Reports by Wedgwood 
Committee, Kunzru and Wanchoo Committees, 
Railway Freight Structure Committee, 
Administrative Reforms Commission and its 
Study Group. 

108. I did.not record any evidence. The method 

I followed, was one of consultation and discussion. 

/ 

The public point of view, already known to me, has 
been well represented in the various memoranda 
received by the Committee. I could not, however, 
merely go by what I was told but had to see things 
for myself in order to discover exactly what was 
wrong and how best it could be put' right. I had 
also to hold discussions with the offioei*s and 
staff concerned in-order., to arrive at the simplest 
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and most economical ways of effecting the desired 
improvement#. 

109. Some claimants sent their appeals against 
repudiationa or delays in individual claims to the 
Cemmitte©, As consideration of individual claims 
was not within the powers of the Committee, those 
letters were forwarded to the concerned Hallways 
for necessary action. 

110. During my :fcx±Rxx±sce tours, X took the 
opportunity to explain to as many officers and 
staff as possible the necessity for the basic rules 
laid down for the safety of goods and parcels, and 
also to arouse their interest in claims-prevention 
measures. likewise, I tried to explain at my 
meetings with claims officers how claims, having 
already arisen, could be settled gracefully and 
expeditiously. Interim suggestions were also sent 
to the Railway Board, and I am glad to report that 
some of them have already been accepted by the Board 
while the others are under their consideration. 
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CHAPTER 2 

Mature and Magnitude of the Problem 

201. We all know what is meant by an accident to 
a train or to a passenger. Not so well known is the 
fact that loss, damage or deterioration of goods in 
transit is nothing but an accident or mishap to the 
particular consignment. To prevent claims is to 
ensure greater ’'safety” of goods and parcels. Safety 
when applied to commodities should be understood to 
mean not only that the consignment does not suffer 
any loss or damage but also that it reaches its 
correct destination; and both these aspects have to 
be attended to by railway staff, since goods and 
parcels cannot take care of themselves. 

202. Compared to the train kilometres, the number 
of accidents is negligible. The same is true when 
the number and amount of claims are viewed in relation 
to the total value of goods, or even the net tonne 
kilometres carried. Nevertheless close and constant 
attention must be paid to the safety of traffic; and 
this is no less necessary for goods and parcels than 
for passenger traffic. In point of fact, though a 
great deal has been done by railways for the safety 

of trains and passengers — and with gratifying 
results - very little has been done for the safety 
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of goods and parcels. Since goods and parcels 
account for 67 per cent of railway revenue, since 
goods traffic is more remunerative than passenger 
traffic and since the movement of Goods is well 
recognised to be essential for the development of 
a country, the "safety” of goods and parcels 
certainly deserves a better deal from railways than 
it has received so far. 

203* A claim arises only when goods are lost, 
delayed or damaged. Therefore, every claim is a 
complaint against the railway and not simply a 
demand for compensation. In addition to the direct 
loss to the Railways and the owner of the goods, 
every loss or damage to goods entails several 
indirect losses. To the railways every claim means 
loss of goodwill; to the owners it may mean much 
inconvenience, stoppage of a factory, holding up of 
an important construction, breach of contract with 
another party, loss of business, locking up of 
valuable capital, etc. When railways pay Rs. 10 
crores as compensation, their total lose may well 
be put down at Rs. 100 crores in view of the loss of 
goodwill and the resulting diversion of high rated 
traffic. Undoubtedly this is one of the major 
factors responsible for driving away traffic from 
the railways. The following observations of the 
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Railway Freight Structure Committee are as true 
today as they were in 1957 

••Chambers of Commerce and individual 
witnesses on behalf of the public have, 
both in their written replies, and in 
their oral evidence, showed a unanimity 
of opinion on the subject of claims. 

No other aspect of railway administration 
has been subjected to such critical 
evaluation as the causes which lead to 
claims, the manner in which they are 
dealt with and how they are settled. 

In the course of the evidence, we 
have been struck by the testimony of more 
than one Chamber of Commerce and of 
individuals that what the consignors and 
consignees are most anxious about is not 
so much the rate of freight charge as 
the timely and safe arrival of goods 
at destination.” 

204. In 1968-69 railways received 7,20,000 
claims, and if in each claim five persons were • 
interested, railways lost the goodwill of 36 lakhs 
of their customers - including many large ones - as 
a result of claims. One retired top ranking officer 
of railways told me that he got some building 
material from a far off place by truck - by paying 
higher freight - because he could not trust the 
railways ”to deliver the goods.” ^ith so «Ctny railway 
users losing confidence in the ability of railways 
to carry the goods safely or to settle the claims 
gracefully, it may well be imagined what an uphill 
task the Marketing and Sales and the Public Relations 
Organisations of railways have in retrieving either 
lost goodwill or lost traffic. 
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205. There are several criteria for judging the 
overall efficiency of railways, for example earnings, 
quantum of traffic carried, speeds of trains, 
operating ratio, punctuality and safety. These 
criteria refer to different aspects of railways* 
responsibilities and one cannot be taken as a 
substitute for another. For instance, if the 
earnings and the operating ratio are satisfacory, 

it does not mean that no effort need be made to 
achieve greater punctuality. Similarly, the mere 
fact that punctuality has recorded an improvement 
would not absolve railways from the responsibility 
of striving for still greater safety. 

206. Railways carry passengers as well as goods 
and parcels. The criteria of efficiency applicable 
to passengers apply with equal force to the transport 
of goods and parcels. Thus it is not stifficient for 
railways to increase the tonnage and earnings of 
goods and parcels traffic; they must also speed up 
the movement of the latter and at the same time 
ensure their greater 'safety*. 

207» Once claims are seen in their true perspective, 
it will be appreciated that the prevention and 
settlement of claims must be given the same importance 
by railway administrations as is given to the safety 
of trains and the disposal of accident cases. The 
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following observations of Wanchoo Committee in 
regard to the importance of safety - though they 
possibly had only the safety of trains and passengers 
in mind - are equally applicable to the safety of 
Goods and parcels: 

"In saying this, we wish to reiterate what 
the Kunzru Committee had said in regard 
to the cost of accidents. These costs 
are not merely the direct monetary losses 
suffered by the Railways and the public 
in an accident but also include the 
indirect costs resulting from the delay 
and dislocation of traffic, the diversion 
of the attention of the administration 
from their normal duties in respect of 
train operation and the money, time and 
attention spent on the inquiries whether 
conducted departmentally o# by Additional 
Commissioners of Railway Safety or by 
Commissions of Inquiry. To these costs 
must be added the sufferings of the 
victims of accidents and the loss of the 
fair name of the railways which cannot 
be reckoned in terms of money. We 
record this here with a view to striking 
a note of caution against exaggerated 
notions of economy which on occasions 
are apt to assail not merely the railways 
but even other enterprises"* 


Increased Incidence of Claims 

208. The following table shows the number of 
claims received (both on goods and parcels), amount 
of compensation paid, and the relation of the net 
amount of compensation paid to the gross goods and 
parcels earnings of railways in the last decade — 


(Table on next page) 
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Year 

Number of 

claims 

received 

and gross 

amount paid 

Percentage of 
net amount of 
compensation 
paid to gross 
earnings. 

No. of new 
received 

Number 

’ claims 

Index 

Gross amount of Net amount 
compensation paid of 

Amount , compensation 

(in lakhs) Index paid # 

(in lakhs) 

1959-60 

417,935 

100 

399.59 

100 

374*56 

1.31 

1960-61 

434,395 

104i 0 

393.34 

98*4 

360.94 

1.18 

1961-62 

476,936 

114*1 

389*58 

97«5 

334.77 

1.08 

.\ 

1962-63 

502,809 

120.3 

419.38 

105.0 

355.80 

1.00 

1963-64 

497,752 

119.1 

479.44 

120.6 

420.50 

0.99 

1964-65 

534,561 

127.9 

497.46 

124.5 

441.31 

1.01 

1965-66 

557,399 

133.4 

586.74 

146.8 

510.53 

1.03 

1966-67 

621,825 

148.8 

610.03 

152.7 

545.47 

1.05 

1967-68 

703,424 

166.8 

' 799.74 

200.1 

722.01 

1.27 

1968-69 

720,036 

1^.3 

1017.89 

254.7 

936.33 

1.47 


♦Note:- Net amount paid has been arrived at after 
deducting amount realised from sale of 
unclaimed and unconnected goods. 

These figures show that both in absolute terms and 

in relation to earnings claims have been going up. 

The rate of increase has become rather steep during 

recent years. 

209. A more complete picture emerges when an 
allowance is made for the increase in traffic and 
the general rise in prices which have a direct 
bearing on the amount of compensation paid. 

(Table on next page) 
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Year 

Net amount paid 
as compensation 
for goods lost 
or damaged. 

(In lakhs 
of Rs.) Index 

Tonnes lifted 
(excluding 
coal and ores)* 

Tonnes Index 

(millions) 

Average 

of 

wholesale 

price 

index(Base 

1952-53= 

100) 

Index 
for Q 
compen¬ 
sation 
paid. 

Relative 
index of 
increase 
in comp¬ 
ensation 
based on 
1959-60= 
100. 

1959-60 

375 

100 

73 

100 

117 

0.44 

100.0 

1960-61 

361 

96 

76 

105 

125 

0.38 

86.4 

1961-62 

335 

89 

78 

107 

125 

0.34 

77.3 

1962-63 

356 

95 

84 

115 

128 

0.33 

75.0 

1963-64 

420 

112 

89 

122 

135 

0.35 

79.5 

1964-65 

441 

118 

90 

124 

153 

0.32 

72.7 

1963-66 

511 

136 

95 

131 

165 

0.32 

72.7 

1966-67 

545 

145 

97 

133 

191 

0.29 

65.9 100 

1967-68 

722 

192 

94 

129 

212 

0.36 

81.8 124 

1968-69 

936 

250 

97 


210 

0.46 

104.5 159 


0 INDEX 

- Net 

amount paid 

towards claims x 

100 



Tonnes originating x price Index 

* Coal and ores have been excluded as the incidence 
of compensation claims in respect of them is 
comparatively insignificant. 

Note:- In the traffic figures, those of parcels are 
not included as the data on parcel traffic 
are not maintained. 

The indexes of increase in compensation paid as 
worked out in the last column of the above Table 
indicate 59 per cent deterioration in the last two 
years - alarming indeed. This deteriorating trend 
has continued in 1969-70, as the following figures 
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of gross amount of compensation paid tiU. September, 

Gross amount of 
compensation paid 
(In lakhs of rupees) 

461.82 

527.98 

12 # 

210. Figures of the number of claims received 
are not maintained separately for goods and parcels. 
According to a sample study of claims received in 
three representative months of 1968-69, 70 per cent 

of the claims were on goods and 30 per cent on parcels. 
Applying this ratio, the number of claims received 
in 1968-69 on goods traffic comes to about 5 lakhs. 

The number of goods invoices issued in a year (based 
on the figures of revenue earning traffic of 1967-68) 
is about 106 lakhs. In other words, about 5 lakh 
claims arise on 106 lakhs invoices, that is 
one out of every 21 consignments becomes a 
casualty in transit. There is an obvious need for 
improving the safety factor of goods and parcels on 
railways. 

211. It will be interesting to compare the figures 
of percentage of amount of compensation paid to gross 
earnings on Indian Railways with those of some other 
countries - 

(Table on next page) 


1969 indicate - 

April-September 

1968 

1969 

Percentage increase 
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Percentage of compensation 
paid t o earnings; _ 


Japanese National Railways 0.06 

American Rail Roads (1968) 1.76 

Canadian National Railways (1966) 0.94 

Canadian Pacific Railway (1966) 0*88 

German Federal Railways (1968) 0.26 

Indian Government Railways (1968-69) 1.47 


It is seen that as compared to Canadian ao& German an d 
Japanese 

/Railways, the position on Indian Government Railways 
is much worse. A better picture emerges in comparison 
to the figures of American Rail Roads. But while 
making this comparison, the following facts should 
also be kept in view - 

(a) On American Rail Roads, 91 per cent of 
claims are paid; the corresponding figure 

on Indian Government Railways is 53 per cent. 

(b) On American Rail Roads, loss of entire 
packages accounts for 2.6 per cent of the 
entire amount paid; the corresponding figure 
on Indian Government Railways is 31 per cent. 
Most of the claims on American Rail Roads 
are due to improper handling of goods, train 

' accidents and concealed damage. 

Our railways may derive some justifiable satisfaction 
from the fact that for every rupee earned we are 
paying les-s compensation than American railways. But 
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no such satisfaction is available to us in respect 
•f the other aspects of claims. For example, as 
this Committee’s observations show, the manner in 
which claims are settled by our railways cannot be 
considered satisfactory by any standards, American 
or otherwise. Indeed, when some of our officers 
go to Japan, Germany, Britain or America it will 
be useful if they study and report on the efforts 
railways in those countries make for the prevention 
and speedy settlement of claims and how their claims 
organisations stand in public estimation. 

Claims on parcels and smalls 

212. If we compare the claims on goods and parcels 
traffic, it is seen that parcel traffic is more 
vulnerable to loss and damage, even though most of 
it is being carried from guard to guard, and the 
mode of transport is fastef. 

The amounts of claims paid on parcels during 
the years 1967-68 and 1968-69 were as follows - 

Amount paid Percentage of amount 
on parcels paid on parcels and 
and luggage* lug gag e zo total. 

1967- 68 Rs. 110 lakhs 15.81 

1968- 69 Rs. 140 lakhs 15.78 

(* Excluding amount paid under suspense). 

When the amount of compensation paid is compared to 
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the gross earnings, the ratios work out as under for 
goods and parcels - 


Percentage of amount of 
compensation paid to 



Goods traffic 

1.21 

1.40 

Parcel traffic 

3.76 

4.52 

Total: 

1.27 

1.47 


It is clear from these figures that for every rupee 
earned as freight the compensation paid on parcels 
is thrice as much as on goods. 

213. Another noteworthy feature is that most 

of the claims preferred and paid are on consignments 

of 'smalls' (less than wagon loads) whether booked 

as parcels or goods, though their contribution to 

earnings is much less. In goods earnings, the 

share of 'smalls traffic' is only 8 per cent. If we add 

scat xstli&R&fcS: freight earned on goods and parcels, 

of the total. 

receipt from parcels is only 5 per cent/ Separate 
statistics are not maintained to show the number 
of claims preferred for parcels, goods 'smalls' 
and goods 'full loads'. A sample study of the 
number of claims preferred in three representative 
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months of 1968-69 made by the zonal Railways has 
shown the following results:- 


Percentage to total number of claims received. 


Railway 


Parcels 


Goods 

Goods 

Perishables 

Non¬ 

perishables 

booked as booked as 
Total smalls wagon-loads 

1. 

2. 

3. 

4. 

5. 

b . 

Central 

22 

9 

31 

41 

28 

Eastern 

11 

8 

19 

25 

56 

Northern 

37 

3 

40 

44 

16 

North 

Eastern 

25 

15 

40 

N.A. 

N.A. 

Northeast 

Frontier 

12 

9 

21 

22 

57 

Southern 

6 

12 

18 

32 

50 

South 

Central 

11 

13 

24 

N.A. 

N.A. 

South 

Eastern 

13 

11 

24 

70 

6 

Western 

22 

13 

35 

35 

30 

For all 
railways 

21 

9 

30 

41 

29 


These statistics show 

that 

- 



(a) though parcel receipts 

are 

only 5% of 

total 


freight,-3 the number of claims on parcels 

total 

is about 30 # of the /number of claims 


received.In other words, the incidence of 
loss and damage on parcels - in terms of 
number of claims - is eight times as much 
as on goods, 
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(b) among parcels, perishables are more 
susceptible to loss and damage than 
non-perishables, 

(c) in goods the incidence of loss and damage 
is much heavier on smalls than on full 
wagon loads, 

(d) talcing all goods and parcels together 

71# of the claims (total of columns 4 and 

_. , „ , parcels and goods 

5) are on smalls, though/smalls contribute 

about 

onl^/13# of the earnings . 

214. Preventive effort has, therefore, to be 
specially directed to perishables, parcels and to 
goods in small lots.. 

Commodity-wise Analysis of Claims paid 

215. Number and amount of claims paid in 1968-69 
on some specific commodities and their relation to 
earnings to the extent available are set out in the 
following table: 


(Table on next page) 
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Commodities 

So. of claims paid 

Amount paid 

%age of 


Number 

%age to 

the 

total 

Amount 
(in 
lakhs 
of Rs. 5 

the 

total 

compensation 
to gross 
earnings 

wmmmmmm i 

mmawm 


(4) 


mmm-nmm 

Grains & Pulses 

73,694 

17.5 

198.78 

19.53 

4.14 

Sugar & Jagree 

22,194 

5.3 

111*47 

10.95 

12.79 

Perishables 

103,396 

24.6 

70.60 

6.94 

N. A. 

Tea 

17,156 

4.1 

46.28 

4.55 

14.29 

Spices 

7,475 

1.8 

22.34 

2.19 

N.A. 

Edible oils 

5,018 

1.2 

22.53 

2.21 

4.0 

Salt 

2,165 

0.5 

2.43 

0.24 

0.21 

Total of items 

1 to 7 

231,098 

55.0 

474.43 

46.61 


(food articles). 

Oil seeds 

14,209 

3.4 

47.18 

4.64 

6.88 

Piece goods . 

18,329 

4.3 

65.77 

6.46 

N.A. 

Iron. & steel 

6,151 

1.5 

39.75 

3.91 

0.60 

Coal 

4,479 

U1 

59.96 

5.S9 

0.59 

P.O.L. 

2,831 

0.7 

13.58 

1.33 

0.35 

Cement 

9,067 

2.2 

15.72 

1.54 

0.54 

Chemical manures 

4,604 

uft 

11.80 

1.16 

0.65 

Cigarettes 

3,333 

0.8 

-5.30 

0.52 

N.A. 

Jute raw 

4,349 

1 .0 

7.94 

0.78 

1.45 

Timber 

527 

0.1 

4.41 

C .43 

0.40 

Electrical goods 

2,537 

0.6 

3.73 

0.37 

1.05 

Matches 

1,352 

0.3 

3.31 

0.33 

8.11 

Motor, cycle and 
parts. 

4,513 

1.1 

17.69 

1.74 

N.A. 

Paper 

2,518 

0.6 

2.17 

0.21 

0.35 • 

Medicines & 
chemicals. 

6,541 

1.6 

13.46 

1.32 

N.A. 

Other commodities 

103,137 

24.6 

231.69 

22.76 

N.A. 

Total 

419,575 

100 

1017.89 

100 

— 
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Proa the foregoing Table, it is seen that the first 
seven commodities which are articles of food 
account for 55 per cent of the number of claims 
paid and 47 per cent of the amount of compensation 
paid. Column 6 of the above Table reveals that a 
sizeable portion of freight earned on sugar and 
;jagree, grains and pulses, oil seeds, tea* edible 
oils and matches is paid back in the form of damages 
for loss in transit. Perce of compensation to 

earnings in the case of perishables, piece-goods, 
cigarettes, motor and cycle parts and medicines and 
chemicals have not been shown in the above Table 
because these groups of commodities also move by 
parcels for which separate earnings are not available 
But perusal of the absolute figures of claims paid 
on these commodities leaves no doubt that they are 
highly susceptible to loss and damage. Special 
studies of some of the more important commodities 
like betel leaves, tea and piece goods have been ■ 
made by this Committee and the results are given in 
separate chapters. These studies are by no means 
exhaustive; they are only given as illustrations of 
what Claims Offices themselves should do every now 
and then in order to determine the direction of 
their preventive effort. 
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Cause-wise Analysis of claims 

216. The following table indicates the cause-wise 


analysis of the number and amount of claims paid 


during 1968-69 - 

Number of 

claims paid 

Amount paid 


Number 

Percentage 
to the 
total 

Amount 

(In 

thousands 
of Rs. 

Percentage 
to the 
total 

Thefts of complete 
packages or consignments 

1. In yard 

95 

0.02 

2,08 

0.2 

2. Prom running trains 

146 

0.04 

2,75 

0.3 

3. Prom sheds (Goods & 
Parcels) 

406 

0.10 

1,88 

0.2 

4. Prom Platform 

(Out side the covered & 
walled accommodation) 

314 

0.07 

64 

0.06 

5. Others 

31 

o.ot 

17 

0.01 

Total of A. 

992 

0.2 

7,52 

0.8 

Loss of complete 
packages or consignments 

1. Prom seals intact wagons 

18,385 

4.4 

67,22 

6.6 

2. Transit points 

1,442 

0.3 

6,70 

0.7 

3. Prom custody of Guard, 
Road Van clerk etc. 

19,060 

4.5 

16,14 

1.6 

4. Other unlocated wagons 
(i) Prom open wagons 

3,587 

0.9 

48,59 

4.8 

(ii) Prom others 

55,424 

13-2 

151,14 

14.8 

Total of B. 

104,609 

24.9 

315,22 

30.9 ; 


Note:- Difference in total under this item is due to 
South Central Railway's figures net having 
been included in detailed items. 



- 25 - 


Number of claims paid Amount paid 

Number Percentage Amount Percentage 

to the (In to the 

total thousands total 



1. Through door crevices 

11,671 

2.8 

32,79 

3.2 

2. Through body holes 

19,834 

4.8 

105,63 

10.4 

3* At goods shed * parcel 

offices. 

1,259 

0.3 

2,60 

0.3 

4. Prom platforms outside 
the covered & walled 

accommodation. 

906 

0.2 

86 

0.08 

5. Prom custody of Guard, 

road van, clerk etc. 

35,837 

8.5 

22,76 

2.2 

6. Unlocated 

142,090 

33.9 

245,58 

24.1 

7. Others 

13,936 

3.3 

23,54 

2.3 

Total of C. 

225,533 

53.8 

433,76 

42.6 

D. (i) Damages by wet 

35,021 

8.3 

112,44 

11.1 

(ii) Damages by fire 

161 

0.04 

5,17 

0.4 

Total of D. 

35,182 

8.4 

117,61 

11.5 

E. Breakage 

9,241 

2.2 

17,39 

1.7 

P. Leakage 

5,889 

1.4 

23,09 

2.3 

G. Delay in transit 

12,060 

2.9 

24,37 

2.4 

H. Exchange 

3,274 

0.8 

- 4 » 

** 

o 

o 

1.1 

I. Claims due to other 

causes. 

22,795 

5.4 

67,93 

6.6 

Grand total 

419,575 

100 

Ip,17,89 

100 


This table is largely self-explanatory. Some of the 
major causes are dealt with separately in later 
chapters. 
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Total value of claims received 

217. For appreciating the problem of claims, one 
should look not merely at the amount of compensation 
paid. In 1968-69, the gross amount of compensation 
paid was Rs. 10.2 crores. But the total value of 
claims received in the same year was five-fold. On 

the eight zonal Railways (exdept South Central Railway), 
the total value of claims received with specified 
amounts was Rs. 44.14 crores. About 16 per cent of 
the claims received did not specify the amount at 
the time of preferring. Taking this factor into 
consideration and also the estimated figures of 
South Central Railway, the total value of claims 
preferred on ^the Indian Railways in 1968-69 could not 
have been less than Rs. 95 crores. Some of the claims 
are paid, some are repudiated and some are withdrawn 
as a result of subsequent delivery, whatever may be 
the mode of final disposal of a claim, it entails a 
hardship to the claimant and is a complaint against 
the Railways. 

218 . The sharp rise in claims is partly due to 
the general deterioration in law and order position, 
soaring prices and scarcity of many articles of daily 
use, abnormal rains and floods and may to that extent 
be regarded as beyond the control of the Railways. 

But a substantial part of the claims, as this Committee's 



- 27 - 


studies have shown, arises from causes well within 
the control of Railways, and it is to the eradication 
of these causes that railways’ efforts should be 
directed with greater vigour. Here I would mention 
only one example of this. 

219. During 1968-69 railways paid R&, 3*15 crores 

as compensation for loss (as distinct from theft) of 

entire packages or consignments. It ia possible some 

of these goods were actually stolen and were wrongly 

classified as ’’Loss". But there is no doubt that 

many of them were still in the custody of railways 

when the claims were paid. When goods are mislaid on 

the railways for want of proper documentation, they 

become *missing” at destination and claims have to be 

paid. The enormous quantities of goods lying 

unconnected at stations and in lost Property ,Offices 

are proofs of this. Railways compile lists of wagon 

load consignments lying unconnected at stations. A 

perusal of these lists shows many such entries as - 

477 bags Cement 

483 bags Wheat 

230 bags Rice 

225 bags Manure 

190 bags Oil Cake 

260 bags Salt 

130 bags Ammonium Sulphate 

44 Chests Tea 

100 bales Cotton 

39 drums silicate 

220. That such packed goods lie unconnected for 
months together shows fourfold i’ailures, namely 
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(1) The seal card and bracket labels somehow 
disappeared, (2) No% of the packages were marked or 
addressed, (3) No guidance or invoice was placed 
inside the wagon; and (4) No paste-on-labels were 
affixed inside the wagon. 

Heavy claims are being paid on consignments of coal 
because the wagons get unconnected for want of labels. 
221* This is confirmed in another way. An 

examination of the packages passing over the railways 
shows that, contrary to the rules, many of them, 
specially parcels of perishables, are marked and 
addressed very inadequately. No wonder, monetarily, 
’loss of entire packages or consignments’ accounts 
for about 31 per cent of the entire claims bill of 
the railways, and numerically about 25 per cent of 
all the claims are attributable to perishables. 

222. The Numerous memoranda this Committee 

received from railway users are unanimous in their 
criticism of lack of care in the transport of goods 
and parcels and of apathy in the disposal of claims 
by railways. I was also struck by the fact that many 
of the observations made in these memoranda show 
remarkable insight in the working of railways in 
general and of claims offices in particular. It is 
clear, therefore, that railways will not be able to 
put off much longer the various reforms which are 
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self-evident to the public and are necessary to 
ensure greater ’’safety 1 ' of goods and parcels and 
more efficient handling of claims. 

223. fortunately there is greater scope for 
improving the safety of goods than the safety of 
trains. Trains move at high speeds and all 
operations relating to them have to be performed at 
high speeds and at fixed timings, with little or no 
chance of.correcting a mistake once made. But in 
dealing with goods and parcels, staff have to deal 
with stationary objects, time is not a compelling 
factor, there is not the same imperative need to 

do a particular thing at a particular time, and it 
is quite possible to revise and recheck the work. 
Hence greater human care given to goods will be 
handsomely rewarded in the form of improved safety 
of consignments. 

224. Another bright side to the picture is that 
claims prevention offers a great opportunity fox- 
achievement. Because so little was done in the 
past, much can be done now - with more effort and 
determination. "Safety" of goods and parcels is 
practically a new field only waiting- to be exploited 
by the railways. 
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CHAPTER 3 , 

Claims Consciousness 

301. One major cause of the steep rise in 
claims is that the Railway Administrations have 
not recognised in the past that safety of goods is 
an important index of the efficiency of the working 
of railways. I noticed that the spirit of claims 
mindedness is lacking among the staff and even 
among many officers. If any scheme for the 
prevention of claims is to be successful it must 
begin by arousing the interest of all staff in the 
safety of goods and by educating them in the various 
ways in which they can assist in preventing loss 
and damage. 

302. Though the booking and delivery of goods 
are the function of the Commercial Department, the 
safety of goods requires the concerted efforts of 
staff of all‘departments - R.P.F., Transportation, 
Mechanical, Engineering, Stores, etc. Claims 
consciousness has, therefore, to be instilled in 
the officers and staff of all departments. It is 
necessary for the Railway Board to give a lead in 
the matter and for -General Managers to take keen 
and sustained interest in the safety of goods and 
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the efficient disposal of claims. Only when the 

top officers recognise the importance of the safety 

of goods and take appropriate steps in the matter 

can concern for the safety of goods filter down 

to Goods Clerks, Trains Clerks, Train Examiners 

etc 4 General Managers at their periodical 

meetings with their Heads of Departments should go 

into the general position regarding the incidence 

and settlement of claims and matters of 

inter-departmental coordination having a bearing 

on claims - for example provision of anti-bleeding 

devices on covered wagons, supply of seal card 

labels and transport arrangements for parcels. 

General Managers should also regard the high value 

claims, which are sent to their office for sanction, 

as the pulse of the Claims Office and as sources 

of useful information as to the weak spots which 

% 

may need strengthening. General Managers can 
galvanise the working of the Claims organisations 
and improve the safety of goods, if they devote 
two minutes per day, or one hour every month, to 
matters connected with the prevention and settlement 
of claims. 

.303* As regards the large numbers of staff who 
are actually responsible for the safety of goods. 
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it is essential to educate them and get them 
interested in various aspects of claims prevention 
and settlement. One way of doing this is for 
railways to issue frequent claims bulletins in 
their fortnightly Gazette or separately, if so 
desired. 

304. Every issue of the Railway's Gazette 
should have some pages devoted to Claims matters. 
The writeups should be easy to understand and also 
as attractive, instructive and varied as possible. 
Some of the matters which can be profitably brought 
home to staff are as follows 

(i) Tne necessity for timely submission of 

« 

Missing Goods Reports'. The relevant 

\ 

Rule could be quoted and it could also be 
added that 'for every M.G.R. delayed 
there is a claimant kept waiting - and 
he may be your own friend or relation'. 
(ii) Monthly and quarterly statistics of 

numbers of claims received, repudiated 
and paid, the total amount paid, the 
principal commodities affected and the 
amounts paid on them, and the main causes 
which are responsible^for claims! These 
statistics should be put out to staff in 
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a form which will make them alive to the 
importance of the part they can play in 
the prevention of claims. 

(iii) All liBts of wagon load consignments lying 
unconnected' at stations could be published 
in the Railway’s Gazettes, This will 
enable the staff to connect them with the 
goods overdue at their own stations and 
also make them realise the importance of 
proper observance of the Rules regarding 
marking of goods and labelling of wagons. 

v ‘ ; T 

Such lists should rapidly dwindle in size 
if the staff observe the Rules meticulously, 
(iv) Heavy claims, each of thousands of rupees, 
are being paid on account,of thefts through 
cuts in wagon panels. This Committee, 
after examining a number of cases, has 
a feeling that though panel cuts have 
become a menace on the railways, not all 
the losses attributed to them appear to be, 
genuine. It seems the claims are being 
very much exaggerated in some cases. 

Staff should, therefore, exercise great 
care and vigilance in certifying such 
shortages. Heavy shortages, whether 
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through panel cuts or flap door crevices, 
should invariably be got verified by a 
senior representative of the Traffic 
Department such as Station Master, Goods 
Supervisor or Inspector, Chief Goods Clerk, 
Area Superintendent, D.C.S. or A.C*S., 
C.M.I.,'etc* The senior official, after 
inspecting the wagon, will also decide 
whether it should be marked sick and 
booked for repairs. 

(v) Consequences of undue ajpd seemingly wilful 
detentions to wagons loaded with live 
stock, perishables, eto. in yards. 

(vi) Consequences of undue detentions to loaded 
stock in sick lines. 

(vii) Brief particulars of heavy claims cases 
(say those exceeding Rs. 3000/-) with the 
causes that gave rise to them and the 
lessons to be drawn from them. By way of 
contrast, it may also be useful to give 
particulars of cases in which due 
precautions were taken as per Rules and 
the goods arrived in good condition, for 
example, by the use of dunnage or by proper 
packing of tins of oil. 




(viii) Constant publicity, in rotation, to the 
various important Rules, together with a 
brief explanation of the necessity for 
their careful and meticulous observance. 
The following are some of the paras of 
the Indian Railway Commercial Manual which 
deserve to be brought to the notice of 
staff every now and then:- 
932 Labelling of parcels. 

939 Locking of brake and luggage vans. 
Q76 ^ 

1381) Transhipment advice. 

1419 

to Marking of goods. 

1421 

1534 Preparation of summaries of 

consignments loaded. 

1536 Paste-on-labels. 

1537 Wagon Labels. 

1549 ) 

1552) Riveting of wagons. 

2106 Adhering to Rules and Regulations 

for preventing claims. 

2113. Misdespatchee and Exchanges. 

2123 Lists of unconnected consignments. 

2124 Delay in transit, specially 

clause (b). 

2154 Timely submission of M.Gf.Rs. 

1510 Rules regarding use of' dunnage. 

1418 Rules regarding packing. 



305. These ideas are being mentioned only by 
way of illustration. Railways should certainly 
be able to add to them and convey them to staff in 
their own words. The important thing is to realise 
that any scheme of claims prevention can be 
successful only if large numbers of officers and 
staff of all departments concerned can be got to 
cooperate in it. Railways should try to accomplish 
this through the medium of their Gazette as well as 
by personal contacts and holding of safety camps. 



- 37 - 


CHAPTER 4 

Commercial and Claims Organisations 

401. As the Claims branch is responsible not 
only for the settlement but also prevention of 
claims, a weak Claims organisation itself becomes 
a major cause of increase in claims. 

402. No one would think of making or maintaining 
100 engines with the man power or material sanctioned 
for 10. No one would think of maintaining 100 or 
even 40 kilometres of track with the staff sanctioned 
for 10. Nor would any one dream of paying the 
salary bills of 1000 men with the same number of 
hands as were needed for 100 men. Yet when it 
comes to Commercial work there seems to be a 

general feeling that whatever the increase in work 

/ 

load, the existing officers and staff will always 
be able to manage it. Railways rightly take pride 
in the fact that they are carrying ever increasing 
loads of traffic and all other departments have 
been suitably strengthened. But all these years 
very little or nothing has been done to augment the 
outdoor Commercial staff who actually deal with the 
traffic, the Commercial Officers and Inspectors who 
supervise their work or those who deal with Claims 
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in the Claims Offices. In such circumstances, a 
progressive deterioration in the efficiency of 
commercial work, with a consequent increase in 
claims and public dissatisfaction, is inevitable. 

403. In 19bb, a High Powered Committee was 
appointed by the Government to look into the 
question of Security and Policing on the Railways. 
Its members included Members of Parliament, senior 
Police Officers, one senior I.A.S. officer as well 
as Additional Member Finance, Railway Board. In 
its Report, that Committee had a good deal to say 
about the inadequacy of staff and supervision in 
goods sheds, parcel offices, etc. It quoted with 
approval an observation made on this point by the 
Railway Police Committee of 1921 and the complaint 
made by one Chief Security Officer who said, 

"Yards are growing, traffic is growing, Commercial 
Clerks are not growing. So they depend on hammals 
and porters." In their report, this Committee made 
the following recommendation:- 

"The number of loading and unloading 
staff in goods sheds should be sufficient 
to handle the traffic properly and to 
pay attention to the checking, weighing, 
packing, marking, storing, loading, 
unloading and delivery of consignments. 

Inspite of this some goods sheds and transhipment 

sheds and many parcel offices are still understaffed. 
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404. Similarly, the strength of Commercial 
Officers on Divisions is more or less the same as 
it was 20 or 30 years ago inspite of the increase 
in traffic and new types of problems having arisen 
to engross their time and attention, for example 
greater emphasis on public complaints, departmental 
catering, reservation of seats and berths in third 
class, Users' Consultative Committees, conducted 
tours, etc. 

405. Even more pitiable is the condition of 
Claims Officers, whose strength has remained static 
while claims have been going up. Thus compared with 
1950-51 the number of claims registered annually 
has more than doubled and the amount paid has more 
than trebled. But nothing has been done to 
strengthen the Claims Organisation on Railways. 

And this is undoubtedly one of the major contributory 
causes of the increase in claims. For when a Claims 
organisation is weak not only is settlement work 
done in a dilatory and slipshod manner but the 
preventive side is largely neglected. Thus a 
vicious circle is sett up: as the quality of work 
goes down, the number of claims goes up and with 
every rise in claims, the quality goes down further. 



- 40 - 


That this has actually been happening will be seen 
from the following figures:- 


Gross amount of compensation paid 



(In lakhs of 

rupees) 



Railway© 

1964-65 

1965-66 

1966-67 

1967-68 

1968-69 

Central 

76* 

104* 

90* 

117 

132 

Eastern 

75 

90 

98 

167 

262 

Northern 

82 

107 

100 

105 

128 

North 






Eastern 

31 

29 

34 

39 

48 

Northeast 






Frontier 

17 

20 

37 

55 

80 

Southern 

57* 

66 

71* 

80 

87 

South 






Central 



16* 

51 

83 

South 






Eastern 

69 

81 

77 

75 

82 ' 

/ 

Western 

90 

90 

87 

111 

116 

Total 






Railways 

497 

W 

5To 

800 

1018 

“7 


Note:- * Figures of Central and Southern' 
Railways for the years 1964-6^ 
tei 1966-67 are not, comparable 
with those of subsequent years, 
because of formation of So\ith 
Central Railway with effect from 
2.10.1966. / 

/ 


406. 


The foregoing table shows that in two years 


A 


the amount paid by Eastern Railway shoi up from 
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Rs. 98 lakhs to Rs. 167 and Rs. 262 lakhs. What has 
happened on Eastern Railway is by no means a 
strange or unexpected phenomenon. It may well be 
taken as a warning of what is going to be repeated, 
sooner rather than later, on the other railways 
unless energetic steps are taken to arrest the 
deterioration. 

407. While prevention and settlement of claims 
are inter-related and inter-dependent, of the two, 
prevention is the more fundamental and more 
fruitful* Unless the major sources of claims are 
plugged, the number of claims goes on increasing 
unendingly, completely throwing out of gear the 
machinery that deals with claims as well as the 
resulting litigation. Therefore effective 
prevention holds the key to the entire problem of 
claims. Whether judged from the viewpoint of 

i 

railways* good name-, public satisfaction or 
retention or development of high rated traffic, 
prevention of claims should be considered as an 
essential work and given very high priority. And 
this requires a strong Claims organisation and 
effective supervision of Commercial work at stations 
on all railways. But somehow railways find it more 
convenient to pay Rs. 100/- in claims than to spend 
Rs. 10/- in strengthening the Commercial Department 
at different levels. 
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CHAPTER 5 

Unconnected Goods and Parcels 

501. In the cause-wise analysis of claims paid 
vide Table under para 21b a distinction has been 
made between theft of complete packages or 
consignments and loss of complete packages or 
consignments. The respective figures for 1968-69 
were as follows:- 



No. of 
claims 


Amount 

Claims paid on account of 
thefts of complete 
packages or consignments. 

992 

Rs. 

8 lakhs 

Claims paid on account 
of loss of complete 


Rs. 

315 lakhs 

packages or consignments. 

104609 


It will be noticed that the number of cases of thefts 
of entire packages or consignments was only 992 and 
the total amount paid on this account was only 
Rs. 8 lakhs representing about 0.74 % of the entire 
claims paid. These figures seem too good to be true. 
Even the figures of thefts of booked consignments 
reported by the Security Department are slightly 
more. Apparently, shortages found from open wagons, 
seal intact and seal defective wagons have not 
been included under 'thefts'. 
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502. Ia contra-distinction with this head of 

'Theft* is the head: 'loss of complete packages or 
consignment® ’, whose number was about one-fourth 
of the total number of claims paid and whose value, 
that is crores) v/as about 31?? of the total 

amount paid. Since these packages or consignments 
were not stolen, the obvious question is what 
happened to them and how they were lost on the 
railways. After a deep study of the problem, I 
have come to the conclusion that while some of these 
cases should have been classified under the head 

of thefts, the vast majority would fall under the 
following categories:- 

(i) Goods mislaid and lying unconnected on 
on the railways; 

(ii) Surreptitious removals from Shedh by 
consignees or their agents; 

(iii) Goods wrongly delivered to private sidings 
or out-agencies though not belonging to 
them, and 

(iv) Small packages disappearing from the 

custody of railway staff such as Guards, 
travelling Goods or Parcel Clerks. 

503. A thing mislaid is a thing lost and there 
is no doubt that in many claims paid for loss of 
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packages or consignments the goods are actually 
lying unconnected at other stations *- perhaps 
hundreds of kilometres away. Striking confirmation 
of this explanation is seen in the wagon, load and 
smalls consignments lying unconnected on railways, 
whose numbers, run into hundreds and thousands 

t 

respectively. 

504. To elucidate the point, commodity-wise 
summary of unconnected wagon load consignments 
(excluding coal) lying on the Indian Railways as 

on 1-9-1969 is given the next two pages. 

It will be seen from this statement that unconnected 
wagon load consignments have been lying on the 
railways for even three or four years. It should 
also be noted thaft this list does no't include 
unconnected coal wagons whose number must run 
into hundreds. 


(Table on next page) 
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505. A physical check made by a couple of 
Inspectors at Mughalsarai between 15-12-69 and 
27-12-69 showed 489 unconnected wagons standing 
underload in that yard for long periods. Of these 
the arrival particulars of 358 wagons could not be 
trac.ed and the other 153 wagons, whose arrival 
particulars could be traced, had been received at 


Mug halsarai during the period June 1969 to 
November 1969. The commodity-wise break up of 336 


unconnected wagons, whose arrival particulars were 


not known was:- 


Commodity 

Coal 
Iron & Steel 
Timber 

lime & Lime-stone 

Salt 

Stone 

Hay 

Cement 

Wheat 

Other commodities 
Commodity not known 



of wagons 

124 

42 

20 

12 

9 

6 

6 

5 

1 

22 

89 


Total 


H5 


506. Of the other 153 wagons detained at 
Mughalsarai, 1 wagon was more than 5 months old, 

5 were more than 4 months old, 8 were more than 
3 months old, 22 were more than 2 months old, 43 were 
more than 1 month old and 74 were more than 15 days 
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old. The problem of connecting wagons found without 
labels at Mughalsarai is formidable. In the 11 day 
period from 21-12-69 to 31-12-b9, 1103 wagons were 
either received without labels or lost their labels 
in the yard. The loaded wagons remain in Mughalsarai 
yard for months awaiting connection and despatch and 
in the meantime they keep on shuttling between 
various lines or remain stabled at the buffer ends. 

507. When a wagon becomes unconnected, it is 
detained underload while efforts are made to 
ascertain its correct destination. Detentions to 
unconnected wagons mean diminished wagon availability 
and loss of valuable space in yards. And such 
detained wagons are liable to be lost sight of 
completely and the older they become the more 
difficult becomes the task of connecting them. The 
detentions to unconnected wagons may vary from a 

few days to a few weeks or even months. Old dated 
unconnected wagons may be found in most of the targe 
yards. This is another aspect of unconnected wagons 
which railways will do well to bear in mind. 

508. Checks were also made on some Divisions 
regarding the number of wagon load consignments 
lying unconnected on the ground. The figures given 



- 49 - 


by Jhansi Division showed that on 24-12-69 it had 
33 wagon load consignments lying unconnected on the 
Division whose break down was as follows:- 


Commodity 

No. of 
wagons 

Oldest 

date 

Salt 

3 

24-2-69 

Firewood 

2 

11-10-68 

Coal 

13 

23-6-69 

Iron and Steel 

6 

Since 1967 

Fertilizers 

3 

12-8-69 

Stone Boulders 

2 

4-9-69 

Rape Seed 

1 

12-12-69 

Boiled rice 

1 

1-9-69 

Cement 

Os 1 

19-10-69 

Miscellaneous. 

& 1 

18-11-69 


21 


309. But at Belanganj (Agra) Goods Shed alone 

(which comes under Jhansi Division), 38 wagon 
* 

loads were lying unconnected on 25-12-69 with the 
following breakdown:- 


Commodity 

No. of 
wagons 

Oldest 

date 

Coal 

13 

27-5-69 

Stone 

4 

8-1-69 

Fire olay 

1 

25-8-69 

Iron Scrap & pig iron 

4 

17-1-69 

Carbon black 

4 

23-9-69 

K/Oil 

1 

4-11-69 

Firewood 

2 

26-9-69 

Wooden Sleeper 

2 . 

26-9-69 

Timber log pieces 

3 

25-10-69 

Miscellaneous 

4 

11 

30-6-69 

Obviously the figures of Jhansi division 

did not 


include the figures of Belanganj and the figures 
furnished by Eastern Railway did not include the 
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wagons lying unconnected at Mughalsarai. This shows 
that lists of unconnected wagon loads compiled by 
railways are by no means complete. There is every 
reason to believe that the actual numbers of 
unconnected wagon loads on railways would be much 
more than what have been shown in the Table under 
para 504. 

510. In addition to these wagon load consignments, 
there are large numbers of small packages lying in 
the various Lost Property Offices, goods sheds and 
parcel offices. The Committee noticed 50 bales of 
full pressed cotton,in the L.P.O. at Madras. The 
Lost Property Offices at Kanpur and Jaipur were 

full to capacity and felt need for more accommodation. 
On the South Eastern Railway, on which separate 
figures of unconnected smalls were available, it 
was noted that 4,262 packages were lying unconnected 
on 1 September, 1969. They included 142 bales of 
cotton piece goods, and 60 cases of motor and cycle 
parts. 

511. Unconnected consignments - wagon loads and 
smalls - present a gold mine for claims prevention 
as the goods are still in the custody of railways 
when claims are paid. As is well known, many of the 
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unconnected consignments undergo deterioration and 
pilferage while they lie with the railways for 
months together. Most of these goods are eventually 
sold at throw away prices. 

512. The usual approach to the probleta of 
unconnected packages/consignments is to try to 
connect them. "For this purpose, railways generally 
have a small organisation which does good work by 
connecting up many unconnected consignments but 
this is achieved at considerable qost of tijne and 
labour, as this work is best managed by personal 
enquiries from point to point rather than by 
correspondence. The public suffer great loss, 
inconvenience and annoyance when their goods are 
delayed for months together. The railways should, 
therefore, not be content merely with efforts to 
connect up the goods which have become unconnected. 
They should go down to the root of the matter and 
do all they can to prevent the goods from becoming 
unconnected. 

515- The consignments of goods loose or in 
bulk, such as minerals, coal, fire-wood, sand, etc. 
become unconnected if the labels on the wagons 
containing them fe et detached or are intentionally 
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removed. Such goods cannot be marked and they can 
reach destination correctly only if the labels on 
the wagons are written out properly and legibly and 
are tied to the wagon securely so that they do not' 
fall off the wagons. It follows that the way to 

tackle this part of the problem is to take steps to 

% 

ensure that wagon labels are correctly prepared and 
properly secured and in case of deliberate removal 
of labels, people responsible are taken to task. 

514. Packed goods become unconnected if 

(i) wagons containing them lose labels 
and if in addition, 

(ii) the packages do not show the railway 
marks and senders and consignees' 
addresses. 

The way to prevent such goods becoming unconnected 
is to insist on a meticulous compliance with the 
rules for marking of goods and for labelling and 
guidancing of wagons. 

515. When packed goods lie unconnected for 
months, it shows four-fold failures, viz., 

(i) The seal cards and bracket labels 
somehow disappeared. (Para 1537 of 
the Commercial Manual). 
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(ii) Hone of the packages were marked or 

addressed. (Para 1419 of the Commercial 
Manual). 

(iii) No guidance or invoice was placed inside' 
the wagon (Para 1534 of the Commercial 
Manual), and 

(iv) No paste on labels were affixed inside the 
wagon. (Para 1536 of the Commercial 
Manual). 

516. Railways do organise P.L.M. (Packing, 
Labelling and Marking) Campaigns from time to time 
when a special drive is made .to ensure correct 
marking and labelling. The Committee was told that 
the station staff do not take these campaigns 
seriously. In any case, in the past, Railways 
generally felt satisfied if 80 to 90 % results were 
achieved in these drives, but it is obvious that 
if the problem of unconnected goods is to be solved 
Railways cannot afford to be satisfied with even 
99 * 9 % compliance with the rules : the target for 
the station staff must be 110% compliance with the 
rules which, it may be added, are very simple to 
carry out. There is no reason why, for example, a 
bale of piece goods* a case of machine parts or 
of medicines should not bear the mark or address on 


two sides. 
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517. Heavy claims are being paid on consignments 
of coal because the wagons get unconnected for want 
of labels. In 1968-69, a sum of Rs. 60 lakhs was 
paid for coal alone. 

518. A post office would not accept even a 

bundle of old newspapers unless it bears sender's as well 
consignee's full address, but on the railways 
even packages worth thousands of rupees are accepted 
for booking without proper documentation. An 
examination of the packages passing over the 
railways shows that contrary to rules many of them, 
especially parcels of perishables, are marked and 
addressed very inadequately. For example, from 
Tirur, a station on the Southern Railway, about 
3000 baskets of betel leaves are booked every day, 
but they do not bear either the consignee’s name 
or the Parcel way bill No. 

519. Rule 1537 of the Commercial Manual requires 
that (a) covered wagons will carry seal card or 

tie on labels in addition to bracket labels and 
(b) open wagons will have tie on labels in addition 
to bracket labels. But it is very rare to find a 
wagon carrying four labels. Usually they carry 
either bracket labels or seal card/tie on labels 
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but not both. Tie on labels are very rarely used 

on wagons. As noticed by the Committee and 

confirmed by the staff themselves, labels are often 

written out illegibly. Contrary to the Rules, 

code initials of station names, are used. Some 

labels are of brown colour on which the blue pencil 

does not show off well. Many are written with 

black pencil or in ink which fades away or is 

washed down. No wonder loss of entire 

packages or consignments during 1968-69 accounted 

for about 31# of the railways claims bill. 

Perishables account for about one-fourth of the 

total 

number and about one-fifteenth of the/amount of 
the claims paid. It may be added that to every 
unconnected consignment or.package on which a claim 
is paid, there are several unconnected packages 
which are eventually taken to the correct destination 
and do not result in actual payment. Even the 
latter type of goods, for which no statistics are 
readily available but whose number must be large, 
throw a good deal of strain on the railways and 
at the same time cause loss and inconvenience to 
the public. The problem of unconnected goods is, 
therefore,a major one to be tackled by railways in 
right earnest, quite apart from its large financial 
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implications to the railways themselves. Out of 
Rs. 3*15 crores that railways paid under this head 
in 1968-69, they could easily have saved at least 
Rs. 1.5 crores if their arrangements for the 
documentation of wagons, goods and parcels had 
been satisfactory. 

520. This is potentially a very rich field for 
claims prevention and one which will respond quickly 
to determined and concerted effort, seeing that 
though claims are paid, the goods are still in the 
custody of the railways and are eventually auctioned 
for trifling sums after suffering damage, 
deterioration and pilferage. 

521. I.R.C.A. office near New Delhi station 
maintains a daily account of all wagons interchanged 
between Railways. Records of the whole month are 
made available by the Computer Cell of the Railway 
Board to the I.R.C.A. by the 20th of the next month. 
I.R.C.A. office can give passage through the last 
junctions of interchange in case of all through 
wagons which have become overdue or unconnected. 

Such information is helpful in tracing or 
connecting up the wagons. Pull and prompt use 

is not being made of this facility. Por instance, 
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in a period of 8 days from 8-12-69 to 15-12-69, 

679 enquiries were received by the I.R.C.A. from 
the zonal railways in claims cases, of which 25 
related to consignments which were booked more than 
18 months ago, 87 related to consignments which were 
booked more than 12 months ago, and 266 related to 
the consignments which were booked more than 6 
months ago. Valuable time is lost and much damage 
caused to goods because enquiries are being made 
only after preferment of claims, and not as soon 
as wagons are found unconnected. The information 
xs obtained and processed by the computer cell of 
the Railway Board at a considerable cost, and it 
is a pity that full use thereof is not made by the 
Railways. The Railways should notify all concerned 
staff about the availability and utility of the 
records maintained in I.R.C.A., which should be 
consulted as soon as wagons become unconnected 
without waiting for claims or complaints from 
the public. 

522. One of the difficulties which Railways 

face in connecting an unconnected wagon is to find 
out whether it is the original wagon as loaded at 
the booking station or a transhipped wagon. 
Similarly; for tracing an over-due wagon requiring 
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break of gauge transhipment, they have to ascertain 
whether the wagon had already passed the break-of-gauge 
point and had been transhipped into another wagon. 

If it ie a transhipped wagon, all attempts to connect 
it will fail unless the particulars of the wagon in 

which the consignment was originally loaded are 
first obtained. To facilitate connection of such 
cases, the Commercial Committee decided in 1953 
that important break-of-gauge points should submit 
daily returns to I.R.C.A. showing transhipment 
particulars i.e. wagon number from which contents 
transhipped and wagon number to which contents 
transhipped. Instructions were issued by Director 
of Wagon-Interchange, 1R&A. in April, 1954 and 
since then these returns are being received from 
all important break-of-gauge points; though the 
Committee found that Sabarmati has not been doing 
so for the last several months. Secretary, I.R.C.A. 
told the Committee that these transhipment 
particulars are being regularly recorded in the 
registers, but hardly any use is made of 

. The fact is that most of the officers 
and staff on railways are not even aware of the 
availability of this information. So much clerical 
labour is going into the preparation of these data, 
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but their existence is not even known to the users. 

It shows that no review is being made of the 

utility of the statistics or information compiled. 

I feel that this information is useful and the 

Railways should give wide publicity to its 

availability and utility through circulars and 

notifications. I.R.C.A, should also ensure that 

the returns are received from the break-of-gauge 
points regularly. Copies of these returns should also 

he sent'to thd' adjoining Railways/Divisions for the 
purpose of ready reference. 

523. It will be helpful if the work of 

connecting unconnected wagons can be computerised. 

In the same process, over-due wagons can be traced - 

as what is an unconnected wagon at one station will 

be an over-due wagon at another station. Matching 

of unconnected and overdue wagon on an all-India 

basis with the help of a centrally situated 

computer should go a long way in solving these 

twin problems, and this must result in much saving 

to railways. It is, however, necessary to repeat 

that nothing that the railways may do to connect 

unconnected wagons or packages can absolve them from 

the responsibility of making an all-out 

effort to prevent wagons and packages from becoming 


unconnected. 
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Lost Property Offices 


524. While the Railways paid Rs. 3*15 crores 
in 1968-69 on account of loss of complete packages, 
the amount recovered from unconnected goods was 
comparatively small. The approximate amount 
realised by the Zonal Railways by sale of unclaimed 
and unconnected goods in a period of 3 years is 
shown below:- 

(In thousands of Rupees) 


1966-67 1967-68 1968-69 


Central 

637 

1044 

789 

Eastern 

1046 

1481 

1573 

Northern 

600 

689 

614 

North Eastern 

672 

809 

830 

Northeast Frontier 

274 

257 

226 

Southern 

363 

216 

258 

South Central 

188 

270 

614 

South Eastern 

313 

453 

374 

western 

468 

675 

1077 

Total 

455T 

5894 

• ss 

525. It is noticed 

that along with 

increase 


in claims paid, there has also been a gradual 
increase in the total sale-proceeds of unclaimed 
and unconnected goods. These figures of 
sale-proceeds also include the value of unclaimed 
goods which must be quite substantial, as indicated 
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by the separate figures available on. the Northern, 

North Eastern, Southern and South Eastern Railways 

where they are about 27 per cent of the total 

sale-proceeds. Thus the value of unconnected 

goods realised during 1968-69 works out to Rs.46-.40 lakhs 
?r about 

one sixth of the total compensation paid on 
loss of entire packages. It is, thus, obvious that 
Railways are not able to get a fair price for the 
unconnected goods in auctions* At the same time, 
it confirms the contention of the Committee made 
earlier that if we can bring down the number of 
wagons/packages becoming unconnected, a 
substantial reduction can be made in the railways' 
claims bill. 

526. Another matter which deserves 
consideration is the economics of the working 
of the existing Lost Property Offices. Each 
Zonal Railway has got one or more centralised 
Lost Property Offices where unclaimed and 
unconnected goods are collected and auctioned. 



- 62 - 


It will be interesting to see the following figures: 


Name of L.P.O. 

Total sale 
proceeds in 
1968-69 

Approximate 
cost of staff 
of L.P.O. 

(1968-69) 


(Rupees) 

(RupeesT 

Madras 
(S.Bailway) 

1,03,006 

73,600 

Shalimar* 

(S.E.Railway) 

1,33,877 

1,21,203 

Wadi Bunder** 

(C.Railway) 

52,243 

38,712 

Kanpur 
(N.Railway) 

2,21,256 

1,11,793 

Jaipur 
(W.Railway) 

96,598 

45,320 


Note:- * Decentralised from December, 1968. 

** At Wadi Bunder, there is a separate 
Unclaimed Goods Office (U.G.O.), 
the sale-proceeds of which in 
1968-69 were Rs. 2.07 lakhs and cost 
of staff Rs. 20 thousands. 


527. If the annual rental of buildings and 
godowns occupied by the above-mentioned Lost Property 
Offices and the other miscellaneous expenses, 
such as cost of transport of goods from the stations 
to the L.P.O., cost of auction-notices, amounts 
paid to professional auctioneers, value of 
stationery, etc. are added to the staff costs, 
expenditure on L.P.Os may perhaps work out to be 
even more than the sale-proceeds of goods. It is 
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reasonable to conclude that the gains from the 
auction sales of unconnected goods are largely 
illusory, if not altogether negative, ijhis is 
another fact that underlines the necessity of 
preventing goods and parcels from becoming 
unconnected. The economics of Lost Property Offices 
is indeed a subject of which the Railways should 
make a further study in order to take appropriate 
actions to simplify the procedure. The Committee 
would like to make three recommendations for the 
purpose - 

(i) As far as possible unconnected goods 
should be set off against ’missing’ 
consignments or delivered on valuation. 

And this should be done as soon as possible 
after the goods are found to be unconnected, 
(ii) Auctioning of unclaimed and unconnected 

goods should be decentralised. S.E. Railway 
has already decided to do this. As far as 
possible, goods should be auctioned at the 
station where they are found or at the 
nearest marketing centre, with the least 
possible delay. Some Railways are already 
arranging local auctions and this should 
be encouraged. At the same time, the 
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work-load in the existing L.P.Os should 
be reviewed and staff adjustments made. 

(iii) Railways should consider the desirability 
of conducting auctions departmentally 
instead of through professional auctioneers. 
Auctions are conducted by Railway officers 
themselves on South Eastern, Northeast 
Frontier and Central Railways without any 
assistance from the auctioneers. Other 
Railways may follow suit. 
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CHAPTER 6 


Addressing and Harking 

601. Addressing and marking of padcftgss axe 
essential in order to identify them,to taka them 
to their correct destinations and to ooofralate 
them with particular bookings. If this 
documentation is not done properly, if the ink 
used is dim or liable to fade out quickly, if the 
writing is illegible, if the labels used can 
easily get torn or effaced’ and if abbreviations are 
indiscriminately used, the packages become 
unconnected making it well nigh'impossible to 
reach them to the correct destinations or to 
deliver them to the proper consignees. Goods of 
a non-perishable nature can be kept on hand for 
some time while efforts to connect them with their 
specific bookings are being made. But perishable 
articles become a dead loss if they are-so detained. 
Though railways may succeed in connecting up at 
a great cost of time and labour a percentage of 
unconnected articles of a non-perishable nature, 
there is no chance of such success in'case 
perishable goods become unconnected. Therefore 
it is extremely important - in, fact indispensable 
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that all consignments of perishables whether in 
smalls or full wagon loads, be marked in a fool 
proof manner and wagons or vans containing them 
be provided with proper seal card, bracket and 
perishable labels. Tie-on labels used on oerishable 
bags or .baskets are not very suitable. The writings 
in ink on them may be washed away, they may easily 
get torn or detached or may be intentionally 
removed or detached in order to make them 
unconnected and available for Aemo-delivery or 
auction. It is, therefore, essential that when 
tie~on labels are attached to baskets containing 
perishables, consignee's address be also shown on 
the basket itself, and when the basket is of such 
a make that the consignee's name and address cannot 
be shown on it, it should either be enclosed in 
gunny or at least have a gunny patch spread and 
stitched on to it for writing both sender's and 
railway marks, and the gunny patch should be large 
enqugh to accommodate all this. Separate clauses 
should be added in order to bring this out in 
Rule 705 of Coaching Tariff and Rule 121 of Goods 
Tariff, Such gunny patches are already in use on some 
railways. 

602. It will be better if the headings of the 
rules in the Goods and Coaching Tariffs are changed 
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so as to read "Addressing and Marking of Goods/' 
Parcels” instead of simply "Marking of Goods or 
Parcels” as at present. This change is necessary 
v in order to emphasise the fact that addressing - 
and not merely marking - of consignments is an 
essential condition for safe transport. 


603. The opening para of the rule 705 in 
I.R.C.A. Coaching Tariff Part I regarding Marking 
of Parcels reads as follows 

"705. Marking of Parcels. - (1) Marking 
by consignors.- (a) Parcels tendered for 
despatch must in all cases be fully and 
clearly addressed in English showing the 
name of the consignee, his full address, 
station of destination and railway. In 
the insterests of the consignor, it is 
desirable that the consignor's name and 
full address should also be shown to 
enable the Station Master to communicate 
with him in case of ncn-delivery. Parcels 
addressed to towns, where there-is more 
than one railway station or delivery 
office, must show at which place delivery 
is to be effected." 

This rule lacks precision because many parcels are 
booked to self and senders do not like to show the 
name of the consignee on such packages. Therefore, 
it is necessary to amend this rule so as to make it 
obligatory for the sender to show his own name ana 
full address on all parcels and to show the 
consignee's name and full address on all packages 
which are not booked to self. In case cf parcels 
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booked to self, the sender should also show "Self" 
and full name of destination station together with 
an identifying private mark on each so as to 
distinguish the packages booked to different 
consignees from one another as a safeguard against 
exchange, cross delivery and possible claims. It 
should also be clarified in the Goods and Coaching 
Tariffs that perishables cannot be booked to self. 
Consignee’s full name should invariably be shown 
on each package containing perishables. 

604. Senders should be prohibited from using 
Code abbreviations of either the forwarding or the 
destination station. They must show the full name 
of the station in all cases and as a further 
precaution they must also show after the destination 
station name (except in case of large and well known 
stations like Calcutta, Allahabad, Madras) either 
the state or the Railway where it is located, thus - 

To 

Abohar (Punjab) or Abohar (N.R.) 

Serampore (W.Bengal) or Serampore (E.R.) 

605. The use of Code initials of station names 
is a prolific source of misdispatches and packages 
becoming unconnected. Many railway staff and even 



outsiders have drawn the Committee’s attention to 
this fnd given examples of mistakes in the use of 
CGdes resulting in misdi 3 patch.es, exchanges, delay® 
etc. There is no doubt that the use of Codes 

instead of full names of stations is fraught with 

\ 

risks such as - 

(1) Station. Code being mistaken for private 
mark or vice versa. 

(2) The writer may by mistake use a wrong 
code for example HW (Hardwar) in place 
of HWH (Howrah) or vice versa. 

(3) The staff at transhipment or repacking 
point may make a mistake in decoding the 
Code. 

(4) Mistakes in writing or reading Codes may 
be made due to ignorance, due to hurry or 
due to the habit of scribbling, as a 
result of which P may appear as F, J as 
T, I as L, etc. 

606. Seeing that thousands of valuable packages 

are regularly becoming unconnected and finding their 
way to Lost Property Offices where they deteriorate 
and eventually fetch very little in auctions, I think 
the time has come to prohibit even railway staff from 
using Code abbreviations of station names in railway 
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marks, in railway receipts and in wagon labels. 

This will go a long way in reducing the high 
incidence of losses of entire packages or 
consignments which in the aggregate cost the 
Railways Rs. 3*15 crores in claims during the year 
1968 - 69 . 

607. Rule 705 (1) of I.R.C.A. Coaching Tariff 
and Rule 121 (1) of (ioods Tariff (Part I) do not 
permit any reduction in the number of packages to 
be marked by the sender in case of parcels or goods 
consigned in full wagon loads and not requiring 
transhipment. But there is a general impression 
both among railway staff and traders that in such 
cases only ten per cent of the packages need be 
marked by the sender. It is necessary to add a 
new clause in both the Rules in order to remove 
any possibility of doubt on this point. Moreover, 
if some relaxation is permitted in case of full 
wagon consignments not requiring transhipment, it 
should be clarified that whenever transhipment is 
involved the sender must mark every package even 

in case of consignments in full wagon loads. 

608. In case of marking by railway also, it is 
necessahy to add a new clause under Rule 705 (2) of 
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the Coaching Tariff (Part I) and Rule 121 of Goods 
Tariff (Part I) so as to leave no room for doubt 
that when goods are consigned in full wagon loads 
but require transhipment, the Railway marks are to 
be given on each and every package by railway staff. 

609. The Committee has noticed that many kinds 
of goods which can be easily marked are not being 
marked and are adding to the Railways' worries and 
claims bills. Thus the rolls or bundles of plates 
manufactured at Rourkela are not being marked and 
one finds many consignments of logs or sleepers 

of timber, heavy machinery etc. among the unconnected 
lists of railways. Railways should make all out 
efforts to train their staff and persuade the 
dispatchers to mark all the packages which can be 
marked. Special arrangements in this connection 
are required to be made with some big dispatchers, 
such as, Steel plants, Cement factories, Port Trusts, 
Pood Corporation of India, Fertilizer factories, 
dispatchers of salt in bags etc. 

610. There is no uniform system of giving 
railway marks on a consignment - some stations use 
Invoice Number, some Railway Receipt Number and 
others Forwarding Note Number. For quick connection 
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of consignments, reaching destination station 
without a copy of Invoice, with the help of the 
machine abstracts of railway receipts, it would be 
advantageous to adopt the system of marking railway 
receipt number at all stations. Any Railway who 
envisages some difficulty in changing over to this 
system should study the working at Wadi Bunder and 
other stations of the Central Railway where this 
method of marking is already in vogue. 
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CHAPTER 7 

l&fcelllng, Sealing and R-r/etin^ of vragons 
Labelling of wagons 

701* Th® unit of transport on railways is the 

wagon and aaeh wagon is moved according to the 
labels on it* If the labels on a wagon not 
affixed or lost or torn or deficient or illegible, 
the wagon is liable to become unconnected as it 
would not then be known at what station the wagon 
was loaded and to what station it is booked, 

702, Large stations usually have several big 

consumers of coal, such as Power House, Loco Foreman, 

Textile Hill, etc. and unless the name of the 
* 

consignee is shown on the labels, the nfigon is for 
all practical purposes unconnected despite having 
reached the correct destination. For instance, 
the Committee was told that at Mughalsarai several 
wagons remain unconnected, because the name of the 
consignee is not known. It should be ensured that 
collieries show the consignee*s name on all wagons* 

703. The correct labelling of wagons is thus a 
matter of paramount importance,, specially wheii 

loaded with goods which cannot be marked. Railways 

/ 

should ensure that all wagons are properly labelled 
as soon as they are loaded and before they are 
despatched from the point of loading. The standing 
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orders of different railways - now unified in para 
1537 of the Indian Railways Commercial Manual - 
require that among others, the following principal 
precautions be taken in the preparation of wagon 
labels - 

(1 ) Each loaded wagon is to have two labels 
on either sides namely, one pocket, or 
bracket label and another seal card 
label in the case of covered wagons or 
tie-on-label in the case of open wagons* 

(2) Blue pencil should be used for Writing 
out the labels. 

(3) The sending station name should be 
stamped. 

(4) Destination station name must be 
vrritten out in full and code abbre¬ 
viations must not be used. 

704* Thus railway rules require the use of 

three distinct types of card labels on wagons - 
namely bracket labels, seal card labels and tie-on 
labels. These types are different from one another 
in size and shape and other specifications. They 
should all be made of white card board so that the 
writing on them will stand out clearly against the 
white background. In addition, the sbal and tie-on 
labels should have at least two holes through which 
the tape may be passed. The eyelets on seal and 
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tie-on labels should be suitably reinforced with 
paper, cloth or tin, so that the labels will not 
easily tear away at the holes. These labels are 
required to be tied to handles or other suitable 
places on the wagon by moans of cotton tape and 
the use of sootlie for this purpose is prohibited, 
705, In actual practice the supply and use of 
wagon labels are seen to be far from satisfactory 
in the following respects: 

(a) Sootlie is mostly used for securing labels 
to wagons - instead of cotton tape, 

(b) The labels are sometimes made of card 
board which is brownish and not white in 
colour, 

(c) Seal cards and tie-on labels used on some 
railways are of a defective design inasmuch 
as the eyelets are not properly strengthened, 

(d) Many stations face a recurring shortage of 
seal labels and.use bracket labels instead, 
which is a very unsatisfactory arrangement, 

(e) Tier on labels are seldom used on open wagons. 
The common practice is to use only seal cards 
on covered wagons and only pocket labels on 
opens, 

(f) Code abbreviations are often used for 
forwarding station and occasionally for 
destination. 



(g) Blue pencils also run out of stock and 
ordinary ink or black lead pencil is 
often used for preparing labels. It 

has been suggested to this Committee that 
ball pen be used instead of blue pencil. 
Railways may examine this suggestion, 

(h) The writing on the labels is not legible* 

706, Correctly prepared and firmly secured 

labels are the key to the correct transport of 
wagons. The Committee, therefore, was curious to 
examine the possibility of using paste-on labels 
on outside panels of wagons. A.s coal fields are 
the largest users of wagons, the Committee paid a 
visit to Pathardih Yard to discuss the matter with 
those who would be actually required to use the 
Paste-on labels. Though all the senior people 
present at the discussion were agreeable to the use 
of Paste-on labels, one Trains Clerk mentioned a 
hitch on account of which paste~on labels will not 
be very suitable for coal traffic and may be adopted 
only as a last resort if the problem cannot be solved 
in a better way. The Trains Clerk pointed out that 
as wagons loaded with coal are slowly passed over 

the weigh bridge, the usual practice in case of 
‘over-loaded* wagons is to take off the pocket labels 
(and tie on labels where used) from the wagon so that 
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being without labels it cannot be sent out of the 

yard. After the excess coal has been unloaded, 

* 

the original labels are replaced on the wagons . 

As'past-on'labels cannot be easily removed, their 
use would be attended with the risk of over-loaded 
wagons being sent out of the yard without adjustment 
of load, 

707, In order to check the comparative 

efficacy of the * tie-on’ and ’paste-on’ labels, 
Eastern Railway made a trial check at the instance 
of the Committee, Two up-country rakes of coal, 
each of 28 Box wagons, were affixed with both 
’tie-on* and ’paste-on’ labels in the colliery. 

The wagons on their arrival at Mughalsarai were 
re-checked and it was found that - 

a) in 11 wagons, the ’tie-on’ labels were 
missing on one side of the wagons, 

b) in 6 wagons, the *paste~on’ labels were 
half tom on one side of the wagons, 

c) in 2 wagons,the ’paste-on’ labels were 
missing on one side of the wagons. 

This indicates that even past-on labels are liable 
to get detached. Moreover, as one ’tie-on’ label ^ 
on one side remained intact on all the wagons, -tr 
the rules regarding affixing of * tie-on* labels A 11 
both sides of each wagon in addition to bra^*®^ 
labels, are fully observed, the chances c* wagons 
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becoming unconnected will be substantially reduced. 
The Committee, therefore} does not reco mm end the 
use of paste-on labels outside wagons at present. 

Nor is this immediately necessary. What is required 
is that the existing rules, which are being carried 
out half-heartedly and partially, should be 
implemented in their entirety and this, it is 
expected, will bring about a satisfactory reduction 
in the number of wagons becoming unconnected. But 
if it does not, x-ailways should evolve other methods 
of securing the labels to the wagons. In the 
meantime railways should collect information about 
the practice in vogue in other advanced countries 
in regard to the labelling of open and covered 
wagons, 

708, As laid down in the rules, the use of 

code initials on wagon labels should be completely 
stopped. It is also suggested that names of 

selected pairs of stations (from and to stations) 
between which traffic is fairly heavy (say, 20 
wagons or more per month) may be got printed on 
both sides of the 'bracket* labels and *tie-on* 
labels and seal card labels in bold letters as is 
done in the case of printed card tickets. This 
would eliminate the problem of illegible labels. 

An alternative suggestion is the use of a *Bradma* 

y 

machine at large goods depots and transl'iipmen't 
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points for printing of »Station From* and 
‘Station To» on the labels at the time of loading. 
This machine is at present under trial at New Gauhati 
Goods Shed; the results of this trial may be called, 
for and examined by the Railways. 

709* Marshalling yards should exerrfse proper 

checks on wagon labels. Where label on on©- side is 
found missing it should be replaced by .th© - trains ' 
clerk taking the particulars from.the label on the 
other side of the wagon. When both sides labels 
are missing, fresh labels should be put in on the 
basis of the incoming guard’s vehicle guidance. 

Similar action .should be taken by guards 
at stations where trains have long halts. 

710. In case of loaded bogie wagons, there 
should be two brackets labels and one’tie-on’label 
on each side, in other words, a total of six labels 
on each loaded bogie wagon. 

Paste-on labels inside wagons 
- 1 -- connection of 

711, In order to facilitate/covered loaded 
wagons in the event of seal and/or bracket labels 
having gone astray during the run, Rule 1536 of the- 
Manual ibid prescribes that ’paste-on’ labels should 
be pasted on inside panels of the doors on both sides 
of the wagons. A specimen of the »paste-on ! lab«i 
appears at Appendix XV/E of the Manual 
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The Committee*s observation is that a large number 
of the Commercial staff are ignorant of this Rule, 
most of the wagons do not bear'paste-on' labels and 
the »paste-on* labels are not available at most cf 
the goods depots. The Committee suggests that the 
importance of this Rule should be brought home to 
all concerned and its implementation ensured. 

The pasting of labels and their subsequent removal 
both present difficulties. Some wagons have pockets 
on the inside panel for keeping such labels. A 
more extensive provision of such pockets inside 
covered wagons, preferably on the doors, will be 
useful. 

Sealing of Wagons 

712* With certain exceptions,all covered wagons 

including oil tanks are required to be sealed either 
with wax or with lead. These seals are not a 
safeguard against theft but an indication of theft. 
When a seal on a wagon is found damaged, defective 
or missing, the wagon is required to be detained for 
checking of contents, so that in case a shortage is 
found, enquiries may be initiated immediately to 
recover stolen property and bring the offenders to 
book. As per rules, seals of wagons are being 
regularly checked by R.P.F. and records are also 
being maintained by them. But under present day 
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wagons are given a protection seal 
and allowed to go through to destination, 
thereby defeating the whole object of 
seal checking since prompt detection 
and enquiries are ruled out* 

713. The following figures taken from the 

R.P.F. records in various yards of the S.C. Railway 

will explain the position - 

No. of wagons Number of No. of wagons 
noticed with wagon whose in which 
defective seals contents^ shortages 

checked * noticed 

9151 958 69 

It is thus seen that about 90 per cent of the. wagons 

found with defective seals were allowed to go 

through without checking. Of the seal defective 

wagons whose contents were checked only 7 per cent 

were found with shortages. In other words, 12 out 

of every 13 seal defective wagons had their 

contents correct. 

714. In another study made by the Western 
Railway (Metre Gauge) 1158 covered wagons were 
checked; 437 had tape seals, the remaining 721 had 
twine seals. 16 wagons had defective seals but 
their contents were found correct. 

7 15. As a matter of fact, with far too many 

wagons losing their labels and the inability of 
railways to make a prompt check of the contents 
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of all the wagons found with defective seals, the 
sealing of wagons and checking of wagon seals cannot 
yield their full benefits. Yet the significance 
attached to seals is liable to land the railways 
in claims, for it is quite possible that in some 
cases wagons are intentionally short loaded and 
subsequently the seals are removed or damaged, 
making the short loading appear as a case of theft. 
716. ( Some oil companies have mentioned in 
their Memoranda to this Committee that oil can be 
taken out from tank wagons in spite of their seals 
being intact. 

717* For all these reasons, railways should 

consider whether a change is required in their 
outlook towards seals and seal checking* The 
practice obtaining on railways in some foreign 
countries may also be ascertained to see if we can 
profit by their experience in this respect, 

718, Be that as it may, so long as the rules 

stand as they are,the staff should be given all 
reasonable facilities to carry them out. In other 
words, sealing wax of good quality, seal card 
labels of strong and standard design and tape 
should be regularly supplied to stations in adequato 
quantity, so that the seal card labels may be firmly 
tied to the wagons. Railways may also consider the 
relative merits of Tac seals and lead seals. Unless 
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those precautions are taken railways will continue 
to be faced with adverse effects, for example - 

(1) Use of sootlie or weak seal labels 
results in increased loss of labels and 
many wagons becoming unconnected* 

(2) Use of sootlie, poor quality of wax or 
weak seal labels also results in a 
large number of wagons being detained 
for seal checking, even though their 
contents have not been tampered with* 


Riveting 

719. For securing the contents of the covered 
wagons, and preventing thefts from the loaded wagons, 
riveting is very important. Rule 1551(b) of the 
Commercial Manual reads as under - 

«(b) m the matter of effective riveting, 
the following instructions should be 
observed? 

(i) Rivets should be used at each place 
provided for the purpose on both 
sides of the wagon* 

(ii) One of the rivets should be put in 
the latch on the vertical bar 
which secures the two upper 
halves of the door* 

(iii) Where the cotters have enlarged 
holes, the defects should be 
rectified by'filling up the holes _ 
•with the help of the train examining 

staff." 

720. The Committee examined many wagons during 


tours and observed that only one rivet on-u 


its 
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conditions seal checking has lost much of its value 
for the following reasons 

CD A number of seal card labels fall off 
the wagons because *sootlie* (twine) is 
being extensively used for tying the 
seal labels to the wagons. Sootlie is 
too weak to i/ithstand the jerks and jolts 
of running and the impacts of loose or 
hump shunting. 

(2) Many designs of seal card labels are 
weak because the holes through which 
sootlie is passed have not been 
strengthened with tin, cloth or paper. 
Sometimes even, such labels run out of 
stock and bracket labels or pieces of 
brown paper have to be used instead, 
though they are quite unsuitable for 
this purpose, being tom away by air 
pressure. 

(3) The sealing wax supplied to stations is 
often of such a poor quality that it 
does not take or keep the seal-impression 
very well. 

(4) To avoid detentions to trains as well as 
possible congestion in yards and sheds, 
and sometimes due to lack of labour and 
shunting facilities, many seal defective 
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door is generally used though there are four places 
for it. Maximum number of rivets on a door which 
the Committee saw was two. Thus, instructions 
regarding the number of rivets are not being 
followed. Method of riveting has also been 
explained in the Manual with a diagram* In several 
cases, I found that the riveting had not been done 
properly and the rivet could be easily taken out. 

721. In the case of wagons loaded with 

valuable commodities, I recommend that (i) nut and 
bolt type of rivet of ordinary size may be used in 
the latch of the vertical bar - one end of the rivet 
has to be hammered and flushed, (ii) thicker type 
of nut and bolt rivet may be fixed at the place 
where seal-cards are now tied. Some stations have 
already started using these types of rivets for 
better security of goods. I have explained the 
advantages of these rivets and given samples to 
the Chief Commercial Superintendents personally, 
(iii) on some wagons, the vertical bar used as 
locking bolt has a riveting hole near the top. 

Staff should put a rivet through this hole on 
wagons where it is provided and which are loaded 
with valuable goods. On account of its height 
thieves will find it very difficult to remove this 
rivet. 
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:: -would emphasise the necessity for 
taking stringent measures to ensure proper locking 
of brake-vans, luggage vans and parcels vans. 

Many big thefts are reported from .time to time 
from brake-vans of Mail and Express trains and 
though claims may be repudiated on the ground of 
Excepted articles, the problem of thefts from 
fast moving passenger trains is one to be'tackled 
by railways in right earnest. 
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CHAPTER 8 

Staff Responsibility 

B01. This is another major field in which 
there has to be a break away from past practices 
for the sake of claims prevention. The usual 
custom in dealing with cases of damage, loss, etc. 
is that responsibility of staff is fixed and 
disciplinary proceedings are started, if at all, 
only when a claim has been paid. The thinking 
behind this old procedure is that - 

(1) If a claim is repudiated or if the missing 
goods are eventually traced, there would 
be no justi fication for punishing the 
staff. 

(2) The severity of punishment must bear some 
relation to the loss actually sustained by 
the railway, that is to say, the amount of 
claim paid and, therefore, the punishment 
must be deferred until the claim has 
actually been paid. 

(3) Ihe railway would be placed in an awkward 
position if some staff are planished, but 
the go. .. a r3 subsequently recovered. 

(4) If a claim is repudiated and taken to 
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Court, the railway's case would he 
prejudiced if staff have already been 
punished for their default. 

There is hardly any force in these arguments, 
particularly the last one, for if the damage or 
loss has been found to be due to the negligence of 
railway staff, 4 here would, be no moral or legal 
justification for repudiating the claim or 
contesting it in a Court of Law. 

802. As regards the other objections mentioned 
above, in the vast majority of cases, punishment 
would be awarded to staff for their failure to 
comply with specific rules and would not, therefore, 
depend on whether the claim is paid or repudiated 
or how much is paid. The amount of debit raised 
against staff might bear some relation to the amount 
of claim paid, but this would happen only in cases 
where goods were entrusted to the custody of staff. 
In any case, all punishments are subject to appeal 
and if goods are subsequently traced, there could 
be no difficulty in modifying the punishment. But 
the fear that a punishment may have to be revised 
subsequently cannot be accepted as an argument 
for not taking any disciplinary action at all. 
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It is also wrong to think that staff need not be 
punished if irregular working on their part merely 
results in delay or misdispatch but no claim is 
paid. For example, delay in transit itself causes 
much annoyance and inconvenience to the public 
besides providing an opportunity for theft. 

803* There is no doubt that the present 
practice is untenable. It is contrary to the 
universally accepted principle that punishment 
should follow default with as little delay as 
possible. Moreover, the longer an investigation 
is deferred the greater the difficulty in bringing 
the charge home to the defaulter - and in the 
meantime he goes on committing similar offences 
either wittingly or unwittingly. The present 
system has done much harm to the railways as staff 
are very rarely taken to task for carelessness and 
even wilful negligence resulting in claims; and 
whatever punishments are inflicted are generally 
very mild and delayed and, therefore, quite 
ineffective. In 'short, railway staff can cause 
misdispatch,. hold up wagons, even pilfer goods 
or steal packages without running any appreciable 
risk of being taken to task. This is undoubtedly 
one of the major courses of the increase in claims. 
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804. The Committee examined a number of claims 
files on different railways and found that except 
in a very few cases enquiries to fix staff 
responsibility, even if started, were not completed 
and this is even more true of through traffic 

than of local traffic. Even in cases where 
packages worth thousands of rupees disappeared 
from the custody of staff files did not show 
that any vigorous action was taken either to trace 
the missing goods or to fix the responsibility of 
the staff. 

805. The statistics furnished by railways 

in regard to punishments awarded to staff in claims 
cases during the last 3 years are given below:- 


(Table on next page) 
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806. These injures show that the number of 
staff penalised for loss, damage etc. is 
insignificant compared to the total number of 
claims attributable to their default and the 
punishments awarded are generally very light. The 
number of heavy punishments (removal, reversion, 
stoppage of increments and recovery from salary) 
awarded to staff in claims cases during the three 
years 1966-67, 1967-68 and 1968-69 was 1226, 1064 
and 882 respectively. Very small as these figures 
are, even they show a declining trend in the 
number of heavy punishments awarded on all railways 
in claims cases; and this trend is particularly 
marked on Eastern, Sfcsrfek BastfeaMt and Western 
Railways. Obviously, as the registration of claims 
went up, the number of cases in which disciplinary 
action is taken went down - because the claims 
organisation was unable to do justice to all the 
work. 

807. In 1968-69 seven lakhs claims were received 
and punishments were awarded in 1922 cases. As 
there is a great time lag between receipt of a 
claim and awarding of punishment, these two sets 

of figures for any particular year cannot be 
correlated. Nevertheless these figures indicate 
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broadly that out of every 350 claims received, 
punishment was awarded in only one case. If the 
400,000 paid claims are taken as the basis, the 
proportion works out to one punishment for every 
200 claims paid. If it be assumed, at a very 
conservative estimate, that out of 700,000 claims 
received and 400,000 claims paid during 1968-69, 
only 100,000 were due to defaults on the part of 
staff, the conclusion is that out of every 50 cases 
in which staff were responsible for loss or damage 
penalty was imposed in only 1 case. And if the 
nominal punishments namely, censure and stoppage 
of Passes and P.T.Os' are excluded, it will be 
seen that only 882 heavy punishments were awarded 
though the number of punishable cases was at least 
100,000. In other words, disciplinary action was 
taken in barely one case out of every 100 in which 
it was due. Stated differently, it means that the 
chances of being caught and punished for causing 

Q# 

loss or damage to goods are one in^tiundred; that is 

to say, a man can safely commit ?0 or 80 .- 

irregularities resulting in loss of goods without 
running any seriohs risk of being penalised. 

808. On the Western Railway, there is a system 
according to which Railway Protection Porce fix 
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responsibility on staff in cases of shortages 
found from seal intact wagons. On completion of 
enquiries, the Assistant Security Officer forwards 
a report in a cyclo-styled form, giving the name 
of the staff, the shortage for which he is held 
responsible and other particulars of the case to 
the Divisional Commercial Superintendent concerned. 

One Divisional Commercial Superintendent was not 
even aware that such reports were being received 
in his office from the Assistant Security Officer 
though it was subsequently found that the Divisional 
Commercial Superintendent’s Office has been issuing 
warnings in all such cases to the defaulting staff. 

On another division, similar action was being 
taken by the Commercial Branch and a cyclo-styled 
form was being used for issuing warnings without 
obtaining the explanation of the staff. Such 
warnings in stereotyped form act as an encourgement 
rather than a deterrent to staff. 

809. In case of a detention to a train, engine 
failure, accident or fraud, no one wquld think of 
waiting for a complaint before starting investigations 
with a view to disciplinary and preventive action. 

Yet this is precisely what is happening' in dealing 
with cases of loss of or damage to goods. That the 
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cl a ims bill is not more than what it actually is, 
inspite of a permissive system of supervision, is 
a reflection of the high sense of duty of the vast 
majority of railwaymen. Nevertheless, the few 
staff who wittingly or unwittingly cause loss or 
pilferage, cannot be allowed to have their own way 
as their example will prove infectious. This 
Committee, therefore, recommends that in order to 
arrest the alarming pace of increase in claims 
railways must resort to the system of taking prompt 
and deterrent action against all staff found 
responsible for thefts and losses. 

810. Enquiries should be started to trace a 
missing package or localise the loss and fix 
responsibility as soon as loss or damage or 
pilferage comes to notice and without waiting for 
the claim. In other words-, action should be 
initiated promptly on the basis of Damage and 
Deficiency advices issued by transhipment and 
destination stations or the Missing Goods Reports 
submitted by destination stations. Tbe^work of 
enquiries may be suitably apportioned/ between' 

Claims Offices and Divisions, -dividing duplication 
and keeping in mind the fact that enquiries under 
Disciplinary Buies are properly the function of 
Divisions. 



811. In addition, whenever the loss or damage is 
heavy, say Rs* 3,000/- or more, it should be arranged 
that the Divisional Commercial Superintendent or 
Assistant Commercial Superintendent will personally 
witness it as far as possible and in any case order 
immediate enquiries to localise the loss, fix 
responsibility.and suggest preventive measures. 

812. Commercial Officers/inspectors should 
regularly scrutinise inward D.D. messages of their 
stations or transhipment sheds (i.e. the reports of 
loss and damage on the goods or parcels despatched) 
and take immediate action where the responsibility 
of staff of their Division is clearly established 
e.g. shortage from seals intact wagon, mis-despaches, 
wrong or inadequate marking, non-provision of 
dunnage, non-compliance with compulsory packing or 
loading conditions, etc. Some Railways have 
already made a beginning in this direction. 

813. During the course of regular as well as 
surprise inspections, Commercial Officers and 
Inspectors should check up whether the discrepancy 
reported in the outward D.D. messages tallies with 
the goods unloaded and whether wagons have been 
correctly loaded k Staff responsible for the 
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irregularities detected during the course of such 
inspections should be taken to task as a regular 
practice. 

814. Some of the typical cases in which 
responsibility should be fixed and disciplinary 
action taken promptly are - 

(a) loss of complete packages from seels 
intact wagons. 

(b) Shortages found in the middle of seals 
intact wagons. 

(c) Shortages from goods or parcels carried 
in the charge of guards, brakesmen or 
parcel delivery clerks. 

(d) Further shortages occurring after unloading 
the goods at destination. 

(e) Irregularities likely to result in loss or 
damage , for example, loading in dirty 
wagon, improper marking, misdespatch, 
detention to loaded wagons in yards, sick 
lines or at roadside stations, etc. 

(f) Delays to perishable consignments. 

(g) Thefts from brake vans or parcel vans 
attached to passenger, mail, express or 
parcel trains. 
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815. In heavy claims, an Inspector should trace the 
movement of the consignment right from the booking 
station to the destination station. He should record 
statements of the staff concerned and fix responsibility 
for loss, damage or delays. In order to ensure quick 
tracing of valuable packages and the prompt fixation 

of responsibility, the different railways will hare 
to function in these matters as zones of one and the 
same organisation and not as separate' and independent 
railway systems. There should, therefore, be no 
objection to a senior Inspector of one Railway making 
enquiries on another Railway or his report being sent 
by one h a ii wa y to a D.S. of another Railway for 
disciplinary action. 

816. A copy of the enquiry report si»ul'd be sent to the 
Division or Railway concerned to take up with the staff 
responsible and intimate the action taken to the claims 
office of the destination railway. 

817. Heavy claims deserve the same importance and 
attention as the Operating Department gives to accident 
cases. Chief Commercial Superintendents should treat 

it as their personal responsibility to watch that in all 
cases of heavy loss or damage due to irregular working 
on the part of railway staff, the defaulters are brought 
to book promptly and the penalty imposed is adequate. 



- 99 - 


818. Demi Official letters should be written and 
meetings held at various levels from time to time 

in order to ensure that prompt and adequate action is 
taken against defaulting staff - even those working on 
foreign railways - in all outstanding cases where 
the loss was heavy. i;• 

819. - Enquiries will have to be instituted not only 
promptly but also in a much larger number of' cases. 

Erora the figures given in para 807, it appears that 

i 

where responsibility‘is fixed'in one case at present, 
it will have to be done in 100 cases. For this purpose 
the organisation in claims offices-and on Divisions will 
have to be adequately strengthened. This 'is an 
indispensable requirement. The present arrangement under 
which 99 percent of the irregularities resulting in 
claims cannot be brought home to the defaulters is 
indefensible. 

820. The success of the scheme depends on the 
enthusiasm with which it is.launched and worked. But 
one thing is certain; examplary punishments in proved 
cases will have a widespread salutary effect and the 
number of cases of heavy loss and the workload on the 
claims offices will both decline. Earlier completion of 
enquiries in advance of receipt of claims will also go 
a long way to speed up.the settlement* of claims and the 
tracing of missing packages. 
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CHAPTER 9 


Pilferage through Panel Cuts 

901. It will be seen from the Table given in 

para 216 that the Railways paid Rs. 4.34 crores on 
account of pilferage during the year 1966-69. Of 
this Rs. 106 lakhs or nearly l/4th was due to pilferage 
through body holes or panel cuts. The corresponding 
amount paid in 1966-67 was Rs. 31 lakhs only. It 
will be seen from the following railway-wise figures 
of number of claims and amount paid in 1968-69 under 
this head that incidence of payment is very high on 
the Eastern,.Southern, Northeast Frontier, South 
Eastern and Central Railways:- 



Claims due 

to panel-cuts - 

(1968-69) 


No. of 

Amount 

Amount 

Railway 

claims 

paid 

paid (Rupees 
(In thousands) 

paid per 
claim. (In Rs) 

Central 

1,540 

444 

288 

Eastern 

10,409 

7338 

705 

Northern 

60 

16 

266 

North Eastern 

Northeast 

103 

55 

534 

Frontier 

999 

822' 

823 

Southern 

4,519 - 

1199 

265 

South Central 

N.A. 

N.A. 

N.A. 

South Eastern 

2,197 

686 

312 

Western 

7 

3 

429 

Total 

19,834 

10563 

533 
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The main commodities pilfered are foodgrains, sugar, 
oilseeds, spices, jeera and turmeric on which some 
payments in individual cases have been very heavy, 

902. Study of several claim files of Eastern, 
Northeast Frontier and South Central Hallways 
revealed that contents of as many as 20 to 90 bags 
(along with coverings) were reported stolen through 
panel cuts of a wagon with forwarding station seals 
intact. On the Eastern Railway, the Committee was 
informed, the compensation paid on sugar was as much 
as 85 per cent of the total freight earned by that 
Railway on this commodity, 

903, A sample check of shortages noticed from 
the panel cuts of 50 wagons at Chitpur during the 
month of October, 1969 (unloading of which was 
personally supervised by Goods Supervisor, Chitpur) 
revealed that - 

(i) each wagon had multiple holes of various 
sizes some of which were as large as 
6” x 2”, 9" x 1” and 10" x 1$". 

(ii) 486 quintals of commodities such as oilseeds, 
sugar and pulses were found short from 
50 wagons i.e. 9.7 quintals per wagon. 

Sample checks were also .conducted by other Railways 
at other stations under the supervision of gazetted 
officers and senior Inspectors which confirmed that 
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thefts through panel cuts have become a regular 
menace on Indian Railways. I have myself observed 
heavy pilferages from bags cut near the body holes 
of wagons which had seals intact. 

904. A sample check made by the Southern Railway 
for a week at Raichur disclosed that 42 per cent of 
the covered stock handed over at this inter-change 
point had body holes or panel cuts. It indicates 
that a large number of such wagons are in circulation. 
Northeast Frontier Railway has been compelled to 

make an arrangement under which contents of panel 
cut wagons are transhipped into good wagons at Katihar. 

905. In this connection two things are 
note-worthy. In the first place it is not clear 
why thieves should take the trouble of cutting 
panels of wagons and extracting heavy amounts of 
goods through them, which must be a slow process, 
when they can more easily remove the rivets of the 
doors of the wagons and take away entire bags. Some 
of the Railway Protection Force officers, with whom 
the Committee had discussions, were of the opinion 
that these thefts are mostly committed by urchins 
and residents of nearby localities, who find this 
method more convenient. Some others opined that 
because of ika connivance of Railway Protection 
Force staff .in commission of those thefts, who 
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naturally want to avoid localisation of thefts, 
panel cut is preferred to tampering with the seals 
and rivets. It is clear that the Security Department 
has so far no definite information as to how these 
thefts are being committed and where. Collection 
of this information through its intelligence wing 
is the first task for the Railway.Protection Force 
before any preventive measures can be initiated. 

906. Secondly, while the incidence of shortage 
found per victimised wagon is very heavy on certain 
Railways like Eastern, Northeast Frontier and 
North Eastern it is not so heavy on other Railways 
like Southern and Central. It is quite possible 
that in certain cases the shortages are being 
exaggerated by staff in collusion with the consignees. 

907. Trains/wagOns loaded with foodgrains, sugar, 
oil seeds etc. should be shadowed by Railway 
Protection Force staff in order to detect the 
modus-operandi of such crimes and the areas where 
they are common and to arrest the criminals. Some 
Railways have been successful in prosecuting some 
criminals. On the South Central Railway, 116 persons 
were arrested and prosecuted in 1968-69 while 
committing pilferages through body-holes - of whom 

78 have already been convicted; on North Eastern 
Railway 17 persons were caught and prosecuted 
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during 1969; on the Southern Railway 20 persons 
were arrested in 1969 of whom 13 have already been 
convicted. 

908. Machinery should be created for more large 
scale and wide-spread repairs of panel cut wagons 
not only in workshops and Sick Lines, but also in 
Goods Sheds and Yards in order to restrict the 
circulation of the damaged wagons. It was noticed 
that railways observe different practices in.regard 
to the arrangements for repairs of panel cut wagons 
and the loadings of panel cut wagons with pilferable 
goods. Thus, the Committee found that while there 
is arrangement in Howrah Goods Shed for patching of 
panel cuts in addition to that in the Sick Line, 
there is no such arrangement in Wadi Bunder Goods 
Shed. Howrah Goods rejects panel cut wagons but 
Wadi Bunder, where there is generally a shortage of 
covered stock, has to use such wagons. I found 
three methods being used for the repair of panel cuts 
namely welding, riveting and patching with a plastic 
compound. Even the last method is quite effective 
as a temporary expedient. 

909. The lower portion of the wagon panels upto, 
say 60 cms., above the floor level should be 
strengthened and thicker plates should be used over 
this portion in new constructions. 
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910. To minimise the possibility of fradulent 
claims being preferred under this head, Commercial 
Officers and Inspectors should make spot checks 

to ascertain - 

(i) The number of packages actually found loaded 
in a wagon compared with the number shown 
in railway receipt/guidance. 

(ii) Number of packages actually unloaded and 

their condition compared with the shortages 
shown in the station records, viz., Damage 
& Deficiency Advice. There should be 
instructions to all stations which are in 
the habit of reporting heavy shortages 
from panel cut wagons that all such wagons 
should be unloaded in presence of an 
officer or an Inspector or the senior most 
staff present at the station. The loading 
of bagged and valuable consignments in 
wagons having body holes or panel cuts 
should be completely banned. 

911. In this connection, there is another 
suggestion regarding loading of bagged consignments 
at break-of-gauge points. In those cases, where a 
full wagon load of broad-gauge is transhipped into 
two full metre-gauge wagons or where one wagon-load 

of metre-gauge is transhipped into one full broad-gauge 
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wagon - entire floor-space of transhipped wagon/ 

wagons is not utilised and, therefore, it would be 

better if the bags are loaded in the middle of the 

wagon, leaving about 30 to 60 cm. of empty space 

near the walls all round the wagon - of course 

maintaining balanced distribution of load in the 

wagon. This would foil the attempts of criminals 

to bleed through panel holes or flapdoors. It is 

possible that some bags in the upper layer of the 

stack may fall on the side - during the run or in 

shunting operations - but it would be only at some 
♦ 

spots which would be difficult for the criminals 
to locate and hit except by chance. There is no 
harm in loading the bags in the middle of the 
transhipped wagon as some space is in any case being, 
wasted, and it would be better to waste the side-space 
instead of the middle space for the sake of greater 
safety of the goods. 

912. Section Controller should advise Sub-Inspector 

Railway Protection Force as soon as a goods train 
with loaded wagons is stabled at a roadside station. 
Sub-Inspector Railway Protection Force should 
promptly despatch at least 2 rakshaks to guard the 
stabled loads at road-side stations. Commercial 
Controllers and Officers should also watch and ensure 


this. 
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CHAPTER _10, 

Damage by Wet 

1001. As mentioned in the table given in para 216, 
claims paid in 1968-69 on account of damage by wet 
numbered 35,021 and the amount paid was E3.1.12 ©rores. 
Numerically they represent 8.3$ of all the claims 
paid and monetarily 11$ of the total amount paid'. 

The chief commodities, on which claims for damage 
were paid, were foodgrains, spices, sugar, piece goods, 
tea and cement. The railwaywise break up of payments 
for these commodities was as follows in 1968-69s- 
Amount paid in Thousands of Rupees 


Railways 

Grains 

and 

Pulses 

Tea 

• Cement 

l 

Spices 

Sugar 

and 

Jagree 

C.P. 

Goods 

Central 

811 

46 

290 

42 

112 

40 

Eastern 

206 

1459 

50 

25 

29 

41 

Northern 

85 

5 

307 

29 

71 

47 

N.Eastern 

4 

- 

4 

2 

. - 

24 j 

N. Frontier 

330 

5 

14 

39 

26 

180 

Southern 

1016 

6 

60 

352 

3 

4 

S.Central 

1427 

25 

134 

1 

1 

5 

S.Eastern 

74 

6 

25 

4 

2 

14 

Western 

381 

136 

47 

48 

219 

18 

Total 

4334 

1688 

931 

542 

463 

373 

These commodities 

awcounted for 

Rs.83.31 

lakhs 

or 74 p< 


cent of the total amount paid due. to damage by wet. 
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1002. The heaviest amount was paid on grains and 

pulses. One reason for this is that foodgrains are 

often carried in open wagons even during the monsoon 

months on account of the imperative necessity of 

moving the grains soon after harvesting and shortage 

of covered stock. Though railways have issued 

instructions that foodgrains loaded in open wagons 

must he covered with tarpaulins, this precaution, 

even when it is carried out, does not afford enough 

protection to the grains. Railways should see jthat 

the movement of foodgrains in open stock is 

totally banned. In fact, in some of the memoranda 

sent by the public, it has even been suggested that 

the movement of foodgrains during monsoon months 

s-hould not be allowed at all even in covered stock. 
(Please also see paras 1207) 

1003. Another cause of wet damage to grains is 
the use of non-water tight wagons. Railways set up 
a special organisation for repairs of leaky roofs 
of wagons during the monsoon months, viz., June to 
October. But these arrangements do not adequately 
meet the needs of even the monsoon months,, not to 
speak of other months of the year. Thus a sample 
survey made at the suggestion of this Committee 
showed that out of 280 wagons of pulses received 

t 

at Hyderabad station during July and August 1969, 

200 wagons or 71 per cent were delivered on 
assessment of damage; the ..total number of bags 
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damaged by wet was 6275 and the assessment was 12i to 
25 per cent, 

1004. This shows that whatever the arrangements 
for making wagons water tight, either many non-water 
tight wagons have perforce to be used for loading 
damageable goods or the wagons are made water tight 

in such a way that their roofs are unable to withstand 
heavy showers. The mechanical department should look 
into the quality of the existing arrangements- for 
making wagons water tight specially the durability of 
the water-proofing plastic compound or compounds used 
at present. 

1005. It has also been noticed that though the 
recognised monsoon period is from June to October, 
cases of damage by wet are reported at some stations 
all the year round. Obviously water-tight wagons are 
needed even during the so called dry months. 

1006. As high-rated traffic, which railways are 
anxious to develop and retain,is all susceptible to 
damage by wet, water tightness of wagons deserves much 
greater attention, lor this purpose the following two 
recommendations are made. 

1007. The organisation which railways set up 
temporarily during monsoon months for making the wagon 
water tight should be retained, on a suitable scale, 
all the year round for patching up both roofs and 
panels of wagons. 
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100b, During the monsoon period arrangements for 
making wagons water tight should be made not only in 
sick lines but also in goods sheds and sidings where 
there is heavy loading of sugar, grains and pulses, 

C.P. goods, spices, tea and cement - the principal 
commodities which account for about 74 per cent of 
the claims paid for damage by wet. 

1009. The method of granting assessment of damage 

also needs a review a i'or commodities like cement 

which are worthless after becoming wet, the damaged 

stuff should be segregated and weighed to arrive at 

the extent of damage, instead of giving ad hoc 

percentage assessment. This method wherever applied 

has resulted in considerable reduction of claims. 

I'or instance, at Lucknow the system of ad hoc assessment 
of damage to cement 

'in vogue in 1967 was changed to assessment by segregation 
method in 1968 and the results were as follows:- 


Month 

Year 

No. of cases 
delivered on 
assessment. 

Extent of damage 
per bag. 

(AVERAGE) 

August 

1967 

49 

13 Kgs. 


1968 

9 

10 " 

September 

1967 

35 

18 " 


1968 

1 

7 tf 


Ill 


CHAPra 11 


Railway Protection Force 


110-f• The various memoranda sent by the public 
have voiced great concern at the working of the 
Railway Protection Force* Some have gone so far 
as to describe R.P.F. Rakshaks as fBhakshaks’ and 
the R.P.F. as’Railway Pi] ferage Forced Many 
railway officials too, from Head of Departments 
and Divisional Superintendents down to Commercial 
Clerks, have complained bitterly of indifferent 
working and aggressiveness on the part of R.P.F. 
One Head of Department wrote to this Committee 
as follows:- 

” With their increased powers, R.P.Fw 
appears to be an empire within the 
Railway as even General Manager has 
no power to punish a Sainik. "Gven 
Vigilance Inspectors are afraid to 
enquire into the complaints against 
R.P.F. staff or conduct preventive 
checks against them for fear of arrest.” 

1102. This is not surprising because one 

Chief Security Officer told the Committee in so 

many words that he was meant for bigger things 

than the mere guarding of packages. In refreshing 

contrast with this in some places, I heard 

R.P.F. officia 1 ^ being praised by officials 

of other departments. 



1103• Though RsPcF* has on the whole done 

good work, it could have done better, and not 

all the criticism levelled against it is 

unjustified. To give an example, if thefts 

and pilferages have gone up, the R.P.F. must 

accept its due share of blame. In particular, 

though thefts from panel cuts are one of the 
* 

biggest single causes of claims and have become 
a regular menace on some railways, the R.P«,F« 
has not yet succeeded in checking the evil or 
even found out the modus operandi of such 
thefts, where they occur, whether they are 
committed by organised gangs or by odd 
individuals, and why the thieves find it more 
convenient to puncture holes in the body of the 
wagons and steal slowly than to open the wagon 
doors and remove entire bags. More intelligence 
work is obviously needed before the culprits can 
be tracked down. 

1104* Based on my discussions with officials 
of various departments including the Director 
Security, I have come to the conclusion that 
the present difficulties stem primarily from the 
fact that in recent years the R.P.F* has sought 
to grow up as an altogether independent 
organisation* While the average level of 
Assistant Security Officers and Security 
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Officers drawn from the railways lias been more 
or less the same as in other departments of the 
railways, some of the officers drawn from the 
Police have in the past been liabilities rather 
than assets to the railways* Unknown to any 
one on the railways at the time of their 
deputation, they started with the initial handicap 
of being unfamiliar with the details of railway 
work and did not identify themselves with the 
great organisation which they were called upon 
to serve. With enhanced powers given to R.P.Fe 
and with some unfitting types of officers having 
found their way into this department, it has 
shown some evil tendencies: for example, 
reluctance to cooperate with other departments, 
departmentalism and even aggressiveness. , The 
weaknesses of the R.P.F. arise chiefly from these 
causes. Fven though I have drawn pointed 
attention to them, it is not with the intention 
of implying that they are universal or 
wide-spread, but merely to emphasise the 
necessity for early remedial measures so that 
they may be checked before they have spread 
too far. 

1105. I give below some concrete examples of 
these tendencies# 
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1l06, Delhi Parcel Office books considerable 
quantities of valuable insured parcels for which 
R.P.F. escorts are required* As the following 
instances show, it takes three to four weeks to 
get escorts; meanwhile the costly parcels lie 
in the Parcel Office awaiting despatch for want 
of escorts* 


P. W. Bill 

No. 

Dare 

No# of 
packages 

Station to 

No* of'days 
detained at 
Delhi station 
for escorts. 

1 354 

2-4-69 


Simla 

27 

1395 

3-4-69 

40 

Moga 

?6 

1397 

3-4-69 


Amritsar 

26 

1520 

10-4-69 

9 

Nagina 

29 

1615 

17-4-69 

3 

Atrauli Road 

22 

1106 

24-7-69 

tP 

Sonepat 

16 

1249 

4-3-69 

39 

Barnala 

30 

152$ 

20-3-69 

67 

Patiala 

12 

1107. 

Apart f 

rom many instances of high- 


handedness being committed by R.P.F. against railway 
staff, some cases of aggressiveness by R.P.F. even 
against G.R.P. were also brought to my notice* 

Such incidents place a heavy strain on the 
relations between the R,P,F. and the State 
Police, and create various kinds of difficulties 
for the railways. Railway administrations should 
take such incidents as a warning of what is likely 



to happen on a larger scale unless firm measures 
are adopted to inculcate a spirit of service and 
cooperation among the personnel of the R,P e F<> 

As the largest organised enterprise in the country, 
railway cannot function for a moment unless a 
spirit of mutual cooperation permeates the working 
of all their departments* The R.P.F. cannot 
be allowed to be an exception to this general 
principle* Railways spent Rs o i3*30 crores in 
196S-69 on R*P*F* and if they are to get full 
value £>r the money spent, the R*P»F* - more 
particularly the Police Officers in it - will 
have to identify itself whole heartedly and 
completely with all the other departments of 
railways, especially with the Commercial 
Department. 

1l0g*' So far as keeping watch on goods and 
parcels is concerned, the R,P*F* staff deployed 
on such duties must be trained to regard themselves 
for all practical purposes as members of the 
Commercial Department and not its masters* Only 
then can they do their best for the railways* 

If a chowkidar is employed to keep a watch on 
the property in a house, he would be expected to 
show some loyalty and allegiance to the master 
of the house and its other inmates* On the other 
hand, if he regards himself as an utter stranger 
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or as an agent of an outside authority with no 
responsibility to the owner of the house, friction 
and even conflict are bound to arise, After all 
the R«P*F« is there to serve the other departments 
of the Railway and through them the general public* 
1709« This matter is too important for the 

railways to be left to the sweet will or good sense 
of individual officers of the R.P.F. Efficiency, 
co-operation and esprit de corps have to be built 
into the organisational pattern itself so that no 
one will be left in any doubt as to what is 
expected of him, particularly in regard to his 
responsibilities to other departments, 

1110* For this purpose, the recent trend to 
develop the R.P.F* as an entirely independent 
organisation should be reversed and steps should 
be taken to secure its emotional and organizational 
integration with the other departments of the 
railway. To achieve this objective and to promote 
the over-all efficiency of R»P,F«, the following 
measures are recommended, 

1111* •'it the Divisional level, th9 Security 
Organization should be placed under the Divisional 
Superintendent,, like Engineering, Transportation 
and other branches. At present, Assistant Security 
Officers are left more or less to themselves without 



adequate supervision by the Chief Security Officer 
or the Security Officer who have extensive jurisdic¬ 
tions and multifarious; pre-occupations. It is a 
basically incorrect system under which co-ordination 
for example, in case of a dispute between a Sub- 
Inspector of R*P«F» and Station Master, can be 
effected only at the level of the General Manager, 
The reasons, which led to the adoption of the 
Divisional system and its gradual extension to all 
railways and all departments, require with 
equal force that the Security Branch be also 
placed under the Divisional Superintendent* In 
this connection, I give below the views of 
Sh* D«U.» RgO, additional Member, Finance, Railway 
Board (later promoted as Member Finance) contained 
in his note of dissent appended to the Report of 
the High' Powered Committee on Security and 
Policing on Railways (l 966-6$):- 

n In my view. Security arrangements on the 
Railways snould be looked at in their proper . 
perspective - as only one facet of, and an 
ancilliary to, the main function of Railways, 
as"a transportation agency, 'and should, 
therefore, fit into the general frame work 
of "organisation, supervision and control on 
the Railxvays, and be subject to the same 
co-ordination and control .as other "railway 
activities in all levels, viz., the Divisional, 
Zonal arid Railway Board levels* Fach " 
Department on the Railways has its special 
function but the departmental pattern of 
organization has been deliberately given up 
in favour of the divisional and zonal pattern 
of organization under the Railway Board in 
the interest of efficiency and co-ordination* 

The Railway Protection Force should not in my 
view be treated differently in this respect* ,f 



1112 « More recently, the Study Team of the 
Administrative Reforms Commission has expressed 
the following views on this subject:- 

” The Security Officers and Assistant Security 
Officers in the Divisions should take orders 
from the Divisional Superintendent* The 
Divisional Superintendent should write the 
confidential reports of the Security Officers 
and “Assistant Security Officers functioning 
under him and then forward them to the Chief 
Security Officer.” 

1113* The R.P.Fo, when it is placed under the 
Divisional Superintendent, will itself reap the 
benefits of the Divisional system. In preventing 
thefts by railway employees, R.P.F. staff have a 
very unpleasant duty to perform, but once they 
become a part of the Divisional system, they will 
have the full support of the Divisional Officers 
and the chances of their meeting with opposition 
will be minimised. They will also receive better 
help in their day to day requirements for which 
they have to depend on the Division* 

111k* Recruitment of R.PoF. Sub-Inspectors is 
made through Railway Service Commissions, but the 
recruitment of R a kshaks is at present done by a 
committee of Assistant Security Officers. This, I 
was told, has resulted in many complaints and 
Vigilance cases? It is not surprising, because 
even if the present arrangement does not readily 
lend itself to mal-practices, it does not inspire 
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public confidence. The recruitment of- Rakshaks 
should be made in the same tray as for other 
Class IV staff on the railways. In other words, 
the Selection Committee, to be nominated by the 
Divisional Superintendent, should include the 
A.S«0* and at least two other officers of other 
departments* 

1115* At present, training in goods and parcel 
work is given to R*P*F* Sub-Inspectors as well as 
Rakshaks by R*PoF* Inspectors* I-t is an 
unsatisfactory arrangement that R*P*F* Inspecto 7 *'’ 
are employed for this purpose when better 
qualified Commercial Inspectors with practical 
experience of Commercial work can be readily had 
from the Commercial Department* Instructors in 
Commercial work for R.PcF* schools and college 
should be drawn from the rank of senior and 
competent commercial hands as is done in the 
case of Transportation Schools on the railways* 
11 l 6 * I understand there is a rule that only 

v 

Police Officers can become Chief Security Officers* 

Owing to the difficulty of getting really first 

class officers from the Police Department and in 

view of past experience, this policy should be 
« 

changed* Railways should develop their own 
off icerc» cadre for R*P#F* From this point of 
view the recent direct recruitment of some 



ex Army Officers as A»S*Os through U.P.S.C. is a 
step in the right direction* In course of time, 
the posts of Security Officers and Chief Security 
Officers will have to be thrown open to these 
officers* But even at present, there is no reason 
why competent officers, whether from the Security 
or Traffic Department, should not be selected to 
fill some of the posts of Chief Security Officers, 
In the past, some Traffic officers have worked in 
the Security Department and I was told that even 
Shri K.C* Bakhle, the last Chief Commissioner of 
Railways, had an occasion to work as Superintendent 
Watch & Ward for a few monthsa It is recommended 
that one third to one half of the C.S.Os posts may 
be filled by promotion from within the railway* 

For this purpose, due consideration may be given to 
ex Army Officers already serving on the railways 
in J*A* or I*A* grade. Railways have their own 
college for training of Inspectors and Officers at 
Lucknow* If necessary, it can be strengthened. 
Railways can also send their officers to Police 
Training School and College. Giving good training, 
railways should gradually build up a team of 
efficient Security Officers within the organization* 
It is sometimes argued th a t officers on deputation 
from the Police are more useful in liaison with the 
State Police* While this is as it should be and 
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is actually observed in,-Certain_caae s, .it is .not 
a universal truth. For example , I wastold that 
some Police Officers working in the R.P.F. and 
drawn from the same State were not even on 
speaking terms with each other. Even with Chief 
Security Officers drawn from the Police, the R.P.P, 
is faced with constant difficulties in winning 
the cooperation of the G-.R.P* as is evident from 
the Report of the H^gh Powered Committee on 
Security and Policing on Railways (1966-63). As a 
matter of fact, sociability is a personal factor 
and some railway officers can be as friendly and 
popular with the Police as they are with their 
own colleagues on the railways. I, therefore, 
re commend th at _ the railways should gi’adually 
develop a separate gazetted.service for their 
Security Force with adequate career prospects. 
1117. In any case, the utmost care should be 
exercised in selecting officers from the Police 
for R.P,F. Railway Board should not go merely 
by the confidential reports but should also have 
a personal interview with the proposed candidates 
and if possible make independent enquiries before 
arriving at a decision. 
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1118# I understand that under the existing 
rules, appeals against the orders of C#S„0» are 
disposed of not by the General Manager, but by 
the birector, Security 1'orce. This, again, is a 
wrong arrangement indicative of a spirit of 
iepartmentalism. There is no reason why the 
appeals against the orders of C.S.O. should not 
be finally disposed of by the General Manager as 
is the practice with appeals in other departments, 

1119. 1'or the Armed Wing, Training School and 
the Intelligence branch, posts may be reserved 
for Police Officers. But there is no compelling 
necessity to employ Police Offi.oers for general 
posts in R.P.P, Nor is there any force in the 
argument advanced in some quarters that a uniformed 
force should not work under a non-uniformed authority. 
State Police Officers have to take orders from the 
minister as well as civilian officers, bven the 
Army has to obey the directions of the ministers 

who are non-Army men. 

1120. Promotion to Class II in R.P.P# is also 

done at present on a purely departmental basis inasmuch 
as the Selection Committee only consists of R.P.P. 
officers. Por the reasons already explained earlier, 
selection for promotion as A.S.O. should be made 
railwaywise and the Selection Committee should 
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include the Chief Commercial Superintendent and 
the Chief Operating Superintendent or any other 
Head of Department in lieu of the Chief Operating 
Superintendent. 

1121. One retired Chaiiman, Kailway Board, 
expressed the view that as the Security Department 
exists on railways primarily for the security of 
packages, the C.S.O. should be under the C.C.S. 
I'here is much force in this suggestion, especially 
because General Managers, under whom the C.S.Os 
are nominally placed at present, have really no 
time to exercise any supervision or check on the 
working of the R.P.P, Under the present system, 
Chief Security Officer is largely left to himself 
with no direct responsbility for anything and 
this, in fact, is one of the main reasons why 
railways could not get the best out of the R.P.P, 
As a first step I recommend that (a) the Security 
Department be placed under the General Manager 
for all purposes like Operating, Mechanical or 
Engineering department and (b) General Managers 
should see to it that the Chief Security Officers 
give the fullest cooperation to other departments, 
specially the Commercial department. 



1122. R.P.F. have been doing good work in 
combating crime with the help of the Railway 
Property unlawful Possession Act. When they 
have gained more experience of this work and 
placed it on a proper footing, it will be 
advantageous to extend thd r powers so that 
they can deal with all cases of theft within 

-railway premises even when the stolen property 
has not been recovered* Eventually the best 
arrangement for railways from every point of 
view would be to have their own Railway 
Protection Police by taking over the G.R.P. and 
merging it with the R.P.F. 

1123. In the present set-up of R.P.F., the 
Assistant Security Officer is the king-pin. 

Much depends on his ability, leadership, drive 

and integrity. Assistant Security Officers -are often 

^/handicapped 

^/hy their status in theip dealings with the 
officers nf the District and even the Government 
Railway Police. With the deteriorating crime 
situation, the responsibility of the officers 
- in charge of security on a Division has been 
assuming greater importance. It is, therefore, 
recommended that this post be upgraded to senior 
scale in the heavier Divisions, particularly at 
the major State capitals such as Lucknow, Patna 
and Jaipur, where the Security Branch is often 
required to liaise with Senior Police' Officers, 
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1124, „At present, there are two or three 
Security Officers on each Railway, but they have 
no executive responsibility for security work on 
Divisions. As such thsLr contribution in day to 
day work is not felt. It will be bettor to have 
Divisional Security Officers in direct control 
of the Divisional Security forces, In replacement 
of the existing Security Officers, whose work 
is Bore or less of an administrative nature. 

1125# To arrest the rising trend of crime, 
railways should consider strengthening; the 
Intelligence branch of R.P.F. Ihe Intelligence 
branch should work in close cooperation with 
Claims offices and assist in checking fraudulent 
and exaggerated claims. 

1126. As regards the responsibilities of 

R.P.F, the following are some of the directions 
in which their greater help should be invoked 

(a) Areas like Moghalsarai, Garhara, 
Chitpur, Farakka and Kalyan are infested with 
thieves. They pose a challenge to the R.P.F, 
and should receive special attention* 

(b) Shortages of entire packages from open 
wagons, seal defective and seal intact wagons 
should be classified as ’theft*# Although 
there may be some doubt whether a particular 
case should fall under the head of f loss f , 



- 126 - 


it will be better to show cases of the types just 
mentioned under the head 'Thefts', as it will 
enable the H,F C . to take up such cases* The 
measures recommended in other chapters should 
bring about a substantial reduction in the 
number of packages going astray and becoming lost 
on the railways. Participation of the R,P,F. in 
the investigatipn of some of these cases will, 
it is expected, further help to bring down their 
number, 

(c). The registration of cases by R*P,P, 

is on a very low side - which, in fact, amounts 
to minimisation of crime. The R.P.F, may or may 
not be able to investigate all cases of suspected 
thefts, but they must count all reports received 
(D,D, messages-), so that the magnitude of the 
problem may be properly appreciated, I would, 
therefore, suggest that in their crime Reports, 
the Security department should show 2 sets of 
figures in juxtaposition - (1) No, of Reports 
received and (2) No, of cases registered. The 
station staff must docket a copy cf D.D, message, 
wherever they suspect any criminal interference, 
to the concerned official in charge of the R.P,Fo 
post. The commercial officers and the security 
officers should check whether these docket copies 
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have been received by official in-^charge of R.P.F, 
or not, and whether it has been duly included in 
'No. ,of Reports received J by the R»P*F. 

1127* The Committee visited the R.P.F* Training 
College, Lucknow, which is an All-India centre for 
training of R.I-oF. Inspectors and Is also the 
Northern Railway's centre for training of Rakshaks* 
Principal of the College mentioned that h© was not 
able to g et good instructors because of non¬ 
availability of railway houses for them,. There 
are no private houses nearby and people are 
reluctant to come on deputation without living 
accommodation. The allowances given to these 
Instructors are also not at par with those given 
to the teaching staff of the other Area Schools 
of the Railways. These matters deserve considera¬ 
tion as proper training makes a very valuable 
contribution in the building of a well disciplined 
and efficient Security Force. There is a need 
for more equipment in the Model Room of the 
College for practical and visual demonstrations 
in regard to the working of goods sheds, 
tranship sheds and parcel offices. The trainees 
should also be taken to the field for mock 
trials of thefts. The School should also invite 
Security and Claims Prevention Officers and 
Inspectors from different zonal Railways' to give 



128 - 


lectures on the general and specific problems 
connected with loss and theft of goods. 
Facilities should also be developed for giving 
proper coaching in the art of deteotion or 
intelligence, v 

1328, To facilitate inspections it will be 

useful to provide a jeep to the A.S.Os or S.Os 
at large commercial centres like Bangalore and 
Ahmedabad where.there are several important 
depots to be inspected. 
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CHAPTER 12 

Bagged.consignments 

1201. It will be observed from the Table given 
under para 215, that the Commodities which are packed 
in bags contribute most ta the claims bill, ^hese 
commodities are - grains and pulses, suga.r, oil-seeds, 
spices, cement, chemical manures and salt. Among 
these, the more important commodities from the claims 
prevention point of view are (i) foodgrains, 

(ii) sugar and (iii) oil seeds. These three commodit¬ 
ies accounted for 35# of total amount of compensation 
paid in 1968-69. There has also been a sharp increase 
in the amount paid on these commodities in the recent 
past as the following figures will show:- 

Amount of compensation paid 
" (in lakhs of Rupees) Percentage 



1966-67 

1967-68 

1968-69 

increase 
in 1968-69 
over 
1966-67 

Foodgrains 

89.88 

136.47 

190.78 

. 121 

Sugar & Jagree 

47.16 

75.91 

111.47 

137 

Oil-seeds 

N.A. 

... H.A. 

” 47.18 



1202. The 'incidence of loss and damage on foodgrains 
and sugar has more than doubled in two years inspite of 
the fact that the traffic has dropped, as the 
following figures show - 


(mable on next page.) 
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1966-67 1967-68 

(In thousands of 
originating.) . 

1968-69 

tonnes 

Percentage 
increase/ 
decrease in 
1968-69 over 
1 966-67 

Roodgrains 

16,449 

14,702 

15,849 

- 3.6* 

Sugar and 
Jagree 

2,410 

1 ,588 

1,405 

. - 41.7* 

Oil seeds 

1 ,292 

1 ,126 

1 ,360 

+ 5.3/ 

1203. It 

would also be 

enlightening to 

make inter- 


railway comparison of the amount paid vis-a-vis traffic 
terminating in 1968-69 (claims are paid by destination 
railway) - 

.Railways Roodgrains __ Sugar & Jagree Oil-seeds 

Amt. Sonnes AmtT Amt .Tonne s Amt. Amt. tonnes' Amt. 
paid termi- paid paidtermi- paid paid termi- paid 
(000) nating per (OOO)nating per (000) nating per 
( 000 ) tonne (000) tonne (000) tonne 



Rs. ^ 


Rs. 

Rs. 


Rs. 

Rs. 


Rs. 

Central 

2898 

1557’ 

1.86 

842 

204 

4.13 

654 

219 

5.00 

Eastern 

3667 

2392* 

1.53 5711 

237 

24.10 

3174 

286 

11.10 

Northern 

788 

2096 ’ 

0.38 

447 

168 

2.66 

77 

230 

0.33 

N.E. 

682 

762 

0.89 

77 

96 

0,80 

6 

21 

0.29 

N.R. 

2678 

1121 

2.39 

1*144 

128 

8.94 

21 

19 

1.10 

Southern 3588 

2917 

1.23 

61 

14 

4.56 

261 

151 

1.73 

S.C. 

2997 

1316 

2.28 

20 

16 

1.25 

208 

92 

2.26 

S.E. 

1370 

1301 

1.05 

752 

167 

4.50 

263 

102 

2.58 

Western 

1210 

2387 

0.51 

2092 

380 

5.51 

54 

240 

0.22 

Total 

All 

Railways 

19878 

15849 

1.2511147 

1410 

7.91 

4718 

1360 

3.47 

This 

table 

shows 

that (i) the relative 

i incidence 

of 
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claims on foodgrains is very high on N.F., S.C., 

Central, Eastern and Southern Railways; (ii) the 
incidence on sugar and jagree is abnormally high 
on 3fc&* Eastern and quite high on 4k* IT.P.Railway; 
and (iii) that incidence on oil seeds is abnormally 
high on tha Eastern, and quite high on Central, 

South Eastern and South Central Railways. As paying 
Railways, these Railways will have to make greater 
efforts to bring down the claims on these commodities, 
even though the causes of some of the claims may 
actually lie on other Railways; 

1204. Increase in the claims bill for these 

commodities is no doubt partly due to causes beyond 

the control of the railways such as high prices, 

scarcity of the commodity, general deterioration in 

lav/ and order of the areas traversed, etc. But there 

are other causes which are controllable and avoidable. 
/Committee's 

Based onttoe/own inspections, studies of its Inspec¬ 
tors, discussions with railway officials and comments 

* f • 

made by the rail users in their memoranda, the 
following observations and suggestions are made for 
prevention of claims on these commodities ax’ those 
of a similar nature. 

1205. Packi ng - The standard of bagging, particularly 
in the case of imported foodgr K in$ loaded by the Pood 
Corporation of India, needs to be improved. In the 
packing conditions px*escribcd in che Goods Tariff, the 
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length, width and tare weight of a bag have been 
laid down according to the weight of the contents, 
and the consignors should be persuaded to follow 
these simple requirements of packing, in their own 
interest. If bags used are of adequate strength 
and quality, and are properly sewn, much of the 
wastage which takes place at the time of handling 
can be avoided. Once the bag is found in mouth open 
condition or torn, apart from the natural wastage and 
sriD-age, pilferage also becomes easy. The spilled 
foodgrains and pulses spread all over the fl*or of a 
wagon are a common sight. Sometimes the bagging 
gives way even in one handling at the time of loading 
done by the sender himself. The railway is not liable 
for wastage attributable to defective racking. But 
all the same, it is a national loss which can and 
should be prevented. The railway staff, in order to 
safeguard the interest of the railways, should 
(i) insist on the sender to give clear and specific 
remarks as to how the packing is defective in the 
Forwarding Note - such as, bags with hook-holes, 
mouth corners ooen, stitching weak, bags not of 
prescribed tare weight and size, etc; these remarks 
should be reproduced on the railway receipt in toto; 
and (ii) when the shortage in a bag is due to wastage 
and if sweepings are collected from the wagon'floer, 
it should be invariably mentioned In the deficiency 
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message/s, Compliance with prescribed racking is all 
the more necessary when the contract of carriage 
involves transhipment of contents en route. The 
matter should be particularly pursued with the Pood 
Corooration of India at higher levels to ensure this, 

1206. Use of hooks - Use of hocks for lifting of bags 
is prohibited, Para. 1507(b) of the Commercial Manual 
reads as under - 

"Hooks must not be used in lifting bagged- 
consignments, as not only the hooks tear the bags 
but also facilitate pilferage. Bales of piece goods 
and yam also should not be lifted by hooks." 

In practice, iron hooks are used almost at every 

place with impunity. The Railways should persuade 

the trade to ensure that begs are provided with ears 

or lifts to facilitate their lifting at the time of 

loading and unloading. The R.P.F. staff should be 

given instructions to seize the iron-hcoks. In the 

agreements with the labour contractors, use of 

iron-hooks should be prohibited with a clause for 

penalty. 

1207. Loading - There should be' a total prohibi¬ 
tion on the loading of grains, pulses, ceaent, etc. 

in open wagons. Covering of open wagons with tarpaul¬ 
ins has not been found a satisfactory arrangement. In 

the socio-economic structure of society a? exists 

/ 

to-day, and in the varying climatic conditions in the 
different parts of the country, railways Pan ill afford 
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to take the risk of carrying those commodities suscep¬ 
tible to easy theft and damage by wet in open wagons. 
Vlien the railways are going in for sophisticated con¬ 
tainer services, it is strange that goods damageable 
by vet are allowed to be loaded in open wagons even 
during the rainy season. To meet any sudden influx 
of traffic at certain specific points in a short span 
of time, it is desirable that the Food Corporation ,of 
India builds enough storage capacity at the oollect- 
• ing centres. This would facilitate despatch of con¬ 
signments on a programmed basis spread over the whole 
year instead of rushing the railway loading during a 
particular period of the year. Grains hove to be 
stored at some place or other for supply throughout 
the year and it should be insisted that more godowns 
are provided at the growing centres. 

1208. Another problem caused by rush of loading of 
foodgrains in short periods is that the loading s.nd 
unloading cannot be satisfactorily supervised by the 
railway staff. The Railways can neither build wagons 
nor provide staff for loading in spurts. It would be 
uneconomical to do so from every point of view, 
particularly when the foodgrain traffic is a low rated 

j 

traffic. There are cases where shortages' of full bags 
have been reported from seals intact wagons. These 

t 

are obviously cases of short loading, bat because of 
the failure of the railway staff to count the bags at 
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the time of loading, the railways become technically 
liable for claims for such shortages.. Hie following 
suggestions are made to obviate these difficulties:- 

(1) Every Railway should have a mobile squad of 
commercial clerks to be deployed at different 
stations during rush of seasonal traffic. In 
any case railways should collect .prior 
information and make advance arrangements for 
heavy rush of goods traffic just as they do in 
case of heavy passenger traffic at the time of 
holidays melas.. 

(2) Covered wagons loaded by Pood Corporation of 
India (Senders) should also be sealed by them, 
and if these seals are intact, the railways 
should have no liability for short receipt of 
full bags or shortage from torn begs found in 
the middle of the stack. It would also be 
worthwhile to post a representative of P.C.I. 
at important transhipment points to supervise 
loading and unloading r f their consignments 
at these places and to affix their seals on 
the transhipped wagon. The seal to be used 
by the senders should be of a type which will 
not give way under the usu^l strains of transit. 
(S.C.Railway has prepared a design of an 
aluminium tape seal, which could be tried for 
the purpose.) 
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”1209. Anti-bleeding device - For preventing 1 pilferage 
through flap-doer crevices, it was decided as far back 
as in 1926 to fit plates or angle irons at the doors of 
covered wagons. In this connection, it is useful to 
recall vhat Sri A.A,"Brown, Officer on Special Duty, and 
Sri B.N.Mullick, Director, Intelligence Bureau, wrote 
in their report on claims in 1952 and 1954- respectively. 
Sri Brown recommended: 

”39. The oroblem of preventing bags being 'bled* 
through flap door crevices is not a new one. As long 
ago as 1926, the I.R.C.A. gave the matter consideration 
and Conference Resolution 12 of 1926 reads as 
follows i- 

n (1) This Conference recommends that in all 
existing covered wagons a steel section be 
rivetted to the flap door at the bottom or 
the floor if preferred and that in case of 
pooled broad gauge covered wagons this be 
completed by 31st March 1929.” 

In his letter No.3650/5 dated 2nd December, 1926 
the Secretary, I.R.C.A., requested all Agents and 
Managers of Railways to give effect to the recommends 
-tion of the Conference.” 

”40. Progress being slow, the East Indian 
Railway again brought the matter before the Commer¬ 
cial Committee in October 1938. By their Resolution 
No.C/461 the Committee made the following recommenda 
-tion which was endorsed by the Conference:- 

”The Commercial Committee recommend that the 
attention of all railways be «ailed to clause 
(1) of Conference Resolution 12 of 1926 and 
they be asked to make the necessary steel 
Section fitting to their flap door covered 
wagons as early as possible. The resolution 
is not complied with by fitting wooden section.” 

Sri Mullick wrote 

”The Railway Police Committee- of 1921 recommend 
-ed that protective plates should be fitted to prevent 
the insertion of iron rods from out-side to bleed bags. 
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Unfortunately, very little has been done on the 
railways to give effect to this recommendation. 

The argument of the railways is that this will need 
a new design of wagons. The adaption is so simple 
that every time a wagon is sent for repairs, this 
fitting can be done and as the railv^ye are now buy 
-ing hundreds of new wagons, this new design of 
avoiding bleeding should be incorporated in the design 
of the wagons, which have been ordered. In any case, 
most of the wagons which were in use in 1921 have by 
now been scrapped, and all stock now in use must consist 
of those manufactured after 1921. If the above 
recommendation of the Railway Felice Committee had 
been accepted, all wagons in use on the Indian rail¬ 
way by now would have been secure against this form 
of theft. 

We very strongly recommend the provision of 
protective plates by incorporating them in the 
designs of the new wagons and by making special fitt¬ 
ings in case of older ones. So long as this is not 
done, dunnage should be provided hy placing bags full 
of straw or cotton waste against the doors. 'Tiese 
will not increase the weight to any great extent and, 
nroperly arranged, they will hot takd much space in 
the wagon and will eliminate bleeding altogether," 

But inspite of all this and even after 40 years one 

sees many covered wagons, both on Broad Gauge and on 

Metre Gauge, without this anti-bleeding device. 

1210. A sample survey of 207 wagons at Howrah Goods 

shed made on 28-. 10.’69 revealed the following resultsj.- 


Owning 

Railway 

No. of 
cheeked 

B.G 

at 

. wagons 
Howrah. 

Round fitted with anti- 
bleeding devide. 

No. "Percentage 

Eastern 


44 


3 6 

82 

Northern 


60 


*2 

53 

We stem 


29 


17 

59 

Central 


42 



64 

South Eastern 


13 


£ 

38 

Southern 


19 


4 6 

84 


207 


1*3 


64 
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1211. The Railway Board must lay dawn the target 
time for completing this work on all wagons, so that 
the recurring los3 arising due to pilferage through 
flap door crevices can he checked. It must also he 
ensured that in the new wagons, this device is 
invariably fitted, 

1212. Dunnage - "nother precaution, which was 
adopted hy the railways, after considerable thought, 
for prevention of pilferage through flap door crevices 
was placement of dunnage hags near the flap doors on 
both sides of the wagons. S27 is the nrescrihed 
special condition for loading of commodities like 
grains, pulses, sugar, etc, which reads as under,- 

Consignments when in wagon-loads should invari¬ 
ably be protected at the doors with dunnage materials 
by senders, ^he dunnage will consist .of .six bags, 
three on each side of the flap doors except that in 
case of traffic involving transhipment from Broad 
Gauge to Metre Gauge or Harrow Gauge wagons, the 
number of dunnage bags will be twelve. The size of 
a dunnage bag should not be less than one metre x 
60 centimetres having a minimum thickness of 30 cms. 
and placed in vertical position side by side so as 
to fully cover up the flap door 'crervices and be press 
-ed tightly against the flap door crevices. The bags 
should be stuffed with suitable materials, such as, 
crushed sugarcane (BAGASSE), naddy husk or straw. 

These bags will be carried free of charge by the 
railway to the destination station. Remarks will be 
entered by the sender on the Forwarding Note to the • 
effect that the special condition has been complied 
with and these remarks will be reproduced at the time 
of preparation of the Railway Receipts," 

IT 13. Examination of a number of wagons loaded with 

food-grains, sugar, etcl has convinced the Committee 

that provision.of dunnage, as per condition S/27 of 
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the Goods Tariff is a fairly effective precaution 
against bleeding through flap door crevices. Therefore, 
while railways should make every effort to fit all 
covered wagons with anti-bleeding device, they should 
also (a) insist on provision of dunnae-e as required 
in the rules, and (b) make this condition S/27 
applicable to other oilferable commodities such as 
Zeera, Turmeric, Pepper, Cloves, Dhannia end other 
spices, as also?'ilk powder in bags, 

1214. In regard to the use of dunnage there are 
several points v/hich require clarification. 

(1) If dunnage is not provided or if the 
bags used as dunnage are of smaller size or less in 
number than laid down in the rules, what action 
should the staff take? S/27 is obviously a compul¬ 
sory condition and therefore staff should detain the 
consignment until proper dunnage has been provided. 

(2) Some railways are repudiating claims on 
the strength of the report of the destination station 
that no dunnage was found or the bags of dunnage used 
were of non-standard size, even though no such remark 
is given in the Railway Receipt. Staff at the booking 
station should see to the dunnage and if it is not 
provided or if the bags are of nonstandard size, 
they should detain the consignment until proper 
dunnage has been provided. But if in any case a 
consignment i-s .hooked without proper dunnage, the'' . 
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sender must make a suitable remark in the forwarding 
Note and this remark should be reproduced in the 
Railway Receipt. If no such remark occurs in the 
Railway 5eceipt, it will not be in order for the 
Railway to repudiate the claim merely on the report 
of the destination station. 

(3) In case of consignments going from Broad 
Gauge to Metre Gauge the provision of 12 proper sized 
bags of dunnage is compulsory, which must be trans¬ 
ferred to the Metre Gauge wagonginto which the contents 
of the Broad Gauge wagon are transhipped. I consider 
that this requirement should also be treated as 
compulsory and a consignment should be detained until 
this condition has been fulfilled. 

(4) Southern Railway repudiates claims for 
damage by wet on the ground that dunnage was not 
provided. This is not correct as dunnage cannot be 
regarded as a protection against rain but only against 
pilferage through flap door crevices. Many such cases 
have gone to Court and that’ Railway had to compromise 
the suits. 

It is suggested that Railway Board should issue clear 
and authoritative instructions on all these points. 
1215* There is an agreement between the Railways 
and the Ministry of Rood that the latter will not 
provide dunnage and the former will not entertain 
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claims for pilferage through flap dOors, It is for 
the Ministry of Food to weigh the pros and cons of 
this agreement, but the Committee will like to point 
out that - 

(I) Between sister departments, namely the 

Ministry of Railways and Ministry of Food, 
it is not so material as to who bears the 
loss; from the larger national point of 
view what is more important is that loss 
should be prevented,' 

(ii) when the claims for pilferage through 

flap door crevices are not payable under 
specific agreement, the Food Department 
or the F.C,I. would do well not to prefer 
such claims, so as to avoid-unnecessary 
clerical work at both ends, 'The number 
of such claims now preferred and repudiat 
-ed is by no means small, 

(lit) Cases have come to notice where consign 
-ments are loaded by the F.c.I, but con¬ 
signed to a private trader who insists on 
the claim being paid. In such cases, the 
Railway Board should’ clarify its policy, 
1216. Consignments are brought to railway stations 
either in trucks or in bullock-carts and at some 
places these are directly loaded from the trucks/carts 
into the railway wagons and nt others they are firat 
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stacked on the platform. The latter method is 
certainly preferable, as it enables the railway 
staff to count the bags and examine the condition 
of the contents properly. In any oase, it is absolute 
-ly necessary for the railway staff to see that the 
bags have not already been damaged by water either 
in the godown of the consignor or in the truck/cart 
or in the course of handling before booking. If so, 

I 

necessary remarks must be obtained in the Forwarding 
Note and reproduced in the Railway receipt. Investi¬ 
gation made by Inspectors attached to the Committee 
has revealed that this aspect is often ignored by 
booking stations. At unloading’points, damageable 
consignments should be stacked in covered sheds and 
protected by tarpaulins. Supervision at the loading 
and unloading stations has to be tightened up. 

1217. Marking - Marking on the bags is far from 
satisfactory. The Rules are that in full wagon loads 
10 per cent of the packages must be marked; but where 
goods require transhipment all packages must be mark¬ 
ed. In practice, bags are seldom marked. No wander, 
there are wagons and wagons of foodgrains, cement, 
salt and fertilizers lying unconnected all over the 
railways. This omission is also resulting in short¬ 
loading and excess loading at transhipment points where 
similar types of consignments have to be transhipped 



simultaneously. The Committee’s recommendations 
regarding ’Addressing and Marking’ have been separate 
-ly given in Chapter 6. But as the biggest defaulters 
in this connection are ’bagged consignments’ and 
’oerishables’, they are again mentioned here. 

1218. Panel cuts - Heavy claims are paid on account 
of pilferage through panel cuts. (Please see 
Chanter 9.) 
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1301. At present, statistics of number of claims 
paid on parcels are not separately available. The 
tonnage of parcels traffic carried is also not known. 
This is a handicap because remedial action can be taken 
only when the trouble has been localised and diagnosed. 
In future railways should compile (i) separate figures 
of number of claims and amount paid on parcels traffic 
which should be further broken into perishables and 
non-perishables and (ii) the figures of tonnage of 
parcels traffic carried. 

1302. One would expect that as parcel traffic is 
fast and is usually passed from hand to hand, it 
should enjoy a high safety factor like registered 
Postal parcels. But as a matter of fact the 
incidence of claims is even higher on parcels than 
on goods. Thus the statistics already given in 
paras 212 and 213 show that though parcel earnings 
are about 5 per cent of the total freight receipts 
for Goods and Parcels, the amount of compensation 
paid on Parcels is about 16 per cent of the total 
amount paid and the number of claims received on 
parcels is about 30 per cent of the total number 

of claims received. In other words, for every 
rupee earned as freight the incidence of claims on 
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Parcels is three times as much as on Goods in terms 
of amount paid in compensation and about eight times 
as much as on Goods in terms of the number of claims 
received. Obviously there is a very strong case 
for Parcel traffic being given much better attention 
than at present. And this is confirmed by some 
specific observations made by this Committee. 

1303. Many consignments of panels are being 
detained in transit, as shown by the following 
sample studies of their transit tii^e. 


Prom 

To 

Average number of 
days taken for 
non-perlahable 
pafcela. 

Delhi 

Dhanbad 

9.5 

Chandni Chowk (Delhi) 

ft 

12 * 

Madras 

n 

13 

Bombay 

ri 

< 19.3 

Gorakhpur 

Gauhati 

17.7 

Howrah 

ft 

i 14.6 

Ranchi 

r» 

25.6 


The average time taken by 13 parcels.from Bangalore 
City to New Delhi was 24 days. The average time 
taken by 20 parcels from Howrah to Rajkot (Western 
Railway) was 18 days. Prom Madras toy Jamnagar the 

average time taken by 27 parcels was '31 days as 

« - 

against the target time of 10 days. Prom Howrah 
to Jamnagar 54 parcels took an averagb of 19 days 
to cover a distance of 2380 Kilometres. Prom 
Karur (Southern Railway) to Jamnagar 127 parcels 
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took on an average a little over 23 days in transit 
for a distance of 2350 Kilometres, giving an average 
speed of about 100 Kilometres per day. It is 
obvious that the transport arrangements for parcels 
are not satisfactory. 

1304. At Mughalsarai whenever there is a rush 
of traffic parcel vane are detained for want of 
room in the siding. Parcels for Gomoh and Dhanbad 
are sent via Danapur and Asansol in four-wheelers 
because there is a shortage of bogie parcel vans 
which alone are permitted on passenger trains on 
the Grand Chord. It was represented to the 
Committee that Kanpur, Allahabad and Lucknow prepare 
several vans daily ]but load them in a mixed up 
condition, though $aey could easily make direct 
vans for Howrah as, most of the packages are for 
Howrah. With better programming, the movement of 
parcels can be raHJLbnalised, eliminating unnecessary 
delays and handlilpg en route. 

1305. During t)ae period 26.10.1969 to 15.11.1969, 
thirty sealed vatiff containing cauliflowers, fish 
and live tortoise booked from Northern Railway 
stations were received at Howrah, mostly by 72 Dn 
Parcel Express, whose contents were completely 
rotten and had to be destroyed. Railways will be 
faced with a claim of over Rs. 2 lakhs for these 
parcels. 
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1306. Many claims are being paid on betel leaves. 
A special study of betel leaves booked from Tirur 
was made by this Committee. Its results are given 
in Chapter 15. 

1307. Running train thefts seem to be as common 
on passenger and even mail and express trains - 
inspite of their high speeds - as on goods trains. 
This is because, as found by the Committee, many 
parcel vans, luggage vans and brake vans move 
without being locked. In fact, some of the staff 
are under the impression that sealed compartments 
and luggage vans or brake vans need not be locked. 
This is incorrect and contrary to the Rules laid 
down in the Commercial Manual. Railways should 
make an adequate supply of locks to Guards and 
Brakesmen and should arrange for frequent surprise 
checks to ensure rigid compliance with the rules. 

1308 . Ko packing conditions have been prescribed 
for parcels although all kinds of valuable things 
are being carried by passenger trains. Thus while 
packing conditions are prescribed for packages of 
piece goods booked by goods trains, no such packing 
conditions appear in the Coaching Tariff when, piece 
goods are booked by passenger trains. The Chief 
Parcel Clerk at Bangalore City showed the Committee 
a number of cases of bulbs received from Shikohabad 


v 
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which were all in a damaged condition with contents 
pilfered because the packing material was very 
flimsy. It was also represented to the Committee 
that locks from Aligarh, cycle and machine parts 
from Ludhiana, Rajkot, etc. are all booked over 

«r 

long distances and arrive at destination in a 
pilfered condition because the cases, in which they 
are packed, are not strong enough. Suitable packing 
conditions should be prescribed for parcels on the 
same lines as for goods. 

1309. Fresh fish is required to be packed with 
ice but the proportion of fish and ice has not been 
specified. 

1310 . It is important that railways pay special 
attention to the eradication of the causes that 
give rise to claims on parcels, especially 
perishables. Apart from what has just been mentioned 
above, some of the major causes are:- , 

(1) Inadequate transport capacity for parcels. 

( 2 ) Insufficient stoppages of passenger and 
express trains at stations where parcels 
are loaded and/or unloaded. 

(3) Insufficient staff in parcel offices and 
on trains. 

(4) Insufficient marking of packages resulting 
in their being misdispatched or unconnected. 
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1311* Insufficient accommodation for parcels in 
trains is unquestionably one of the biggest causes 
of malpractices, complaints and claims. It is 
common knowledge that at present due to inadequate 
room on trains (a) many packages are left behind 
at loading and transit points and (b) loading is 
done in a haphazard, uncheckable or mixed up 
condition with the result that many parcels are 
either overcarried or unloaded short of destination. 
Lack of proper marks on the packages, insufficient 
stoppage of some trains and shortage of staff 
facilitate these irregularities. Railways should 
provide adequate transport capacity for parcels - 
at least for perishables and as far as possible 
such additional capacity should be developed on 
Mail, Express or long distance fast passenger 
trains, so that both transit time and transhipments 
en route are reduced to the minimum. This matter 
deserves the highest priority. Now that many new 
passenger trains have been introduced and 
over-crowding has ceased .to be a pressing problem, 

I am of the opinion that the next lot of diesels 
should be used to haul selected unimportant or 
less popular Express trains whose loads should be 
augmented with adequate parcels vans for clearance 
of parcels between important points like Calcutta-Delhi 



Madras-Bombay, Delhi-Bombay, Ahmedabad-Delhi, 

Bombay Central-Dehra Dun, Pathankot-Sealdah. In 
this way not only will parcel earnings be increased, 
but claims on parcels will also be reduced. The 
public, I feel, would even be willing to pay a small 
surcharge on the parcels carried by direct Mail or 
Express trains. Any scheme of claims prevention 
will have to accord a high place to the rationalised 
and speedy movement of parcels. 

Shortage of Staff 

1312. Enquiries at many parcel offices indicate 
a shortage of staff - particularly at stations 
where traffic in perishables is heavy. This 
shortage of staff results in short cut methods of 
work and inevitably takes its toll in the form of 
claims. Acceptance, marking, counting, weighment 
and loading or unloading of parcels are altogether 
ignored or left to the merchants or to porters. 

One serious flaw, well known to railway administrations, 
is that there is no proper system of taking over and 
making over of parcels between station staff and 
guards; parcels, far from being tallied with summaries, 
are not even counted at the time of taking over and 
making over, because neither time nor staff are 
available. Since trains are run in order to carry 
traffic, adequate stoppages should be provided on 
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passenger trains to permit of loading and unloading 
in a proper manner; and there should also be adequate 
staff for this purpose on trains and adequate 
labour and staff at stations. Railways should 
keep under constant review the requirements of 
labour and staff in parcel offices, Luggage Guards 
or Parcel Delivery Clerks on trains and the 
stoppages of passenger, Mail and Express trains. 
Provision of staff and labour should not be based 
on the average number of parcels handled but should 
take full account of the conditions prevailing at 
the time of grouping of passenger trains. 

1313. There is a great demand from the public 
for parcels being carried by really fast, long 
distance and reliable trains. As railways have 
lost and are still losing high rated traffic and 
are making serious efforts to recapture it, it is 
worthwhile for railways to make a determined effort 
to get back high rated traffic in the form of parcels 
rather than goods. 

1314. Parcel traffic is evidently on the increase. 
The large stacks of parcels which may be seen lying 
on the platforms of many stations are a visible 

sign of it: and these stacks include many big-sized 
packages which would normally be expected to move 
by Goods trains. Parcel traffic bears high freight. 
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As the following table shows, even the traffic 
carried at half parcel rates earns as much freight 
as the so-called high rated traffic (piece goods, 
tea, leather goods) when carried by Goods train. 

And the cost of parcels carried by regular passenger 
trains is only marginal. 


Rate per qunital in rupees 


Goods (Smalls) 

ittign rated Commodities) 

Colours and lyes 

Piece Goods 

Tea 

Leather Goods 
(N.O.C.) 

Parcels 

Half-parcel rates 
Betel Leaves 
Pull parcel rates 


200 Km 
Rs. 

1000 Km 
Rs. 

2000 Km 
Rs. 

3.55 

11.14 

18.55 

3.91 

12.30 

20.49 

4.26 

13.45 

22.42 

SffPw 

14.02 

23.38 

5.14 

16.33 

27.25 

8.67 

27.85 

46.57 

10.79 

34.76 

58.16 


1315. 
nursed. 


/Parcel 

By all accounts/traffic deserves to be 
It is simply waiting to be carried - if 


railways will only provide the necessary transport 
and facilities. 
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C HAPTER 14 
Perishables 

1401. It is necessary to draw special attention 
to the claims on perishables, as one out of every 
four claims is a claim on perishables . 

1402. Perishable traffic includes, fresh fruits, 
vegetables, potatoes, onions, betel-leaves, eggs, 
butter, fish, etc. While potatoes ana onions in 
full loads are mostly booked and carried by goods 
trains, other perishable traffic is mostly booked 
at parcels rates and carried by parcel or passenger 
or mail and express trains. 

1403. Separate statistics of perishable traffic 
booked as parcels are not available. But statistics 
of perishable traffic (fruits and vegetables, 
fresh) booked as goods during the last three years 
are - 

Tonnes Average Earnings 

originating lead (In lakhs 

(In thousands) fKms .) of rupees) 


1966-67 

740 

992 

372 

1967-68 

736 

1049 

382 

1968-69 

668 

1119 

361 


1404. Against thi# decreasing trend in the 
volume of goods traffic in perishables, the total 



number and amount of claims paid (including those 
on parcels) during the same period were as under - 



No. of 

%age to 

Amount 

Percentage 


claims 

total no. 

paid 

to total 


paid 

of claims 

(In lakhs 

amount 



paid. 

of Rs.) 

paid in 





claims. 

1966-67 

69,204 

21.3 

40.55 

6.64 

1967-63 

85, Hi 

22.7 

58.15 

7.27 

1968-69 

103,3:6 

24.6 

70.60 

6.94 

Percentage 
increase 
in 1968-69 

49.4 % 


74.155 



over 

1966-67. 


1405. These figures show that numerically about 
25 per cent of all claims paid are on account of 
perishable traffic, and that in recent years there 
has been a sharp increase in the number as well a 3 
amount paid on this group of commodities. The 
following observations and suggestions are made 
for the prevention of claims on perishable traffic - 


Marking and Addressing 

1406. Rules regarding marking of perishable 
baskets will have to be revised and strictly 
followed, as already discussed in para.601. There 
cannot be any substitute for or short cut to the 
'correct address' on a package which has to travel 
hundreds of kilometres, and requires to be handled 
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at junction points and delivered to the right 
consignee at the destination station. The present 
state of marking on perishables is anything but 
satisfactory. The Committee during its tour has 
seen thousands of baskets of perishables at 
different stations and found that - 

(i) On most of the packages, there were no 
railway marks.' 

(ii) Private marks consisted of code initials 
e.g., *PK' or 'IG' or *NC', written with 
ink on the baskets. 

(iii) Some baskets had small labels of ordinary 
paper inserted in between the wicker-work 
containing names of the sender and the 
forwarding station, but not those of the 
consignee and the destination station; 
even these labels are deliberately so 
placed that they cannot be read without 
reversing, the intention being to keep 
the Sender's name secret. 

1407. It is essential that the consignee's full 
name and address be shown on all packages containing 
perishables because generally their delivery has to 
be given on General Indemnity notes in absence of 
the Parcel Way bills, and the only authority by 
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which the rightful owner can be ••'‘identified is the 
address on the package itself. Delivery of 
perishables cannot be deferred even for a day in 
order to make enquiries about the correct destination 
or consignee. 

Shortage of Loading space on trains 
1408. One of the main causes of loss of complete 
packages is mis-despatch. One of its chief causes 
is loading in a mixed up condition due to 
insufficient space in the luggage compartment of 
brake vans. The staff of the stations on the 
Central and Northern Railways bitterly complained., 
of perishable parcels from Southern Railway being 
loaded in vans (V.P's) in such a mixed up condition, 
that unloading of some packages short of destination 
or their over-carriage is almost a daily occurrence. 
The Committee checked unloading of parcels from 
17 DN Madras-Delhi Janta Express at Jhansi on 
24.12.*69, and found that 8 packages of Bina and 
15 of Bhopal had been over-carried to Jhansi while 
7 packages of Gwalior, 51 of Agra and 44 of Mathura 
had been unloaded short of destination. This 
happened because of haphazard loading at Madras 
making it impossible to sort out the packages during 
the scheduled halts at the stations en route. All 
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these over-carried or short-carried perishable 
packages have to be despatched by other trains 
depending on the availability of room therein. 

The problem is accentuated because in the absence 
of marks on many packages, the destination station 
remains unknown. The result is obvious - either 
non-delivery or damage due to delay. As time is 
the essence of the contract of carriage for 
perishables, delay is fatal. 

1409. Railways, particularly the Southern Railway, 
must study the flow of traffic destination-wise, 
and rationalise their loading programme at each 
important booking station. It would be helpful if 
the vans are suitably compartmentalised, with 
movable or immovable partitions, so that packages 
meant for each big destination or junction are 
loaded in separate compartments. But what is 
essential is that ample parcel room be provided 
on trains,. so that parcels can be stacked, therein 
in separate and checkable lots. For destination 
stations, with less traffic, the suggestion to 
provide big coir-containers to accommodate 5 to 
10 packages in each could also be considered and 
tried out. It would even be worthwhile running 
a regular V.P, between Madras and Lucknow, 
containing parcels for Jhansi, Kanpur and Lucknow. 



Nick of time booking 

1410. Another peculiar feature of perishable 
traffic is that large numbers of baskets are 
tendered at the station for booking in the nick 
of time, that is, just before train time. In 
consequence, enough time is not available for 
checking the condition and weight of packages, 
writing of railway marks and preparation of Railway 
Receipts and loading summary. Sometimes, booking 
is done after despatch. Cases have also come to 
the notice of the Committee where Parcel Way Bills 
were issued but packages could not be loaded for 
want of room in the train or where parcels were 
despatched without issue of Parcel Way Bills. 
Non-receipt of destination copy of Parcel Way Bill 
through the guards, and non-receipt of summaries 
in the sealed vans are common irregularities 
reported. In fact the problem of 'Memo-deliveries’ 
at large stations like Howrah, Bombay V.T., Delhi, 
Ahmedabad, Kanpur and Nagpur has assumed such 
proportions that unless booking, weighment, marking 
and loading of perishables are set on a proper 
footing the Railways would continue to pay heavy 
claims. The problem should be tackled in two ways. 
Firstly, every effort should be made by railways "to 
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persuade trade to bring their packages ‘co the 
station for booking as early as possible. Secondly, 
the number of railway staff and labour should be 
enough for completing all the work - including 
issue of railway receipts and loading - within the 
time available before the departure of the train. 
This is a matter which should receive attention at 
fairly high levels on railways. 

Delivery without collection of Railway Receipts 
1411. Somehow or other, a practice has grown up 
in almost all parts of the country that dealers 
in perishables do not surrender Parcel Way Bills 
(Railway Receipts) either before or after delivery. 
The Railway Board issued instructions in 1963, 
that consignments of perishables for which both 
Parcel Way Bill and Railway Receipt are not 
available should not normally be delivered unless 
the claimant deposits the value with the Railway 
(to be refunded after production of the Railway 
Receipt or connection of the package otherwise). 
These instructions are followed by some stations 
but not by others. Even at stations like Lucknow 
and Nagpur where this deposit-system has been 
introduced, the Committee noted that the amounts 
deposited are much less than the actual value of 
the parcels. 
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1412. If packages are properly address ed by 
senders and also properly marked by railway staff 
at forwarding stations, such difficulties will not 
arise at destination stations. It is, therefore, 
essential that all perishable packages should show 
the full name and address of the consignee and the 
destination station, before they are accepted for 
booking. 

Delay in transit 

1413* Delay in transit is undoubtedly one of the 
main causes of deterioration of perishables. 
Movement of perishables by the fastest available 
trains, without any detention at junctions en-route 
is an obvious necessity, which needs no stress. 

The special importance which was attached to quick 
transportation of perishables in the past would be 
obvious from the following foot-note appearing on 
every Parcel Way Bill issued by Ex South Indian 
Railway - 

"If a perishable or urgent consignment is 
■detained anywhere for more than 3 hours, 
a telegram must be sent to the Chief 
Commercial Superintendent, giving way-bill 
particulars, reasons for detention and the 
train by which the consignment will be 
despatched." 

I have quoted this not to recommend that a similar 
procedure should also be followed now - as the 
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traffic has since grown so much that it will not 
be practicable to do so - but to bring out the 
urgency which the Management must attach to the 
carriage of perishables. 

Condition of commodity at the time of booking 
1414. Because of its perishable nature, it is 
necessary to consider the condition of the 
consignment at the time of booking. The fruits 
or vegetables or betel-leaves may be over-ripe or 
in partly rotten condition at the time of booking; 
if so, they may get damaged even within the normal 
transit time. In such cases, if. the consignment 
reaches destination in the normal period, the 
railways are no doubt not liable but the consignor 
has also not much to lose. But if there is even 
a slight delay in transit which the railways cannot 
satisfactorily explain as unavoidable, they become 
liable to pay the damages. As a matter of fact in 
such cases the owners may be more interested in 
getting their articles delayed in transit than in 
their reaching destination, in time; and they can 
easily manage the former. It is not possible to 
open every basket or bag to examine the condition 
of its contents at the time of booking. But this 
is an aspect that must be kept in mind at the. time 
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of settlement % of claims. Special care should be 
taken, when the commodity booked from a station 
does not grow at that place or when the baskets, 
offered on the previous days had not been booked 
for want of room in the train as well as in case 
of consignments booked about the close of the 
season. For instance, during the course of its 
investigation, the Committee found that when a 
restriction was imposed in the months May-September 
1969 on booking of betel-leaves from Tirur (Southern* 
Railway), the baskets were carried by road to 
Bombay and booked from Grant Road Station. In 
such cases, the consignments had already suffered 
some detention before they were tendered for 
booking by the railway. 

1415. The Railway Claims Committee during the 
course of its examination on one railway found 
that claims on Perishable parcels - even those 
where heavy amounts and long hauls are involved - 
are being paid whenever the time taken in transit 
exceeds the normal or minimum transit time by a 
day or more and the consignment is found deteriorated 
at destination. 



-163- 


1416. As perishables are generally booked at 
Owner's Risk, the Railway's liability in regard 
to them is governed by Section 74(3) of the Indian 
Railways Act - reproduced below:- 

"When any animals or goods are deemed to 
have been tendered to be carried, or are 
carried, at the owner's risk rate, then, 
notwithstanding anything contained in 
section 73> the railway administration 
shall not be responsible for any loss, 
destruction, damage, deterioration or 
non-delivery in transit, of such animals 
or goods, from whatever cause arising, 
except upon proof that such loss, 
destruction, damage, deterioration or 
non-delivery was due to negligence or 
misconduct on the part of the railway 
administration or of any of its servants." 


1417. Clearly according to the law, Railways are 
not responsible for deterioration of such goods 
if the detentions to them were unavoidable or if 
the goods when tendered for despatch were already 
in a ripe or overripe condition and therefore 
unable to stand the normal duration of transit. 


1418. It is appreciated that in dealing with 
petty claims on perishables, whose number is large, 
the use of a rough and ready formula based 
on the normal transit time may be all but inescapble. 
But in cases of heavy claims or when a ]a rge n um ber 
of small consignments are received by the same train 
or wagon in a deteriorated condition, thorough 
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enquiries should be made right from the booking 
station upto the destination station to determine - 

(a) the location and causes of detentions and 

(b) the condition of the consignment at 
different points during the course of 
its transit. 

For this purpose statements of staff should be 
recorded and copies of the relevant Damage & 
Deficiency messages (if any) should be obtained 
and studied. Avoidable detentions should be taken 
up with the staff at fault and remedial steps taken 
to eliminate the detentions. 

1419. Further it should be realised that even 
where the detentions are found to have been due to 
carelessness on the part of railway staff, the 
Railway is liable only for the extent of 
deterioration attributable to the delay that 
occurred on the Railway and not necessarily for the 
full amount of damage assessed at destination. 

Thus no claim would be payable if the D.D.Message 
from an earlier station shows that the consignment 
when received there was already in a rotten 
condition even before the expiry of the time it 
would normally have taken to reach the booked 
destination. Following the same principle, if at 
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an intermediate junction, goods were found to be 
showing signs of deterioration (though not 
completely rotten), as disclosed by the 3).D.Message, 
the Railway would be liable not for the full 
assessed loss but only for the assessed loss less 
the damage the goods would have in any case 
sustained asramcif they had reached destination in 
the normal time. The claim in the latter instance 
would be one for part settlement by negotiation 
if the Railway is found responsible for delays. 


1420. while granting assessment of damage on 
perishables, it should be borne in mind that some 
deterioration even in normal period of transit is: 
inherent. For instance, this is what Additional 
Director of Agriculture, Government of West Bengal, 
Calcutta, writes - 

“When a more or less normal time is taken 
in transit, the average percentage loss 
of the fruits like Darjeeling Oranges, 
Malda Mangoes and Champa variety of 
banana of the Hooghly dist. - due to 
Rly. transhipment from the assembling 
centres to the terminal points are 
found to be as follows - as per our 
studies in finding out this loss in 
3 different years 


(Table on next page). 
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SI. 

Name of the 

Year of 

Extent of 

Quantum 

No. 

fruits 

Study 

transport 

of loss 

1. 

Darjeeling 

Orange 

1961-63 

Prom the 
assembling 

11.71$ 


centres to the 
terminal markets 
(generally within 
the State of 
West Bengal). 


2. 

Maida Mango 

1961-63 

-do- 

3$ to 3% 

3. 

Banana 

1964, 




(Champa 

1966 and 

-do- 

2.91$ 


variety) 

1968 


to 


6.03 % 


It would be useful to get similar studies made and 
circulate expert opinion to the assessing officials 
and the mercantile community * 
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CHAPTER 15 


Betel Leaves 

1501. One single commodity amongst perishables 
which accounts for the largest number of claims is 
'Betel-leaves'. For instance on the Northern Railway, 
the numbers of claims received on betel leaves and 
on all perishables in three years were - 

No. of claims received by Northern Railway 


Year 

Betel-leaves 

All perishables 
(including 
betel leaves). 

$ 

age. _ 

1966-67 

11,057 

28,273 

39$ 

1967-68 

12,499 

32,989 

38 $ 

1968-69 

15,793 

37,106 

43$ 

1502. 

On the Central 

Railway 25$ to 30$ of 

the 


amount paid on perishables is paid on betel leaves 
traffic alone. 

1503. North Eastern Railway made a test analysis 
of 200 cases paid on Betel leaf consignments in 
March, 1969 with the following results - 



No. of 
cases 

Amount of 

claims 

paid 

Percentage of 
the number to 
the total 

Non-receipt of 
complete 
package/s 

166 

Rs. 12,202 


83$ 

Pilferage 

26 

Rs. 849 


13$ 

Damage 

8 

Rs. 450 


4$ 
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1504. It shows that most of the claims on betel 
leaf consignments are due to non-delivery. Of 166 
claims for non-receipt, despatch particulars from 
originating, stations on the Southern, South Eastern 
and Western Railways were available in respect of 
22 cases only. .This indicates that the stations 
failed to keep proper records of booking and despatch 
of betel leaf traffic. Enquiries were also made at 
intermediate junctions, but arrival particulars could 
not be traced, perhaps due to non-marking of baskets. 

1505. Another point which was noticed is that 
Betel leaf consignments from Southern Railway for 
North Eastern Railway are sent to Delhi (instead of 
being unloaded at Mathura Junction) and from Delhi 
these packages are sent back to Hathras and Mathura 
for stations on North Eastern Railway. This entails 
unnecessary handling and haulage and increases the 
transit time as well as chances ef exchanges and 
misdespatches. 

1506. At the suggestion of the Committee, the 
Varanasi Claims Office of the Northern Railway made 
a sample study of claims received and paid on Betel 
leaves consignments booked to stations on Lucknow, 
Moradabad and Allahabad Divisions. This study reveals 
that - 

(a) 11,722 claims on betel-leaves consignments 
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were received in these three Divisions in 
a period of one year; , involving an amount 
of Rs. 83 lakhs. 

(b) 9>696 claims were paid during the same 
period i.e. 83 per cent of claims were paid. 

(c) Of 200 sample claims on betel leaves 
consignments booked to Kanpur, 134 were 
for non-delivery of complete packages, 

19 for delay in transit due to over-carriage, 
40 for delay in transit due to detention 
and 7 for pilferage. 

(d) 69 out of 200 claim consignments booked 
from the South to Kanpur were sent via 
Agra Gantt instead of via Jhansi. 

(e) Of 131 consignments sent via Jhansi, 13 were 
misdespatched to Lucknow by Jhansi staff and 
49 were detected short from sealed vans 
prepared by Jhansi staff. 

(f) Consignees take delivery of consignments 
received on mema (that is* without Parcel Way 
Bill) on deposit of a nominal value of the 
consignments but do not surrender the railway 
receipts even subsequently to realise the 
amount deposited by them. 

1507. Separate figures of freight earnings on 
betel leaves are not available, but it is felt that 
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a very large portion of earnings on betel leaves is 
paid back in the form of compensation for loss and 
damage. The Committee, therefore, made a special 
study of the booking of this traffic at Tirur 
(Southern Railway) which is one of the heaviest 
despatching stations for betel leaves. I personally 
paid a visit to Tirur to see things for myself and 
work out solutions for the problems that had been 
eluding the local officials. 


Betel leaves from Tirur 

1508. Nearly 1000 Parcel Way Bills are issued 
and 3000 baskets of betel leaves (BBL's) are 
despatched per day from Tirur during the busy season. 
A large number of these packages are destined for 
Delhi and via as the following despatches of one 
week will indicate - 


No. of BBL packages despatched 
from Tirur to Delhi and via. 


1 . 2.1970 
2 . 2.1970 

3.2.1970 

4.2.1970 

5.2.1970 

6 . 2.1970 
7.2.1970 


2170 

(No booking on Monday) 
1903 
1701 
1678 
1970 
1439 


1509. The peak period of this traffic is from February 


to August. The number of exporting firms engaged in 


this trade at Tirur is about 55. The packages are 
accepted for booking between 6 and 10 hours every 



day. These are loaded in a separate vehicle (V.P.) 
which leaves Tirur at 14 hrs. by 62 Passenger for 
Shoranur from where the same van is attached to 
2 Dn Mail for onward transit. The fixed value 
way-bills, ranging from Rs. 2.50 to Rs. 20/-, the 
increase being in units of 50 paise, are issued 
according to the distance and weight. In addition 
to betel leaves, fish and eggs are also booked from 

this station. The parcel office staff at this 

\ 

Station consists of 1 Chief Parcel Clerk and 7 
Assistant Parcel Clerks. The daily earnings 
attributed to betel leaves are Rs. 6,000/- to Rs. 7 
Causes and remedies of the haphazard and 
irregular booking, loading and despatch, which 
ultimately lead to loss of betel leaf baskets, are 
discussed in the following paragraphs. 

P 

^Private Marl 

1510. Senders generally attach two labels to 
each basket - one of card board showing the name of 
the sender and destination station and the other of 
leather showing the name of the destination station. 
In addition, some of the basket^4.1so carry private 
marks on the wicker work. But the consignee’s 
name is nowhere shown - instead some code marks 

are given, which do not convey anything to the 
Railway staff. I was told that the consignee's name 
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is intentionally concealed as a trade secret. This 
system has been in vogue for a long time and the 
loial officials have accepted it as inevitable in 
the circumstances, and even in Parcels way bills, 

'they have been showing only the code of the consignee's 
name. The rules require the- consignee's name/to^e 1 * 638 
shown on each parcel and this is inescapable if the 
parcels are to reach the correct persons. W!hen I 
explained the necessity for this precaution to the 
officials and merchants present, they all admitted 
that the consignee’s name had to be shown in 
Forwarding Notes, on the baskets as well as in the 
Parcel Way bills. The merchants present undertook 
to do this in the following manner - 

(1) In all forwarding notes full name of the 
consignee will be shown for example 
S.K. Khan, B.K. Arora; 

(2) on the card label attached to each basket 
the full name of the consignee and the 
destination station will be shown, as in 
the forwarding note, and 

(3) on the body of each basket the consignee's 
name in brief and the code initials of the 


destination station will be shown thus: 
Khan/DLI or S.A.Khan/DLI. 
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Railway Marks 

1511. Railway staff are required to tag another 
tie-on-label giving railway marks on each basket. 
These tie-on-labels are always in short supply. 
Indents placed in 1967 had not been met till 
November* 1969. Thereafter only 700 (P) labels 
were received from Stores, although the daily 
consumption is 3000 labels. The railway should fix 
the scale of supply and ensure that the supply is 
made regularly. 

1512. In the absence of railway's own labels, the 
back of the senders' card labels is being used to 
show.the railway marks. But to cope with the rush 
of traffic Tirur.. station has devised its own system 
of railway marks. For each basket the serial,number 
of acceptances (called the Forwarding Note Number) 
is shown,on the label instead of the Parcel Way 
Bill number. The Forwarding Note, numbers are also 
shown on the Parcel Way Bills, but as many way-bills 
do not reach the destination and as the consignee's 
name is shown in codes, the staff at destination 
have.no means of knowing to which merchant any , 
particular basket belongs which has arrived without 
Way-Bill. This, no doubt, is a major cause of the 
high incidence of memo deliveries at destination 
stations and also of claims. 



-174- 


1513• The present practice is that each merchant 

tenders a combined list of all the consignments 

required to be despatched to different places, 

giving the number of baskets, the name of the 

destination station and the code of the consignee. 

The Railway staff allot the Forwarding Note number 

for each consignment beginning with 1 every morning. 

This is very convenient.to them, whereas it would 

take considerable time if they were to show the 

Parcel Way Bill number as it will have to be picked 

out from 3b books of different money values in use 

at the same time. I discussed this matter with 

the officials and merchants present and suggested 

to them that this difficulty can be easily solved 

Bispatc 

if the merchants will make out a separate/list of 
consignments corresponding to each money valus. 

Thus all consignments for one and the same Fmey 
Value will be already sorted out and staff will be 
readily able to allot parcel Way Bill numbers to 
them in serial order. The Railway officials and 
merchants agreed to implement this suggestion 
forthwith. 

Delay in preparation of Parcel Way Billj ' 

1514. Another ma.-'or difficulty is that through 
sheer lack of time many parcels have to be despatched 
before their Parcel Way bills have beef prepared.. 
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At present, the acceptance time is from b to 10 
hours and all the parcels have to be dispatched by 
14 hours. During this period about 3000 baskets 
have to be weighed, marked ^nd loaded and about 
1000 Parcel Way bills have to be prepared* The 
man-power available is not sufficient to complete 
all the work within the time available. The 
dispatch of hundreds of perishable parcels before 
their Parcel Way bills have even been prepared is 
a major cause of claims. The Railway should review 
the arrangements for the handling of this traffic. 

Earlier timings may be fixed for the acceptance of 
betel leaves: some of the merchants were agreeable 
to bring their baskets at 2 or 3 A.M., if Railway 
work is facilitated thereby. 

Staff 

1515. Adequate staff should be provided at this 
station so that all parcels are accompanied by 
their Way-bills and guidances can be prepared well 
before the departure of the train, that is 14 hours. 

It was represented to the Committee that the existing strength 
of Parcel Clerks at' Tirur is not adequate for proper 
documentation and supervision. Many baskets are 
despatched without their Parcel Way Bills, though 
even the Chief Parcel Clerk writes out way bills. 

Two parcel clerks were withdrawn in 1968. The 
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Southern Railway should examine this aspect early, 
as the Parcel office at Tirur is obviously short 
handed. The Committee would only like to stress 
that saving of a few parcel clerks at the cost of 
efficiency is bad economy; for much more is being 
paid in claims than what the additional staff would 
cost. 

1516. By.Chief Commercial Superintendent, who was 
present at the discussions at Tirur, promised to 
make all necessary arrangements. 

Automatic Weighing Machines 

1517. To facilitate weighment of such a large 
number of baskets in a short time the existing 
weighing machines should be replaced with Dial type 
or automatic weighing machines. 

Supply of Parcel Vans 

1518. In view of the perishable nature of this 
traffic, it is necessary that V.P s are supplied to 
this station regularly. Enquiries made by the 
Inspectors attached to the Committee indicate that 
in the past failures in the daily supply of parcel 
van have been frequent. When the V.P. is not 
received at Tirur on a day, the consignments of 
BBL of that day are booked next day or even a day 
later. These delayed bookings do contribute to 
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deterioration of the materials giving rise to 
claims. The Committee has seen a representation 
of the merchants of Tirur addressed to the Southern 
Railway administration and the Railway Board, an 
extract of which is reproduced here - 

"In the past, several instances had been 
brought to the notice of the authorities 
when successively the exporters at Tirur 
had had to be deprived of VPU vans for 
days and weeks together. You will, 
please realise the loss and inconvenience 
for which, a multitude of people connected 
with this business would be subjected to 
by this sudden and unexpected denials of 
VPU vans. A single d^y’s non-availability 
of necessary means of transport means 
loss of thousands of rupees to the traders 
and exporters, cultivators and to-the 
workers alike, the latter sometimes even 
confronting starvation." 

1519. During the summer season, there is an 
increased demand for movement of mango traffic, 
and as such the parcel van, on its return trip, is 
sometimes detached either at Madras or some other 
station depriving Tirur of its regular traffic. 

It is recommended that there should be an adequate 
number of Parcel Vans so that the requirements of 
all stations at the peak of the season may be met 
properly. A close watch should also be kept on 
the movement of Parcel Vans both loaded and empty. 

1520. Loading of baskets is also not satisfactory. 
The parcel office at Tirur is on the other side of 
the city, whereas the parcel van is placed on the 
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city side. The baskets are thus taken through the 
yard for loading. Thus the baskets are liable to 
be damaged in thee handling at the very booking 
point. Either a siding may be provided near the 
parcel office or the parcel office may be shifted 
to the goods shed (city) side. 


Weight of individual basket 

1521. At Tirur betel leaves are packed in small 
baskets weighing 4^ to 5 Kg. each. As far as I am 
aware such small baskets are not used anywhere else 
in India. Mr. A.A. Brown in his report wrote as 
follows: 

"An endeavour should be made to induce 
senders to pack betel leaves in baskets 
of not less than ten seers in weight. 

To consign in smaller parcels, as is 
now the practice, creates problems 
both in respect of labelling and 
handling. If co-operation cannot be 
secured by negotiation, the question 
of making the betel leaves scale 
inapplicable to individual packages 
of less than 10 seers in weight should 
be considered.*' 

Southern Railway should make efforts to persuade 
trade to dispatch betel leaves in baskets of 10 Kg. 
each. ' If this can be arranged, the magnitude of 
all the problems connected with marking, weighment, 
booking and loading, etc. will be reduced. 




- 179 - 


Ad.justment of weight 

1522. The minimum chargeable freight for a 
basket of 5 Kg. is Rs. 2.50. If, on weighment, a 
basket is found to contain little more than 5 Kgs., 
the excess weight is extracted by the consignor to 
save additional payment of 50 paise of the next 
range. This crude method of reducing the weight 
of the consignment at the last minute by disturbing 
the original packing is one of the potential causes 
further loss in transit. Such last-minute 
disturbance of the packing should not be allowed 
and the trade should be persuaded to pay freight 
as per weight originally offered. 
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CHAPTER 16 


Tea 


1601* 4.53 per cent of the total compensation 

paid is on tea. The number and amount of claims 

paid on tea during 1968-69, as compared to the 

previous fro years, were - 

Number of claims Amount paid 
_ ( In lakhs of Rs.) 


1966-67 

12,222 

21.11 

1967-68 

12,239 

30.60 

1968-69 

17,156 

46.28 

Percentage increase 

in 1968-69 over 
1966-67. 

40.4# 

119# 


1602. This increase of 119# in the amount paid 
in a period of two years cannot be attributed 
either to the increase in traffic or to the rise in 
prices. The figures are - 

Tea Traffic Price*Index of Tea 


(Tonnes originating (1952-53 as base) 
in thousands) in the last week 


of the year 



Plain 

Clean 

Medium 



ortho¬ 

Plain 

B.P-. 



dox 

Pekoe 


1966*67 

291 

193.0 

155.7 

165,9 

1967-68 

255 

200.9 

173.5 

173.3 

1968-69 

260 

172.5 

165.9 

146.5 


1603. The rail movement of tea is mostly by 
goods. The ratio of amount of compensation paid to 
goods earnings from tea was 5.97 in 1966-67, 9.76 in 
1967-68 and 14.29 in 1968-69. These figures are 
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indeed alarming and call for some effective remedial 
measures. The Railways certainly cannot afford to 
pay back 14 per cent of its earnings from tea in 
the form of compensation for loss and damage. 

1604, The main causes of claims on tea and the 
main paying Railways are - 

Amount Paid (1968-69)(Lakhs of Rs.) 



Eastern 

Western 

Central 

All 

Railways 


i)Damage by wet 14,59 

1,36 

0.46 

16.88 


5 ii)Breakage 7,25 

i agS 

$iii)Pilferage through 
{ Body holes 8,78 

y 

- 

mm 

7,25 

Partial 

Shortage 

- 

0*04 

8.93 


f iv)Unlocated 
| Pilferage 0.36 

4.99 

1.59 

9.03 


All causes 32.03 

7.27 

2.62 

46*28 


(including other 

miscellaneous 

causes) 

It will be noted from the data given above that the 
Eastern Railway pays more than, two-third of the 
total tea claims. It will also be seen that about 
one-third of the payment is on account of damage 
by wet and about two-third on account of partial 
shortage due to breakage or pilferage or both. 

1605, The Committee studied a large number of 
files of tea claims on the Eastern, Central, 

Northern and Western Railways, and also got .detailed 
enquiries made on the N.F. Railway regarding the 
booking, loading, packing, etc. 



-1 82 - 


1606. Prom tea gardens, tea in bulk is generally- 
packed in ply-wood chests. According to the Goods 
Tariff, ply-wood chests should conform* to I.S.I. 
Specification ISjIO- 1953 (Revised). Firstly, this 
specification has gone a second Revision vide 
ISj1Cul964 and the Tariff should be amended to this 
effect. Secondly, the requirements of this I.S.I, 
Specification are neither explained in the Goods 
Tariff nor in the Commercial Manual, N.F, Railway 
is the main loading -railway of tea, but the details of 
I,S.I. Specification, have not been intimated to 

the booking staff even by a notification in the 

% 

Gazette. The Committee, therefore, found that the 
staff are totally ignorant .of the requirements of 
this packing condition. The only saving feature 
is that according to clause 10.3 of ISjlO-1964, 
each ply-wood panel may be marked with the I.S.I. 
certification mark, the presence of which is an 
assurance that the chest is up to I.S.I. Specification , 
Still it is necessary for N.F. and Eastern Railways, 
where most of the tea is booked, to hnre periodical 
checks made to satisfy themselves that the ply-wood 
chests used by trade satisfy the prescribed 
specifications. 

1607. Another feature which has come out 
conspicuous in the study is that the amount paid 
per claim is much less when tea is packed in wooden 



- 183 - 


cases than when it is packed in chests* Perusal of 
699 files of claims paid by the Central. Eastern, 
Northern and Western Railways revealed the following 
results.- 

’ No* of Amount Average amount 

claims Paid of c lai m 

Tea in Chests 565 Rs*1 ,41,005/- Rs*249/~ 

Tea in wooden cases 134 Rs. 11,424/- Rs« 85/- 

Even when tea is packed in chests, but if it is 
covered with gunny the incidence of breakage and 
pilferage is much reduced. Western Railway made 
an extensive sample check of tea chests in 1968* 
During the'period of check, January 1968 to 
November 1968, 2085 consignments comprising 

9 

1,31,207 ted chests were received in gunny cover 
and 2595 consignments comprising 1,20,922 tea chests 
were received without gunny cover from Eastern, 
South Eastern, N*F, and Southern Railways* Out of 
gunny covered chests, 1732 chests or 1,32$ were 
found broken, and out of the non-gunny covered 
tea chests 7903 or 6.54$ vrere found broken. Average 
shortage per gunny packed chest was 4*75 Kgs* and 
per non-gunny packed chest was 5,52 Kgs. The 
Commercial Committee, therefore, recommended that 
when tea chests are booked beyond 1600 kms,, they 
should be covered with gunny/hessian, but on 
reconsideration, changed its earlier decision 



in meeting No,117 * I am of the opinion that the 
earlier recommendation of the Commercial Committee 
to cover with gunny the tea chests booked to long 
distances had a distinct advantage, and the 
additional cost of packing involved was comparatively 
insignificant. The important point to be boxnMn 
mind is that, if some dispatchers can voluntarily 
cover their tea-chests with gunny, why cannot the 
others do likewise? 

1608. It is of utmost importance that tea is 
loaded in good water-tight wagons and there is 
adequate covered area at stations and in the 
sidings for protection against rain at the time of 
loading. It is not enough merely to see »WT* mark 
on the wagon. Water-tightness of the wagons 
supplied for tea loading should be carefully 
examined by the Station Master personally and if 
any failure is noticed, Station Master should be 
held personally responsible. If good water-tight 
wagons are used, incidence of damage by wet should 
appreciably come down* 

1609* In the course of study, it also cane to 
the notice of the Committee that the assessment of 
damage allowed by Tea Brokers on consignments of 
tea booked to Calcutta area is very much higher 
than that allowed by the Claims Inspectors/Senior 
Subordinates at other stations as will b<? evident 
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from the following sample study - 

No, of - No, of Quantity Average 

consign- chests damaged quantity 

Bents affected per chest 

- - - __ _________ affected_ 

1• Assessment made by 

Brokers (in Calcutta) 37 304 4177 Ivgs, 13,0 Kgs. 

2 . Assessment made by 
Inspectors and Station 
Masters (at Tundla 

and Kanpur) • 10 3 05 1 29 Ivgs. 0,4 Kgs. 


1610* It is understood that the matter of 
associating Railway Inspectors with the Brokers in 
the assessment was taken up by the Eastern Railway 
with the Calcutta Port Commissioners, but the latter 
did not agree. When the system of assessment by 
railway staff has been working satisfactorily at 
other stations, there is no reason for the railway 
to depend on a third party in case of consignments 
of tea booked to Calcutta area. The matter needs t 
taking up in consultation with the Tea Board in 
order to have a better control, 

1611, The incidence of breakage/pilferage on 
consignments booked to Calcutta Port Commissioners' 
area has been found to be on the high side. On 
enquiries made by an Inspector attached to this 
Committee it was seen that during a period from 
21,6,69 to 30*6,69 out of 15,028 chests tea, 
unloaded from 80 wagons at Kalighat (Eastern Ely#) 

f 

86 chests, i.e,, were received in burst or 
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pilfered condition; whereas in 10,183 chests 
unloaded from 63 wagons at Hide Road Ware House 
(C.P.C.) during the same period as many as 1,052 
chests or 10*3$ were reported to have been received 
in burst or pilfered condition. The particulars 
under which all these chests were loaded/ 
transhipped at the booking/transhipment point were 
also checked, but the incidence of breakage was 
found to be nominal. It may be that some chests 
burst while being transhipped into Broad Gauge 
wagons, but the above figures give rise to a 
strong presumption that shortages are being 
exaggerated in the Port Commissioners* area. It 
is, therefore, necessary for railways to take 
suitable remedial action, 

1612, Efforts should be intensified to divert 
tea traffic from stations on C.P.C, Railway to 
stations on the Eastern Railway such as Sealdah 
and Kalighat, This has also been suggested by the 
Indian Tea Association who have written to the 
Committee as follows*- 

»The Association suggests that consider-- 
ation might perhaps be given to the non-- 
export teas at least being delivered to 
some alternative terminal outside the' 
Port Commissioner fe* jurisdiction," 

1613, For the greater safe cy of the goods, 
trade should be encouraged to book their export 
tep. by the all metre gauge route from Assam to 
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Kandla Port. I was told that some block rakes sent 
in this manner some time back reached destination 
with their contents in very good condition# 

1614# Assessment of tea consignments received 
at Eastern Railway stations like Kalighat and 
Sealdah should be made by Railway staff and not by 
Tea brokers, as is the practice all over the 
railways# 

1615* As claims on tea consignments art paid 
by Eastern Railway, that Railway should exsrcise 
some supervision over the deliveries and assessments 
made at Calcutta Port Commissioners# A suitable 
working arrangement should be arrived at in 
consultation with the Port.Trust# 

1616# The present practice in regard to tea 
consignments received in Calcutta area is that the 
quantitative assessment of damage or shortage is 
made at the time of delivery, but the determination 
of its monetary value is done only after the 
individual packages affected have actually been 
sold. Such auctions are usually held two months 
after the arrival of goods* Claimants, therefore, 
prefer their claims in instalments. First comes 
the formal claim without specifying the amount? 
thereafter, some months later, come one or more 
bills. As different packages belonging to one 
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consignment may be sold at different times, a 
claimant may have to send several bills, one after 
another, in connection with the same claim* This 
piecemeal preferment of claims throws much additional 
work on Claims Offices and delays often occur in 
connecting the bills to their respective files® 
Therefore, settleiaent of claims on tea is often 
badly delayed and the Indian Tea Association have 
complained about these delays. To improve the 
position, the Eastern Railway should come to an 
arrangement with the Tea Association so that the 
monetary value of the loss or damage is determined 
at the time of delivery on the basis of the prices 
then prevailing, as is done in the case of other 
commodities. Truly speaking, the prices prevailing 
on the date of delivery are more relevant than those 
prevailing two or three months later - during which 
damaged tea is liable to deteriorate further. The 
proposed arrangement will reduce the work load in 
claims offices and speed up the settlement of 
claims. 
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CHAPILR. 17 
Iron and Steel 

1701. This group of commodities includes not only 
structurals "but also machinery. A sum of Rs*39• 75 
lakhs was paid as compensation on iron and steel 
consignments in 1968-69. This formed 4 per cent of 
the total amount paid and 0.60 per cent of the total 
earnings from this commodity. The problem is much 
more acute than what these figures indicate in as much 
as that (i) a number of claims on iron and steel 
consignments are repudiated on the ground of 1 said- 
to-contain’ railway receipts or on the ground of 
non-reweighment at the destination stations and 

(ii) a large number of wagons of iron and steel 
remain unconnected which are traced after long periods 
and prolonged enquiries. It may also be kept in view 
that several repudiated claims on iron and steel are 
sub-judice. 

1702, The cause-wise break-up of the .amount paid 
on iron and steel consignments in 1968-69 was as under 


(Table on next page) 
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Cause-wise analysis of amount paid- 
on -iron and steel consignments. 


(I 

n thousands 

Amount 
oi kupees) 

1. Theft of complete packages/ 
consignments. 


89 

2. Loss of complete packages/ 
consignments. 



a) Prom seals intact wagons 

204 


b) Prom Guard to Guard 

80 


c) Unlocalised loss from 
open wagons. 

683 


d) Other unlocalised loss 

e) Total 

1 ,563 

2,530 

3. Pilferage 


909 

4. Others 


447 


Totals 

3,975 


1703. One of the major difficulties in regard to 
steel structurals is that of marking, addressing and 
labelling. The bulk of this traffic is booked by 
Steel Plants from their private sidings. It has 
been reported to the Committee that structurals 
despatched by Steel Plants bear neither any private 
marks nor railway marks and as a result they often 
go astray. This matter was considered by the Claims 
Prevention Officers of all Indian Railways in the 
past and they recommended that - 

"i) The question of private marking by the 

Plants should be pursued at the appropriate 
level so that the name of the destination 
in full is marked at least on some pieces 
on the top layer of the wagon or metal 
tags tied on at least three.bundles on the 
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top showing the name of the destination 
station in full. 

ii) Railway marking while it is considered 
desirable does not appear to be feasible 
since it is possible to do the railway 
marking only at the time of loading when 
it is not practicable." 

These recommendations were endorsed by the Commercial 
Committee in their meetings No.111 (December, 1964) 
and 113 (lebruary, 1966). 

1704. The Efficiency Bureau also made a study of 
this problem and stressed the importance of marking 
iron and steel consignments. Its Report (1967) gave 
many useful suggestions as to how private marking 
could be conveniently done by steel plants. 

1705. Somehow the thinking hitherto has been that 
marking by the railway is not feasible, but Steel 
plants should do their own marking and Steel plants 
have been resisting it on one ground or another. So 
the present position is that neither railways nor 
Steel f actories do any marking, with the result that 
every now and then wagons become unconnected and are 
mis-delivered or fraudulently delivered, giving rise 
to claims. To break the ice, railways should take 
the initiative and give a practical demonstration as 
to how the marking can be done at the time of loading. 
So far as private marking is concerned, it boils down 
to the name of the destination station, as the name 

of the despatchers is generally embossed on the 
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articles and the consignee is. usually ’sell’, 
should 

Railways of course, make use of the man-power 

and material provided by Steel plants for the purpose 
of marking. 

1706. In my opinion, it should be quite easy for 
railways to show not only the name of the destination 
station, but even the invoice or Railway Receipt 
number on the packages at the time of loading. 

1707. I paid a visit to Rourkela Steel Plant 
along with Ly. Chief Commercial Superintendent, 

South Eastern Railway. The goods manufactured in 
this factory easily lend themselves to marking, but 
the hitch, I was told, is that as railway receipts 
are issued on the day after loading, the invoice 
number is not known and, therefore, cannot be marked 
on the packages at the time, of loading. I explained 
to the officers present that as loading is done 
according to a pre-arranged programme and the 
destination and the goods to be loaded in each wagon are 
known, it should be possible to allot the invoice 
number in advance to each consignment listed in the 
loading programme. This loading programme should be 
available with the Loading clerk before he commences 
loading. On the basis of the loading programme 
showing the invoice number for each consignment, the 
Loading clerk should have the railway marks put on 
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as many packages as possible. This scheme would require 
a slightly new kind of coordination between the 
Loading clerk and the Receipt clerk, but such 
coordination is already in force at many stations 
where loading and invoicing are done by different 
individuals working some distance apart. 

17.08. Another difficulty pointed out in this 
connection is that sometimes owing to the imposition 
of movement restrictions the destination station is 
required to be changed after the wagon has been loaded. 
As a matter of fact, such occasions should not arise. 

It is a well Recognised practice that restrictions 
do not apply to goods which have already been loaded 
and the same system should be followed even in Steel 
plants, obviating the.necessity for changing the 
destination after the goods have been loaded. Nor 
should the Steel plants be allowed to change the 
destination for their own convenience after the goods 
have been loaded. 

1709, It is suggested that the steel plant 
stations should send a daily list of all wagons 
loaded with iron and steel structurals, showing: full 
booking particulars, to the Head office of each 
Railway, for the purpose of ready reference. This 
will be helpful in connecting unconnected wagons and 
preventing mis-delivery or fraudulent delivery. 
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1710. Engineering Association of India, Bombay, told 
the Committee that heavy shortages of pig-iron are found 
from the wagons booked from stations like Bhilai and 
Rourkela; that requests for re-weighment of the goods 
are refused by the railways in most of the cases and 
as such they are not even able to lodge claims for 
shortages. Heavy shortages of pig iorn were also 
reported by the staff at Coimbatore and Belangan;j(Agra). 
For instance, out of 43 wagons of pig-iron received at 
Agra in the months of June and July 1969» shortage was 
found in 11 wagons and in some of them material was 
short to the extent of 3 to 9 tonnes. Enquiries made 
from some Security Officers revealed that foundries 
have came up at various points near the railway line, 
and that miscreants climb up into the open wagon and 
throw the material on the side of the tracks while 
the train is on run. Pig iron is an expensive material 
and has to be treated with more care than coal. As 
f^ar as possible, pig iron should be loaded in covered 
,. wagons which should be riveted. The Security Branch 
should use its detective forces to find out the 
fqundries which use such stolen goods and break the 
racket. When there is an apparent heavy shortage in 
/ the contents of a wagon, it would be only fair to 
allow reweighment, of course, on recovery of reweighment 
charges. 
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Fr6e escort'for tractors etc * 

1711* It was reported to the Committee that very 
often traotors loaded in open wagons are being 

received at stations Oh botathern Railway with pajfta 
missing* resulting in olaims* I'or instance, out of 

34 consignments of tractors booked from laridabad to 
Palghat between January and September 1968, 18 were • 
received with parts missing and delivered under 
qualified remarks* Though railways may be able to 
repudiate some of these claims, the loss and 
inconvenience to the public have still to be reckoned 
with. The lists of unconnected wagon load consignments 
compiled by different railways also show that many 
consignments of machinery lie unconnected at stations. 
1712. Thus consignments of tractors, machinery, 
etc. loaded in open wagons are subject to two ills - 
pilferage of parts and the goods becoming unconnected. 
Both these difficulties can be removed if a free 
escort is permitted for each such consignment 
occupying a full wagon. This facility is already - 
granted by railway in case of wagons loaded with 
live stock (Para 503 of I.R.C.A. Goods Tariff Part I), 
and it will be useful to extend it to tractors, motor 
vehicles and heavy machinery loaded in open wagons. 
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CHAFTER 1 8 
Piece-goo ds, 

1801. Piece-goods include textile, handloom 
and ppverloom. In 1968-69, Railways paid Fs 0 65 o 77 
lakhs as compensation for loss and damage in 
18,329 claims on piece-goods. This was 6*5 per cent 
of the total amount paid in 1968-69, 

1802. There has been a substantial increase in 
loss and damage on this commodity in recent years 
as the following figures would indicate - 



Tonnes 

Claims 

_mid . 


Originating 
(In thousands) 

HuntesE 

(in 

Amount 

thousands of Fs,) 

1966-67 

266 

15,637 

47,11 

1967-68 

328 

17,104 

55,47 

1968-69 

* 269 

18,329 

65,77 

Percentage 

T& 

17.2/6 

39,6$ 


increase in 
1968-69 over 
1966-67. 


(Note - Tonnes originating of piece-goods 
in 1960-61 were 557 thousands) 
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1803. The main causes of claims paid on this 
valuable commodity are - 

Amount of claims paid 

(In thousands of Rupees) 

Railways Thefts Loss Loss TTnloca-Pil- Damage Total 

of of of ted fera- by (ipclud- 



comple- entire entir e 
te pack- pack- 

pack- age ages 

ages, from from 
seals guard 
intact to 

__ wagons guard 

loss 

of 

comple 

te 

pack¬ 

ages. 

ge 

wet 

ing 

other 

misc. 

causes) 

Central 

6 

21 

13 

3>23_ 

3,03 

40 

8,05 

Eastern 

84 

[w 

-V> 

00 

4 

46 

3,43 

41 

9,55 

Northern 

21 

15 

3 

4,13 

2,04 

47 

7,88 

North Eastern 6 

9 

3 

3,44 

6,81 

24 

11(35 

N.F. 

2 

15 


3,76 

3,95 

1,80 

2 m 

Southern 

4 

9 

l 

48 

59 

4 

1^38 

South Central 9 

N. A. 

grow 

N.A. 

91 

5 

334 

South Eastern 38 

11 

0 

1,21 

1,93 

14 

580 

Western 

8 

57 

3,56 

1,03 

2,40 

18 

788 

All Railways 

1,78 

5,15 

3,80 

17,74 

25,09 

3,73 

65,77 



1804* As compared to inward traffic, separate 

figures for individual railways are as under: ~ 

Amount paid per ton ne rf 1)1506-5001 3 
terminating j j96g^6§X 

(in Rupees) 


MUmxs. 

Central 13 cO 

Eastern U*2Z 

Northern 2LU52, 

North Eastern 8 3^31 

Northeast Frontier 93,10 

Souther^ 6,57 

South Central 66,80 

South Eastern 8,92 

Western 18,33 

All Railways 24,45 


These figures indicate that in relation to 
terminating traffic, the payment is very high on 
the Northeast Frontier, North Eastern, South 
Central, Eastern and Northern Railways, Eastern 
Railway has to pay particular attention to losses 
from seals intact wagons, N.F, Railway to pilferage 
and damage by wet, N.E. Railway to unlocalised 
loss of entire bales and pilferages and 
Western Railway to loss of entire packages from 
the possession of the guards/van clerks. 
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1805. 633 claims files of Benaras Office of 

the Northern Railway on piecegoods were studied« 

It wasf ound that - (1) 461 claims wore paid and 

172 claims were repudiated; (2) of the claims paid, 

74 cases were of non-receipt cf entire bale/bales, 

53 of partial shortage, 229 of damage by rubbing, 

97 of damage by wet and 8 of damage by oils; 

(3/ repudiated claims were mostly of damage by 

wet which were turned down on the ground-of 

non-compliance with packing conditions; (4) of the 

claims for non-receipt, the shortages were mostly 

found: from sealed road-vans repacked at Allahabad 

(originally booked from, w^dibunder and Kankaria) 

Zin 

and,/majority of cases seals of the road-vans were 
intact and shortages were reported by the guards; 
and (5) of 229 cases damaged by rubbing (claims of 
small valuation), the consignments were received 
in through sealed vans from Wadibunder and 
Kankaria to Kanpur - in some wagons as many as 
30 to 40 bales were reported damaged by rubbing. 
1306. It is indeed strange that so many 
claims should arise due to rubbing Of bales 
carried in through-vans. It Is a point for 
further Investigation whether it Is due to 
mishandling at the forwarding and destination 
stations, or due to oscillation In transit 
or due to defective packing or it is fictitious. 
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In view of the large incidence of claims of this 
nature on the Northern Railway, particularly at 
Kanpur, which is perhaps not so common at other 
places, I would suggest that Northern Railway 
should get the damages in a number of cases 
inspected personally by a responsible officer so 
that Suitable remedial action may be taken. 

1807. ftiis study also-confirms the belief 
that repacking or handling of goods in transit 
and carriage thereof in road-vans is largely 
responsible for loss and pilferage of packages. 
Cases of shortage of entire bales from through 
vans unloaded at Kanpur were few, whereas shortage 
reported by guard from the road-vans prepared by 
repacking point were so many. This brings out 
the necessity for a thorough investigation of 

the shortages reported by guards. Prompt 
fixation of staff responsibility should go a 
long way in reducing such cases. 

1808. Regarding claims due to damage by wet, 
this study reveals that rept: diations. are more 
than payments. P-14 is the packing condition 
prescribed for bales of piece-goods. An inner 
lining of polythene is compulsory* There is a 
prohibition against Chatai being used in 
contact with polythene B This prohibition is 
not known to most of the dispatchers with the 



result that they continue to use Chatai along 
side the polythene.-. Some railways have been 
repudiating their claims for damage by wet on 
this ground* The prohibition against th© use of 
Chatai in contact with polythene needs to be 
brought to the notice of all dispatchers of 
piece goods as also of railway staff* Further, 
as trade apparently finds Chatai useful* it is 
advisable to legislate that a layer of gunny be 
interposed between the polythene lining and the 
Chatai. In other words, the protective coverings 
from inside to outside of cloth bales should be 
in the following ordarj- 

(1) Polythene, 

(2) Gunny, 

(3) Chatai, and 

(4) Gunny. 

This would mean the use of an extra layer of 
gunny. But its cost would be negligible compared 
with the cost of a bale, and the added protection 
against damage and pilferage would be appreciable, 
1809. 'When packing is f ound defective at the 

time of open and assessment delivery, claims for 
damage by wet are repudiated. Railways should, 
however, also see whether they have taken reasonable 
care in protecting the goods from rain-water by 
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using water-tight wagons and keeping the bales 
under covered sheds at terminal and transhipment 

points# If the damage Was due to contributory 

neglicenofl' it is advisable to negotiate •uoh 

i 

claims as they are generally decreed when taken 
to court, 

1810# The claims • bill on piece goods is the 
highest on the North Eastern Railway, N.,E# 
Railway’s test study made to pinpoint the areas 
where the losses of entire packages were taking 
place showed that (i) about 80 per cent of losses 
were detected on foreign railways, and (ii) the 
most vulnerable section was Varanasi-M^ghalsarai, 
particularly Mughalsarai yard where, according to 
newspaper reports, many shops are flourishing 
on stolen goods only# This is a field in which 
the Intelligence Wing of R.P..F, should be able to 
suggest effective remedies. One of the conclusions 
to be drawn from this study is that for the 

purpose of claims-prevention? we will have to 

* 

treat Indian Railways as one Railway and should 
not permit miscreants.to think that it is easy 
to get away with the. goods if they are stolen 
on an intermediary Railway. 
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1811, More strict supervision is required at 
booking stations like Wadi-Binder in the matter of 
correct weighment, luring the investigations made 
by the Committee, the following types of irregularities 
in the booking and loading of bales of piecagoods 
came to light - 

(a) weights shown on some of the railway receipts 
were much more than the actual weights. If these 
packages had somehow been victimised en-route, 
shortages could-be inflated on the basis of the 
weight shown in the railway receipt ; 

(b) bales with defective outward packing were 
accepted without any remark on the Forwarding Note; 

(c) improper marking of bales; 

(d) bales were shortloaded in some wagons and excess 
loaded in others, 

1812, It is clear that proper attention is not 
being paid to the examination or weighment of the 
bales at the time of booking nor is loading being 
personally supervised by the Loading clerks. Better 
supervision is required in respect of the booking 
and loading of piecagoods at manufacturing centres 
like Wadi Bunder, Carnae Bridge and Kankaria. 

Seeing that each bale of piecegoods costs 
thousands of rupees and in the aggregate railways 
paid Rs«65 lakhs in one year in claims on this 



commodity, it Is worth while for railways to post 
a senior man in the Pienegoods Loading shed to 
double check the work of the Goods Clerks who 
accept, weigh and load the bales. It should also 
be ensured that tie wagons supplied for the 
loading of piecegoods are water-tight. 
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CHAPTER 19 
Detentions to Wagons 

1901. Detention to a loaded wagon/van en-route 
is a prolific cause of loss, theft, damage, 
pilferage and deterioration .of goods and parcels 
booked. Direct consequences of detentions to 
wagons, such as, (i) deterioration of perishable 
and semi-perishable consignments; (ii) loss of 
wagon days; and (iii) delayed delivery causing 
inconvenience and loss to the consignee are well 
recognised. But it is seldom realised that the 
longer a wagon is detained, the-greater the chances 
of its victimisation by thieves. It is, therefore, 
essential to keep a strict watch on detentions to 
loaded wagons and to take up all avoidable detentions. 

1902. While detentions to goods trains and stock 
from the movement point of view are the special 
responsibility of the Operating Department, it is 
necessary for Commercial Officers, Inspectors and 
Controllers to watch the delays to loaded wagons 
from the claims point of view - specially the types 
of loaded wagons which are liable to be overlooked, 
for example - 

(i) wagons loaded with perishables, live stock, 
foodgrains, sugar, piece-goods, miscellaneous 
smalls, etc; 
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(ii) detention to loaded wagons at or in the 
proximity of the loading station, 
particularly where markets have come up 
nearby; 

(iii) loaded wagons marked sick on trains at 
roadside stations; 

(iv) loaded wagons marked sick near loading 
stations soon after loading; 

(v) loaded wagons for roadside stations 

awaiting clearance from large yards like 
Moghalsarai, Ajni, fondiarpet, etc.; 

(vi) loaded wagons detained in sick lines; 

(vii) loaded wagons detained in 'out of the way’ 
sidings in large yards; 

(viii) loaded trains stabled at roadside stations; 
and 

(ix) loaded wagons lying unconnected. 

1903.. Divisional Commercial Officers/Inspectors 
should watch detentions to loaded wagons at terminals 
and yards, particularly in the isolated sidings and' 
siok lines by frequent surprise inspections, and a 
personal check of yard documents as well as of 
loaded wagons standing in sidings. It is not enough 
to go by the statistical figures of 'average detention 
per wagon*. Instead, they should wattfh 'by exception' 
and take up with the staff responsible for avoidable 
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detentions, apart from arranging their early 
clearance. 'Stabling of trains' of loaded-wagons 
should be watched daily and arrangements made for 
temporary posting of Railway Protection Force staff 
at such stations for guarding and checking of 
seals/cutting of panels. The Commercial Officers 
should also keep an eye on unwarranted stoppages 
of trains outside signals. 

1904. In discharge of these duties, Commercial 
Officers of the Divisions should be assisted by the 
Commercial Controllers who should be picked men of 
adequate experience and status. The Committee was 
informed that on some Railways Commercial Controllers 
are in the clerical grades. This is not a 
satisfactory arrangement, considering the importance 
and nature of duties entrusted' to the Commercial 


Controllers. 
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CHAPTER 20 


Stationery and Porms 


2001# During the course o£ its investigations 
this Committee has found that the supply of 
stationery, forms and books to stations is 
generally unsatisfactory on the railways. These 
shortages appear to be chronic, for example, the 
Committee noticed the following observations in a 
Study on Claims prepared on the Northern Railway 
in July 1967: 

"As regards forms, carbons & stationery, 
it has to be mentioned that important 
printed forms for guidancing traffic 
and important rigieters for accounting 
traffic are very often in short supply 
at stations, consequently no account 
of traffic dealt with can be correctly 
kept in a proper manner. Very often, 
even carbon paper to make out Railway 
Receipts is not available at stations. 

If, therefore, goods are lost and remain 
untraced and unaccounted for, it should 
not be a matter of surprise but a -sase 
of .enquiry. Maintenance of traffic 
account is a continuous process which 
starts at the Forwarding Station and ends 
at destination after the Goods hare been 
delivered. Mis-appropriation and loss 
of consignments can, therefore, be stopped 
only if an integrated account of each 
consignment in transit is maintained till 
it reaches the consignee. 

Shortage of ootton tape, blue pencils 
marking ink, important forms, etc. are 
too well known to be discussed. Therefore, 
the earlier this problem is tackled the 
better, as each item, though looking 
unimportant has a great bearing on the 
incidence of cQaiwe,, * 



-209- 


2002. There is a general complaint of the 
shortage of carbon paper, whose scale of supply, 
it is said, was curtailed sometime back as a 
measure of economy. Stations make good their 
shortage by begging from big firms. One 
Divisional Operating Superintendent on western 
Railways told the Committee that he has to waste 
his time every other day ordering transfer of 
oarbon paper from one station to another. 

Standing orders require that only tape- and m 
not twine or Sootlie - is to be used for 
preparing Seal Card Labels, Now-a-daya, one 
rarely finds tape used on any wagon. Sootlie 
is useless for the purpose i as it gives way 
easily, resulting in loss of the labels and 
wagon becoming unconnected, Sootlie is being 
mostly used at present and sometimes cotton 
twine. Moradabad Goods Shed has not received 
even its supply of Sootlie for the last years. 

On Eastern Railway Paste-on-labels for use 
inside covered wagons were not available at 
Dhanhad, Howrah or Sealdah Goods Shed. Moghalsarai 
transhipment shed has not received any seal card 
labels for a long tins and is using ordinary 
brown paper for the purpose. Sootlie is 
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supplied instead of tape but sometimes «ven 
Sootlie goes out of stock. Tirur (Southern 
Railway), which books about 3 >000 baskets of 
betal leaves daily, did not receive any supply 
of Tie-on labels for use on such parcels for 
2 years. 

2003* Proper documentation is indispensable 
if goods are to reach their destinations 
correctly. If packages are not properly marked 
for went- of marking ink, if the labels used on 
wagons are defective for want of blue pencils, 
the goods are liable to be mislaid and ’lost’. 
These shortages of stationery and stores, 
quite insignificant in themselves, land the 
railways in heavy claims of various kinds, 

2004. The Committee has no doubt that 
shortage of essential stationery and stores is 
one of the contributory causes of the alarming 
increase in claims. It therefore, necessary 
that-the supply of such essential stores to. 
stations be placed on a proper footing -.not 
only in regard to the regularity but also the 
quantity and quality of the articles supplied. 
The soale of supply and the period and system 
of distribution should be reviewed and it should 
be ensured that under normal circumstances every 
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station win have an ample stock of all Items 
of stationery, forms and books, etc, to meet its 
day to day .requirements, 

2005, I discussed this matter with Divisional 
Superintendents, Divisional Commercial Officers as 
also with officers of the Stores Department 
on several Railways, As regards stationery items i 
the present position is explained in the following 
note given by the Northern Railway* 



(i) Railways are to procure their requirements 

’ - 

of’all stationery items through Government 
of India Stationery Office every year but 
in no year the Supply is received as 
indented. Hardly 40# supplies are received 
during a financial'year from the agency 
of Controller of Stationery-,20# from the 
stock piecemeal throughout the year and 
rest’20# on their direct contract which 
never materialise in full and in time, 

(ii) The Railways have no power to purchase 
except on emergency for three month’s 
stock which they have to explain to" 

C.S, 6 ,/Calcutta every year as to why 
they had to purchase. 
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(iii) Thus the balance requirement of the 

Railway which is 6C$ is never obtained 
in full. The purchase is either through 
the limited tenders or in a few cases 
through advertised tenders by the 
Controller of Stores. While Controller 
of Stores has a limited power, the G.M, 
has full power only to purchase the 
emergency requirement which is to the 
extent of three months’ consumption* 

All cases have to be vetted by Finance, 
(iy) The provisioning, vetting, issue of 

tenders, placement of orders itself take 
considerable time and by the time 
supplies are received,.the stocks are 
exhausted. This is because the 
response on the limited or advertised 
tenders is mostly from intermediaries 
through long deliveries*" 

2006. On several Railways it was suggested 

i 

that their powers for emergency purchase of 

* ■''I.:') * / • , 

stationery items should be doubled, that is to say 
they should be authorised to make emergency 
purchase of six months’ consumption, instead of 

t ■ - ! 

3 months permitted at present* I endorse this 
suggestion. Public transactions at st^Lons 
require an ample supply of stationery. Since the 
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Controller of Stationery can hardly supply half 
of railways’ requirements, railways should give 
enhanced powers to railways for emergency purchase 
of stationery items. 

2007. Commercial Officers and Commercial 
Controllers on Divisions should have an 
arrangement whereby shortages of stationery, ' 
stores, forms etc. will be brought to their notice 
in good time for necessary action. They should 
view these shortages more seriously and take 
vigorous and urgent action to make good the 
deficiencies. Divisional Superintendents should 
exercise theLr powers of emergency purchase 
whenever necessary and It should also be 
considered whether these powers should be 
increaf 

2008. As regards forms, books and store items, 
railways are free to make their own arrangements 
without having to go through any outside agency. 
Therefore with a closer watch by Commercial and 
Stores departments it should be possible to 
eliminate shortages. There should be frequent 
meetings between the officers of the two departments 
to review the supply arrangements in relation 

to the requirements of stations. 
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2009, A list of the most essential items of 
stores, stationery and forms should be furnished 
by the Commercial department to the Stores 
department, so that the latter may give them high 
priority in order to keep their ample stocks for 
regular supply to stations, 

2010. Shortages of forms are generally due to 

/Printing 

the Rftilnay/Press being overloaded, inhere such 
is the oabe there should be no hesitation in 
off-loading some of the work to private presses, 
until the Railway is able to augment its capacity. 
On each railway the Commercial and Stores depart¬ 
ments should make a joint examination of the 
existing capacity, to what extent shortages are 
occuring at present,- and how the printing work may 
be rationalised An order to ensure regular and 
ample supplies of all forms and money value books. 
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CHAPTER 21 

Rule and Reference Books 

2101. The Commercial Rule books published by 

individual railways before regrouping got out of 

print long ago. In 1967 Railway Board brought out 

a Commercial Manual for all Railways but the number 

printed was so small that copies could not be 

supplied to all stations and officers. Many officers 

and Inspectors have not seen the book and are 

unaware even of its existence» The Area Training- 

Schools have got a few copies but are not able even 

to lend a copy to each of the trainees for study. 

One Deputy Chief Commercial Superintendent told the 

Committee that one of his Goods Supervisors did not 

know what percentage of bags in a full wagon load 

consignment is required to be marked under the rules. 

Staff must know the rules before they can carry them 

out. For this purpose, copies of the Commercial 

Manual should be supplied liberally to stations, 

goods and transhipment sheds etc. and to each 

Commercial Clerk. . Every one, who attends a training 

# 

or refresher course in an Area School, should be 
given a personal copy - unless he already has one. 
All, who have been given a copy, will be responsible 
for keeping it posted up to date with correction 



slips. Daring their inspections of stations 
officers and Inspectors should make it a point to 
test some of the staff in their knowledge of the 
rules of daily application and record the result 
in their Inspection Notes. 

2102-. The Alphabetical List of Stations was last 
published in 1959. Since then many new stations 
have been opened, and several new sections of 
railway have been 1 constructed and the old edition 
of this publication has run out. The General 
Secretary, I.R.C.A., has received many complaints 
about this book being out of date .and out of stock. 
How this has been adversely affecting railway users 
is pointedly brought out in the following extract 
from the Memorandum submitted to this Committee by 
the Fertilizer Corporation, Gorakhpur.-- 

"Nakaha Jungle Station which serves the 
Fertilizer Factory was declared open 
for goods booking in wagon load vide 
Through Traffic Rate^-Circular No. 8 
of 1'9b4, and the local and junction 
distances were notified vide TTRC, No.5-A 
of 1963. It would be seen that although 
more than 5 years have elapsed since its 
opening to traffic, even today, several 
transhipment points and booking stations 
are not aware of its location. For 
example, a consignment booked from a 
station on the Southern Railway reached 
Nokha, a station on the MG system of 
Northern Railway in Rajasthan instead 
of Nakaha Jungle from where the 
consignment was transferred to 
IPO/Delhi Kishanganj to- be disposed of 
by public auction. It was more than a 
year from the date of booking before the 



- 217 - 


consignment was traced out by our 
representative and delivered here. 
Another consignment intended to be 
booked to Nakaha Jungle was booked by 
the s ender to Nokha on the advice of 
Railway staff at Mylapore B O. that 
the correct destination would be Nokha 
and not Nakaha Jungle. The consignment, 
had ultimately to be rebooked to the 
proper destination. In the case of a 
consignment of Urea booked from Nakaha 
Jungle, it has been reported by 
.SM/Ghaziabad, that contents of MG wagon 
hos. NP-11513 & NF-9899 transhipped 
into UR-40384 booked from PCI siding, 
Uakaha Jungle, to Samana Out Agency, 
under RR No.941477 dt. 16/17-8-69 
have been detained there because the 
name of the station serving the above 
Out Agency is not known to the Railway 
staff at Ghaziebad and also at Barabanki 
transhipment point. Many more specific 
instances can be quoted, but it is hoped 
that the above will amply illustrate 
the point that an important reason for 
detentions and misdespatches was 
non-appearance of the name of the above 
stations in the Alphabetical list which 
were last published some time in 1959." 

2103. The above publications (Alphabetical list 

of stations and Junctions Distance Tables) which 

are basic documents should be revised every 

alternate year at the most. The extra expenditure 

that this might entail to the Railway would 

certainly be more than offset by the reduction in 

misdespatches and claims. (Note sent to Board 

on 16-12-69. I am glad, the Alphabetical list has 

since come out). 
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CHAPTER 22 

Damage and Deficiency Messages 

2201. A Damage and Deficiency message is a vital 
document for investigation and disposal of claims. 

Not only do inter-railway liability and staff 
responsibility depend on the proper issue of D.D, 
messages but even the liability of the railways is 
determined to a great extent by the remarks in the 
D.D. message. In the course of study the Committee 
observed that D.D. messages are not properly issued 
by stations. The common defects found in D.D. messages 
are - (i) the time of issue is not shown, (ii) the 
message is not addressed to the station which last 
sealed the wagon; the booking station alone is 
addressed, (iii) the message is not addressed to the 
R.P.P. of the station/yard at which ’protection seals' 
or ’checking seals' were affixed, (iv) fulfilment or 
otherwise of any special condition applicable to the 
^consignment is not shown, (v) position of damaged or 
defective packages in the wagon is not mentioned, 
and (vi) there are delays in actual despatch of 
’telegrams' several of which do not reach the 

addressees at all. Por instance, th^ D.D. messages 

/ 

by. Calcutta Port Commissioner Railway, for consignments 
of tea do not show the individual weights of the 
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chests received in broken condition. Several 
transhipment points do not give weights of damaged 
or brokeri packages on the ground that weighing 
machines are out of order. 

2202. It is, therefore, necessary that the 
railways should instruct the Station staff about the 
correct procedure of issuing the D.D. messages, 
which must contain inter alia the following" 
information:- 

(a) Bate and time of issue. 

(b) Condition of seals, rivets and EP locks. 

(c) Time and date of opening the wagon for 
unloading. 

(d) Condition of the wagon i.e. of panel cut/ 
body torn/flap door gap with measurement. 

(e) Whether unloading was done in goods shed 
or at a private siding. 

(1) Whether unloading was supervised by 

Commercial and/or R.P.P. staff and/or any 
Senior Supervisory staff. 

(g) Number of packages received and that shown 
in the seal card and summary. 

(h) Number of packages received in damaged 
and/or defective condition, with the 
individual weight of each defective package 
and that of a sound one. 
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(i) Position of the damaged or defective 
packages inside the wagon. 

(j) Whether the wagon had any hole at the roof 
or on the wall, if so, whether the wagon 
was examined "by a TXR or the Senior 
Subordinate at the receiving station. 

(k) If any contents were found lying on the 

wagon floor. 

(l) In case of liquid consignments packed in 
tins or in drums whether the dunnage, if 
any used, was soaked with the material and 
if the contents were found leaking through 
the crevices of the wagon. 

(m) Y/hether dunnage bags were used for protect¬ 
ing the flap doors, if so, their number and 
size. 

The D.D. message should be addressed to the 
which 

station /.ast sealed the wagon, R.P.P. 
official having jurisdiction over the 
station'which affixed the checking or 
protection seals, D.C.S. of the destination 
station if the value of loss is estimated 
to exceed Rs. 1000/- (or any other monetary 
limit fixed by the Railway), D.C.S. of the 
forwarding station if loss of entire package 
is detected from seals intact wagon. 
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2203. It should he the-duty of the Commercial 
Officers and Inspectors during their visits at 
stations to test and educate the staff on the point 
of correct issue of D.D. messages. 

2204. The Committee examined Registers of inward 
D.D. messages (messages issued against a station) 
at several goods sheds/transhipment sheds and found 
that they were neither complete nor showed action 
taken on the message. It should he the personal 
responsibility of the Station Master/Goo&s Inspector/ 
Chief Transhipment Clerk/Chief Parcel Clerk to ensure 
that all messages received are serially numbered, and 
entered in the register, to call for explanations 
from the staff and to initiate other actions, such as, 
contacting the sender if it is suspected to be a case 
of short loading, taking up with the labour contractor 
if it is suspected that goods had been pilfered by 
the loading labour, re-examining documents to find 
out if the missing package had been misdespatched or 
left behind, etc. Inspecting officials must check 
these registers with special care. Inspectors should 
not only analyse outward D.D. messages but also inward 
D.D. messages to get clues for planning preventing 
actions. 

2205. Some staff particularly of, the transhipment 
sheds, have a tendency to issue unnecessary D.D. 
messages or report inflated shortages to save 
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themselves from being held responsible for further 

/ 

shortages, if any. This must be discouraged. At 
transhipment/repacking points, inward D.D. messages 
should be compared with outward D.D. messages. 

2206. The following figures of outward D.D. 
messages issued from and inward D.D. messages 
received at Agra East Bank show that either most 
of the inward D.D. messages were not received at 
all or were not registered. 


Outward D.D. Messa ges_ Inward D.D.Messages 


\ 

Total 

No. 

of 

mess¬ 
ages. 

Deficiencies noticed 

Total 

No. 

of 

mess¬ 

ages. 

Deficienceis 
noticed. 

shortage 

of 

complete 

package 

Partial 

short¬ 

age. 

shortage 

of 

complete 

package 

Partial 

short¬ 

age. 

Oct.*69 

193 

53 

2139 

27 

10 ' 

17 

y Nov.’69 

166 

116 

2378 

10 

8 

2 

Dec. '69 

230 

92 

3196 

11 

3 

8 


2207. As the D.D. messages are specialised types 
of messages which are valuable records for settlement 
of claims and fixation of staff responsibility, it 
would be better to evolve and print suitable D.D. 
message forms instead of using the ordinary telegram 
forms as is now done. To keep the workload on 
telegraph offices to the minimum, telegraph codes 
should be used as far as possible, A list of relevant 
telegraph codes of the phrases generally used in the 
D.D. messages should be got printed separately and a 
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copy supplied to each station/goods shed/parcel office 
and also to the claims office, 

2208. , D.D. messages should be treated by the 
Commercial department as accident messages are 
treated -by the Operating department. On the 
Western Railway, there is a system of classifying 
D.D. messages on the basis of the value of the loss 
involved. It would be useful to adopt a similar 
system on other railways so that due attention may 
be paid according to the importance of each message. 

2209. Scrutiny, study and analysis of damage and 
deficiency messages (both outward and inward) by 
Commercial Officers on line will go a long way in 
initiating proper claims prevention measures and 
plugging of loopholes and I suggest that it should 
be made compulsory for each Divisional Commercial 
Officer and each Assistant Commercial Officer to 
check, study, analyse and take up D.D. messages of > 
one large station and one small station of his 
Division every month. 
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CHAPTER 2 ? 

Claims Statist!o s ‘ 

2301. Statistics if correctly preparel can serve 
as a useful management tool. Railways do compile 
some Statistics of Claims, but very little use is 
being made of them for preventive action, because 
most of the claims organizations are short handed 
and barely able to do justice even +o settlement 
work. As a matter of fact, apart from general 
statistics already prepared, Claims offices could 
make special statistical analyses of claims from 
time to time in order to spot light the weak spots 
on which preventive effort could be focussed. Por • 
example, a railway could make a special study by 
analysing a number of files to find put (1) the 
extent to which damage by wet is occurring during 
the non-monsoon months, the commodities affected 
and the sections where it is most common, (2) what 
shortages were found in bales of piecegoods from 
the seal intact wagons of Wadi Bunder or Carnac 
Bridge, say during the course of 3 months and what 
stations reported most of the shortages, (3) whether 

the incidence of claims is heavier on the tea 

\ 

delivered at Calcutta docks where assessments are 

given by brokers or on the tea consigned to railway 
stations where assessments are 
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made by Railway staff. By such studies black spots 
- yards, transhipment points etc* - could also be 
pin pointed. 

2302. Cause-wise statistics are now compiled for 
'claims paid' only. The Railways should direct their 
efforts to prevent even those claims which are 
repudiated and. settled otherwise. It is, therefore, 
recommended that cause-wise statistics of 'repudiated 
and otherwise settled claims' should also be compiled. 

2303. Some railways are preparing cause-wise and 
commodity-wise statistics of 'claims received* as 
well as 'claims raid'. The former is not essential. 
With the implementation of the suggestion that an 
analysis of repudiated and otherwise settled claims 
should also be made, cause-wise and commodity-wise 
statistics of all ’claims disposed of' will be avail¬ 
able which will be approximately the same as the 
'claims received* (with a time leg of 2-3 months). 
Statistics based on disposed of cases are likely to 
be more accurate than those based on registered 
cases. Railways.' requirements will be adequately 
met by having detailed statistics on 'settled basis' 
only, and those on 'received basis' can be dispensed 
with. 

2304-. The problem of shortages of complete packages 
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is a serious one, Though some of these packages 
might have been misplaced on the railways, others 
might actually have been stolen. Thefts play a 
significant role. It is necessary that R.P.F. he 
made responsible to a greater extent for the inves¬ 
tigation of suehxcases. It is, therefore, reoommend 

» V 

-ed that the shortage of complete packages from 
seal intact wagons, seal defective wagons and open 
wagons be classified as ’'Thefts'* and not as 
''Loss”. 

2305. ’Loss of complete packages’ from seal intact 
wagons should be further sub-classified as under - 

(a) from forwarding station seal intact 
wagons, 

(b) from repacking point seal intact wagons, 

(c) from seal intact wagons of break of gauge 
transhipment points, and 

(d) from seal intact wagons of stations 

en route where a wagon might have been 
resealed. 

2306. For claims on parcels and luggage, separate 
eausewise statistics should be maintained on the same 
lines as for claims on goods. The mode of transport 
of parcels and luggage is different from that of goods 
and, therefore, preventive action for th^ foimier has 
to be different from the preventive .measures for 


the later 
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2307. Completeness in comnilation of statistics 
needs to be improved, A large chunk of the claims 
paid falls under Unlocalised loss of complete 

I 

packages (other than those from open ■wagons - 
Rs. 1.5 Crores), Unlocated pilferage ’(Rs, 2 tt 69 Crores) 
and claims due to other causes'(Rs. 68 lakha) i.e. 
for about 50 per cent of the amount paid, the 
Railways are in the dark about the causes. This is 
because as already explained in Chapter 8 the cause 
is determined and resoonsibility fixed in a very 
small -proportion of the cases. Enquiries should be 
made more promptly and in a much larger number of 
cases than at present in order that they may be 
correctly classified-under their aooropriate heads 
and a fuller picture of the causes may be available 
for remedial action, 

230C, While going through cause-wise and 
commodity-wise statistics of the zonal Railways, 
the Committee noted some obvious mistakes. For 
instance, some claims on the commodities like 
cotten piece-goods and perishables appear under 

t 

'loss of entire packages from open wagons’; some 
claims on T ron & ^teel have been shown under 
’Pilferage through door crevices', some claims on 
-edible oil under 'Damage by wet*.; There is a 
need for greater care in compiling thee<^ statistics 
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as wrong statistics are liable to put preventive 
actions on a wrong grail. 

2309. . Number of claims disposed of should be broken 
into (1) Paid (2) Repudiated (3) Withdrawn or 
delivered under clear signature and ( 4 ) Closed 
otherwise (for example, statistically). 

2310. At present, monthly claims statistics are 
reported by the zohal railways in one set of proforma 
to the Commercial Directorate of the Railway Board 
and in another set of proforma to the Statistical 
Directorate of the Railway Board. °everal items 
included in these two statements are common. Reviews 
of claims received are put up to the Board by both 
the Directorates separately. This duplication of 
work is avoidable. It would be better if these two 
statements could be combined and dealt with in the 
Commercial Directorate only. 

2311. In Efficiency Bureau's study of compensation 
claims made in 1967, the following suggestion was 
given regarding mechanical compilation of claims 
statistics - 

"At present, the manner in which claims records 
and claims statistics are maintained does not enable > 
a quick compilation of data required for comparing 
incidence of claims commodity-wise, cause-wise, 
section-wise or station-wise. Each claims case is 
treated as a separate entity and the details of the 
claims have to be compiled from the individual 
files, except in the case of the Southern and South 
Eastern.Railways where mechanical compilation of claims 
statistics is in vogue. The Claims Prevention Officers, 
by virtue of their day-to-day contact with the 
subject and from a broad knowledge of the incidence 
of claims, set about the task of 
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claims prevention. The records maintained do not 
readily enable ...a'Claims Prevention Office to pin¬ 
point „ in a precise and scientific manner, the 
places in a particular area, which, for-example, has 
been paying more claims for ,a particular commodity, 
either under theft or any other cause'during a 
particular period. Sven if the claims ••statistics 
are maintained ja register commodity-wise and 
cause-wise, to have a comparison by the hand and 
head method is very laborious. " Oh the other hand,- 
if all the relevant information for each claims 
case can be punched on an card, these cards 

can be sorted in-the sorting machine -for any parti¬ 
cular set of data in a matter of hours, Eor example, 
if the C.C.S. of a Railway wants to- find out the 
incidence of claims due to pilferage for a particular 
commodity between a particular pair of.points, the 
use of I.B.M. machine will be extremely useful. 
Similarly, other comparisons like- fim details of 
goods sheds where thefts or other incidence of 
claims «qp© heavy- during a particular period can 
easily be ascertained and checks ordered In a 
matter of hours by the management,, ^ 

Each railway haw its own computer and use thereof 

could be made fcr disclosing the fields cn which 

preventive action should be directed, 

, J 'i' 

2312. I'must , hibwever, utter 1 a warning.' A costly 

system for compilation of detailed, statistics will 

be a waste*, unless-a suitable organisation exists 

to make use of them. H present, little use is made 

of claims statistics on most of- the. Railways. Though 

the Railways se?id “quarterly statements of cause-wise 
and commodity-wise statistics to the Railway 
Board, consolidation or review therd&f is not done. 

The Committee dould not lay habde on detailed all 

India Commodity-wise and'Cause—wise iSiatisties for 

any quarter or year and had to consolidate these 

figures. 
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CHAPTER 24 
Miscellaneous 
Packing conditions 

2401# Safe transportation of commodities from 
one place to another depends on the material and 
method of their packing. The consignor's interest 
is to reduce the cost of packing and the interest 
of the consignee and of the carrier is to have 
damage proof packing. Between these apparently 
conflicting interests, some sound and simple 
conditions of packing have to be evolved in 
consultation with the trade and the packing 
experts, 

2402, The packing conditions were reviewed and 
revised at the time of assumption of common 
carrier's liability with effect from January 1962, 
Some of these packing conditions are too elaborate 
and difficult to understand. For example, the 
term polythene film of 150 gauge (0#Q169 mm, or 
$0,0015 inch in thickness) given at page 457 of 
the Goods Tariff No,32, Part I and the description 
of various types of gunny bags given at page 
*,^•4 of the Good Tariff, Similar is the case with 
the table given at page 454 of the Goods Tariff 
for specifications of packing conditions and at 
page 468 for barrels, Casks or Kegs of Jungle or 
Teak or Sal or Kalli wood. 
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2403* There is need, for publishing leaflets 
explaining details of the packing prescribed for 
‘ii-ffsrent types of commodities for the guidance of 
the staff as well as the consignors* 

2404* The Committee has been told that the 
packing of the general merchandise consignments 
booked by military authorities is generally of a 
poor standard. Ehe packing of cigarettes* Godrej 
locks, electric bulbs and cycle and machine parts 
is very weak* 

* 

2405* Heavy claims are being paid on the 
Northeast Frontier Railway on account of shortages 
from consignments of Zeera, Cloves and Pepper* 

These are costly commodities and it seems -advisable 

j 

that under present day conditions Railways should » 
require them to be packed in cases' instead of double 
gunny. Bags of turmeric are often found out and 
pilfered through flap door crevices. It was suggestec 
to the Committee that provision of dunnage at the 
doors should be made compulsory for consignments of 
turmeric which move either in wagon loads or in 
smalls clubbed together so as to form wagon loads. 

It was also suggested that in view of the high cost 
of turmeric and the heavy claims' which are being paid 
on it on account of damage by wet, the provision of 
polythene lining for bags of turmeric should be made 
compulsory. 
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2406* Commercial officers and Inspectors should, 
not consider that to comply with the packing 
condition is the sole concern of the consignors, 
and checking of the deficiency in packing is the 
duty only of the station staff and nothing more is 
to be done if the remarks of defective packing have 
been duly passed in the Forwarding Note and Railway 
Receipt* In case of regular customers, the practice 
of defective packing should be stopped by persuasion 
and personal contacts. The officers in the Division 
should take more interest and initiative in this 
matter* 

Out-of-course transhi ment 

2407* Wagon-loads detached en route due to hot 
axle, accident, over-wlt^ht or any other cause should 
receive special attention of the Commercial Controller 
in the Divisional Control Office* Not only should 
these be quickly transhipped or repaired and 
despatched, but it should also be ensured that 
particulars of such transhipment (wagon numbers from 
and to and ±s which transhipped) are communicated by 
the transhipping station to the destination station 
without fail* The Commercial Controller should also 
maintain a separate list in duplicate showing booking 
particulars, commodity, number of the wagon from 
which contents unloaded and number of the wagon 
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to which contents reloaded, and send one copy every 
month to the claims office for reference in case of 
claims or for connecting unconnected wagons. 

Labelling of these wagons needs special care, as in 
absence of labels, even if the wagon reaches the 
destination station correctly it will not be possible 
to correlate it with the railway receipt bearing a 
different wagon number. 


Rationalisation of delivery points 

2408. Shri Gokul Chand Agarwal, Member, N.R.U.C.C. 
suggests •• 

’•Apart from the normal method of adopting 
security measure, we feel that things 
have come to such a pass that some other 
practical methods like I, rat: T .onalisation ,, 
of location of goods traffic in big 
cities like Calcutta and Bombay should 
also be considered. Some points of 
destination are more vulnerable to thefts 
while others are comparatively safe. It 
would be only prudent to concentrate 
highly costly items of goods traffic to 
safer stations and the less costly or 
less amenable to theft or pilferage to 
those stations where thefts are regular 
and systematic.” 

2409. This is a valuable suggestion- which should 
be examined by the Railways, For instance, thefts of 
oil- seeds booked to Chitpur and sugar booked to 
ICantapulnr (C.P.C. Railway) are common. Damage and 
pilferage of tea booked to Tea Ware House (C.P.C.) 
are more than that booked to other stations in the 
Calcutta area. Diversion of such traffic to safer 
stations should be tried. 
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Newspapers and Magazines 

2410. Having considered various memoranda received 
from the Newspaper owners and agents, the Committee 
recommends the following measures for consideration 
of the Railwaysj- 

(i) The traffic of newspapers and magazines 
is very sensitive and important and 
should receive the same urgent and special 
attention as suggested for perishables, 
(~i) Destination station should be written or 
printed in bold and conspicuous letters 
on the top of each bundle of newspapers/ 
magazines so that the guard makes no 
mistake. 

(iii) Special arrangements should be made for 
sorting out the bundles at train changing 
points and despatching them by first 
availab1e train• 

(iv) All Station Masters should be authorised 
to grant shortage delivery, as newspapers 
cannot await arrival of Inspectors. 

(v) Advance booking of periodicals and 
magazines from the publishing cnntres 
should be permitted so that issue of 
Railway Receipts is not delayed. Its 
necessity and arrangements required for 
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the purpose would depend on the local 
conditions of each place* 

(vi) There is no need for calling of 
‘Beejuck* for ascertaining the price 
of newspapers and magazines which is 
well known* 

(vii) Magazines are of topical value. Agents 
refuse delivery of delayed consignments 
which are returned to the publishers 
who prefer claims, Such claims should 
be entertained if the monthly magazines 
are not delivered within 30 days, 
fortnightly magazines in 15 days and 
weekly magazines in 7 days, subject to 
the minimum of normal transit time* 

(viii) If the system is to send the Railway 

Receipt along with the bundle, production 
of original Railway Receipt should not 
be insisted on in the case of claims 
for non-delivery of the entire consign¬ 
ment. 

Liquid Cc n signments 

2411* The Railways may consider the following 

suggestions of M/S, Caltex (India) Limited, Bombay*-. 

All the railway staff en route or at 
destination stations, whosoever notice any 
defect in any tank wagon should have 
standing instructions to paste a label on 
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the tank wagon pin-pointing the delects 
noticed or alternatively describe the 
nature of the delect by painting in bold 
letters on the tank wagon body itself so 
that the same could be rectified at the 
unloading destination or loading base 
before the next loading of the tank wagon. 
For this, adequate railway staff-and 
spares should be available at the various 
t; - k wagon loading bases at all times. 

Cm rently, there is no organised and quick 
p < cedure to trace, notify and rectify the 
dt.. ects noted in the tank wagon fittings 
nor is adequate TXR staff available at the 
leading bases to remove the defects 
expeditiously. There are cases on record 
of heavy losses having been incurred due 
to leakage/evaporation due to defective 
or deficient tank wagon fittings." 

2412. To cater for the growing petroleum 

traffic, Railways should pay special attention to the 

maintenance of tank wagons. The Railways repudiate 

several claims for leakage on some ground or other 

and hence the cause-wise and commodity-wise statistics 

of claims paid do not fully reflect the incidence of 

claims on pe roleum and other liquid consignments* 

Thus, the Tinian Oil Corporation reported the facts 

of some repudiated claims for leakage from tank wagons 

in which they questioned the grounds of repudiation* 

Even according to the figures of claims paid, a sum 

of .Es.23 lakhs was paid on account of leakage in 

1960 -69. Aijiart from the question of payment or 

repudiation, it should be realised that the POL 

traffic is a high-rated traffic which should receive 

more careful treatment. All base stations should 
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be well equipped with staff and material so that tank 
wagons are thoroughly examined and all deficiencies 
of equipment rectified before the tanks are supplied 
for loading. . 

Breakage 

2413* One of the main causes of breakage of 
packages in transit is rough and careless handling, of 
goods and parcels at the time of loading and unloading* 
To minimise breakage due to handling, better handling 
facilities, such as, rubber tyred hand barrows, 
loading and unloading mats, dunnage bags, et,c. should 
be provided and maintained in good order at the 
stations, kor lifting heavy packages, the railways 
f should also go in for Vkorklifts’ to be provided at 
selected places. &t the same time, the labour should 
be taken to task for carelessness. The penal clause 
in the labour contract should be invoked, if the 
labour provided by the contractor is responsible for 
/ rough handling. This is an aspect which requires 
. constant and intensified supervision and should find 
its due place in the essential duties of commercial 
clerks at stations. 

2414. Once the packing has been broken or the bag 
has been cut or torn, it is desirable that the packing 
is suitably repaired by ‘the railway while the goods 
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are still in transit to prevent further pilferage, 
shortage and wastage* The transhipment and repacking 
sheds should be given men and material for undertaking 
such repairs* 


Frauds 


24-15* The Railways will do well to act on the 
following suggestion of Shri S.K. Ba’su, Railway 
Advocate, Calcutta:- 

"....Care should be taken to accept parcels 
and goods in regard to items where on the face 
of it, it would appear that the Calcutta Senders 
are sending "I ©3 to Iceland" or "Coal to New 
Castle" or using any particular booking station 
which in the usual course is not the, convenient 
station of booking for the particular party and 
particularly where goods are found covered by 
Insurance. Of late Banking advanoes| on Bill 
Purchase account and cash credit account and 
also letters of Credits facilities a,re often 
mis-used by despatching goods to fiqtitious 
consignees or Co-conspirators with f ( klse 
declarations and utilising the Railways Receipts 
as documentary bills for negotiation^ and/or as 
security for bank advances and ultimately the 
goods are returned undelivered or whien assessment 
delivery is obtained instead of goods, bricks are 
found. The Railways, Insurance Companies and 
financial institutions become victims of grand 
fraud." ■ 


Excepted articles 

2416. It was noticed that when packages containing 

t ■ 

cloth made of Terylene, Terycot, etc. are lost or 
pilfered, heavy claims are paid. These articles are 
now in common use and yet weight for weight they are 
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more valuable than many of the commodities included 
in the list of excepted articles. A reference was 
made to tfce railways and the consensus of opinion is 
that it would he advisable to add the for >wing 
articles to the list of Excepted articles published 
in the I.H.C.Jfc. Goods Tariff.- 

(1) ttrylene 

(2) lylftn 

(3) Tirycot 

(4) Ttrywool 

(5) Woo!l. en fabrics 

(6) Medicines. 

<? 

Protection Wty ks 

2417. ?here should be adequate covered and closed 
accommodation in the goods sheds, transhipment sheds, 

,repacking sheds and parcel offices for protection of 
, goods and parcels against rains. This aspect should 
, receive constant attention of the commercial officers 
, in the Divisions. During my tours I found that several 
commercial v'-ficers were not aware of the adequacy or 
otherwise of the covered/closed sheds at their stations 
and that sou: proposals for extension of goods sheds, 
etc. initiated on the basis of the reports of the 
Inspectors ware not diligently followed up ¥ith the 
Engineering and Accounts departments. It is common 
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to see ifcsofc heaps of parcels of all kills lying 
scattered all over the passenger platfox-ms at many 
busy stations. In this way, apart from the 
inconvenience caused to passengers, it becomes very 
difficult to detect and fix responsibility for thefts 
and pilferage committed while the parcels are lying 
on the^ platforms under nobody's definite charge. 

There should be enough accommodation for keeping the 
parcels, particularly the transit parcels and wherever 
necessary additional cages or rooms on or near the 
platforms should be constructed. I suggest that each 
Divisional Commercial Superintendent should systematica¬ 
lly review the existing shed accommodation available 
at the stations on his Division vis-a-vis the traffic 
handled there and prepare a plan of the additional 
works required for the purpose and the execution of 
these works should be suitably phased cut according 
to the availability of resources. 

2413. I endorse the following suggestions made by 
the High Powered Committee on Security and Policing 
on the Railway (1966-68):- 

(i) There should be proper lighting arrange¬ 
ments in all goods sheds and transhipment 
sheds, apart from all other arrangements 
for their basic security; 

(ii) All big and important yards should be 

protected by perimeter wall or fencing; 

(iii) Watch towers should be erected at focal 
points of the yards fitted with flood 
lights; and 

(iv) There should be no built-up habitation 
either permanent or temporary in yards* 






SETTLBTfW OF CLAIMS 

' 
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CHAPTER 25 

Main complaints of the Public 

2501. The various memoranda received by the Committee 
have all complained bitterly about the manner in which 
Railways dispose of claims, the following being the 
principal points emphasised - 

(i) that settlement of claims, particularly of 
heavier amounts, is inordinately delayed; 

(ii) that delays occur in verification, fixation 
of inter-railway liability, accounts 
concurrence and issue of pay orders and cheques; 

(iii) that claims notices are seldom acknowledged; 
reminder and appeals remain unattended for 
long periods; 

(iv) that the amount of claim paid is insufficient 
and less than that payable under law; and 

(v) that claims are repudiated on flimsy and 
unjustifiable grounds. 

2502. The Committee examined a number of cases on 
different Railways and found that the complaints made 
by the public are not baseless. A large number of 
appeals and complaints are received by the Railway 
Minister and Railway Board every day. In a period 

of 15 days from 1-1-1970 to 15-1-1970, 949 representa¬ 
tions were received from the public and Government 
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Departments regarding settlement of claims, i.e. 79 

per working day. All these complaints may or may not 

he well founded but they certainly indicate great 

dis-satisfaction amongst the public regarding 

settlement of claims. Suits are being filed against 

railways even by Government departments and public 

sector undertakings. The number of claims lying 

unsettled-with the railways has been on the increase 

even according to official statistics, reproduced 

below, which do not include the considerable numbers 

of claims cases which were closed statistically and 

are waiting to be reopened.- 

No. of claims outstanding at 
the end of the year. 

• • • 

1963- 64 28,098 

1964- 65 32,647 

1965- 66 , 31,904 

1966- 67 37,562 

1967- 68 55,520 

1968- 69 55,033 
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CHAPTER 26 

Opening of Cases and Issue of Acknowledgmen ts 

2601. The first pocket of delay in dealing with a 
claim is »t the stage of opening of the file. The 
Committee, while in Calcutta on 18-11-’69, noticed 
that at Howrah Goods Section of the Eastern Railway 
Claims Office, the case clerk was in arrears hy about 
two and a half months. He had in his drawer a bundle 
of new claims letters received in September, a bigger 
bundle of claims letters received in October and 
another br idle of new claims letters received during 
the month of November. An Inspector attached to the 
Committee ®ade an analysis of 40 claims cases paid by 
the office of Divisional Traffic Superintendent, 

Chitpur (Eastern Railway), in June'69 and found that 
the average time lag between the receipt of a letter 
of claim and opening of a claim case was 76 days. The 
position on other Railways is not so bad. But cases 
of delays in opening new files are by no means rare 
and there is considerable room for improvement. 

2602. It is necessary for all claims offices to 
rationalise the handling of fresh claim letters in 
the receipt and index sections and ensure that all 

new claims files are opened (and are ready for dealing) 
within 72 hours of the receipt of letters in the 
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claims office. While the zonal Railways may adopt any 
system which suits them most to reach this target, it 
is suggested for their consideration that the Index 
section (Case opening section) should.be decentralised. 
Yfithin the existing claim dealing sections divided" on 
a geographical basis, claims pertaining to each 
destination station should be marked to one or more 
dealers; and Index registers/cards should be maintained 
in each claim dealing section instead of in a separate 
centralised section. Advantages of this decentralisation 
would be - 

(a) time spent in passing of a letter from Receipt 
section to Index section and vice versa would 
be saved; 

(b) diarising of letters for handing over from 
one section to another section will be 
eliminated; and 

(c) when Index registers are maintained in each 
dealing section, there will be no need for 
each section to maintain a separate register 
of cases. 

2603. However, if decentralisation of index section 
is not considered feasible, an alternative arrangement 
would be to locate Index and Acknowledgment clerks of 
all sections in the Receipt section itself where they 
can sort cut the incoming letters, give numbers to new' 
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claims, issue acknowledgments then and there and 
thereafter pass on the files to the respective dealing 
sections. 

2604. As mentioned earlier, one of the common points 
stressed in the Memoranda received from the Chambers 
of Commerce and individual railway users is that 
notices of claim are seldom acknowledged and if an 
acknowledgment is sent at all, it is sent very late* 

One of the reasons for the very belated issue of 
acknowledgments is delay in opening cases. It is 
essential that acknowledgments bearing proper references 
are issued simultaneously with the opening of the file, 
i.e. within three days of the receipt of the letters ii 
the claims offices. This work will be expedited if 
printed acknowledgment cards are used by claims office! 

A copy of the card used on Northern Railway is given 
in Annexure II. The general hints given on this card 
for the information of the claimants will be useful in 
obtaining the relevant information and documents and 
the Committee commends adoption of this form by other 
Railways with any addition or modification considered 
advantageous. 

2605. It is also suggested that a rubber stamp be 
used to stamp on each letter, after it has been 
acknowledged, the word "Acknowledged” together with 
the date g»f acknowledgement. 
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CHAPTBR 27 
Missing Goods Reports 

2701. The Missing Goods Report from the destination 
station is the basic document for the settlement of a 
claim. The standing instructions on all Railways are 
that Missing Goods Reports will be submitted to the 
claims office within 2 or 3 days of a consignment being 
delivered under qualified remarks. These instructions 
are not always carried out and in many cases MGRs had 
to be sent for from stations on receipt of claims. 

This entails delay. If prompt settlement of claims 

is to be ensured, it is imperative that MGRs are 
submitted within the time prescribed under the rules 
as is done in the case of accident messages and acciden 
reports. In fact, the whole attitude of the station 
staff to damage to goods and parcels should be brought 
on par with their attitude to accidents, and the 
prevention and settlement of claims should receive the 
same urgent and careful attention at the hands of 
Commercial Officers as is given to the prevention and 
disposal of accident cases by the Operating Officers. 

2702. On some Railways, the practice is that advance 
MGRs are collected periodically through divisional 
couriers who work to regular programmes. These 
couriers also take from the claims office a list of 
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out standing MGRs to stations and collect them. On 
other Railways advance MGRs are submitted by free 
service but in many cases claims offices have to send 
their own staff to collect MGRs and sometimes even to 
prepare them. Railways may review their present 
arrangements and adopt any.system that suits them but 
it is essential that - 

(i) the rules regarding timely submission 
of MGRs be rigidly enforced; and 
(ii) enquiries on them be started within a week of 
their receipt with the triple object of - 

(a) settling the claim expeditiously when 
received; 

(b) taking up with the staff responsible 
irrespective of the claim; and 

(c) taking other preventive action as warranted, 
2703. Different Railways have different types of 
forms of MGRs, and some of them are very lengthy 
covering four pages with as many as 50 to 80 entries. 
There is ajso a repetition of several items of 
information, such as booking particulars, name of the 
person wno took delivery, delivery remarks, unloading 
remarks, etc. in the MGR and accompanying documents. 
There is a proposal that the MGR form and Shortage/ 
Damage certificate form should be combined. A copy of 
the draft of this combined form is at Annexurc III. 
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These forms should be serially numbered at each delivery 
point, prepared in triplicate by carbon process 
(preferably with a bail-point pen) at the time of 
granting open/as.sessment/re-weighment delivery so that 
one copy (without filling up its 'B* portion) can be 
given to the consignee on the spot, another copy after 
filling up the 'B' portion despatched to the claims 
office and the third copy retained as office record. 

This will reduce the clerical work of the station in 
two ways, namely, (i) there would be no need to prepare 
a copy of open delivery report, and (ii) the entries of 
the MGR will be substantially reduced. In this process, 
preparation of MGR and granting of Shortage/Damage 
certificate will be simultaneous and there will be no 
failure on account of non-preparation of advance MGRs 
or non-issue of Shortage/Assessment Certificate. 

2704. Normally a case should be opened according to 
the booking particulars on receipt of the advance 
Missing Goods Report and there should be no necessity 
to allot any separate or new number to the letter of 
claim received subsequently. If this procedure is . 
followed, the general complaint of the station staff 
that advance MGRs are not properly connected in the 
claims offices will be removed. 



CHAPTER 28 


Assessment and Shortage Certificates 


2801 . Several Chambers of Commerce have complained 
that heavy delays occur' in getting damages assessed by 
Claims Inspectors, etc. In this connection, the 
following extract from the memorandum submitted by the 
Pood Corporation of India will be read with interest: 


"The increase in the value of damaged food- 
grains could perhaps have been prevented by the Railways 
if assessments were granted without any delay. There 
are a large number of cases where despite requests, 
Railways were not in a position to make prompt assess¬ 
ment which resulted in deterioration of such stocks 
which could perhaps have been salvegod. This naturally 
led to filing of claims for the entire quantity so 
affected. In this connection perhaps only one example 
may be cited where about 80 consignments, received 
during the period June to October 1060, at our storage 
depot at Cocninj have not yet been assessed due to the 
sickness of the Commercial Inspector despite the efforts 
made by our officer. It was only on'■’0.4.1969 that one 
Divisional Commercial Inspector came for assessment work 
but he refused to do this work on the plea that the 
stuff was not shown to him. The damaged foodgrains • 
could .not bo indefinitely kept in the godowns and had 
to be salvaged resulting in non-production of the 
damaged stuff for assessment.” 

2802. . Similarly, the Associated Chambers of Commerce 
and Industry of India, Calcutta has written: - 

'■Damage in the case of cigarettes and manufac¬ 
tured. and ujrnanuf^ctured tobacco would be minimised if 
open/assersment delivery is promptly mode; otherwise 
stocks are liable to further deterioration and pilferage 

n 

2803. . The Chamber of Commerce, Viramgaum writes: 

, "Often claims are being rejected on the ground 
that they are not made in time. But the main reason 
for be/iated claims is the abnormal delay in the issue 
of shortage certificates." 
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2804. As the number of consignments requiring 
assessment delivery has increased, the railways should 
examine the workload of Claims Inspectors and should 
take such steps as are necessary to ensure that assess¬ 
ments are made by Claims Inspectors within two or throe 
days of the receipt of a consignment at destination. 
While there may be some excuse for consignments getting 
damaged in transit, there oan be none for allowing that 
damage to get worse owing to delay in assessment. 

2805. It was brought to the notice of this Committee 
both by railwaymen and rail users that when consignments 
of machinery are received in a damaged or deficient 
condition, heavy delays occur in getting the damages 
assessed. Such assessments are generally made by 
railway officers of Electrical and Mechanical department 
-s. Quite understandably consignees ffeel annoyed when 
their goods besides being damaged in transit are detain¬ 
ed at destination awaiting assessment. Though the . 
number of consignments of machinery moving by rail has 
increased, there does not appear to be any valid reason 
for delays in assessment except lack of information or 
lack of coordination. What is necessary is to impress 
on all th© Officers of Commercial, Mechanical and 
Electrical ^Departments the necessity for prompt assess¬ 
ment, of damages and to evolve a suitable procedure. 

2806. Whenever a Station Master receives a request 
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for assessment of damages on a consignment of machinery, 
he should report the matter immediately "by telephone to 
the D.C.S. or A.C.S. who will make the necessary arrange 
-ments i|t consultation with his colleagues of the 
Electrical and Mechanical Departments. If there is any 
hitch, the D.C.S. or A.C.S. will bring the matter to the 
notice of the D.S. or Dy.C.C.S./Claims to ensure that the 
assessment is made promptly. Station Masters who oannot 
get in touch with the D.C.S. or A.C.S. directly, may do 
so through the Commercial Controller. It should be one 
of the duties of the Commercial Controller to see that , 
no consignment of machinery is detained at any station 
for want of assessment. It is suggested that suitable 
instructions be issued to all concerned through a joint 
notification in the Gazette and be repeated periodically 
so that the orders are not lost sight of. (hallways 
addressed by the Committee on 17.11.’69-) 

2807. In respect of packed consignments, the assess¬ 
ment or open delivery report should specifically state 
the source of breakage or leakage of tins or barrels 
en-route e.g. from the joints, from open mouth, from the 
cut on the body, from the side of the body due to dents 
and burst, etc. 

2808. It is also complained that in many cases consi¬ 
derable delay takes place in issuing shortage certifica¬ 
tes without which claims cannot be preferred. lor 
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example, one of the public sector undertakings has 
stated as follows: 

’One of the main reasons for delay in finalisa¬ 
tion of claims is perhaps the delayed issue of certifies 
-tes for shortage and damage by the Kailway staff at the 
time of taking delivery when short receipt or damaged 
foodgrains are noticed in the consignments by the 
consignee. There are a number of cases occurring daily 
where when the assessment has-been made of the damages 
etc. yet the shortage certificates have not been issued 
by the staff resulting in delay in lodging of claims 
with the Railways, which eventually results in delay in 
finalization of claims. It should be incumbent on the 
staff to issue certificates for damages and shortages 
then and there as and when delivery is taken*” 

2809. Railways have already framed rules according to 

which shortage certificates are issued at the time of 

granting delivery. Railways must insist on strict 

compliance with these rules. It is understood that on 

some Railways shortage/assessment certificates are 

issued only on applications from the consignees. While 

an application from the consignee for granting of 

open/assessment delivery is necessary, issue of 

shortage/assessment certificates should automatically 

follow open/assessment delivery and no separate applica 

--tion need be insisted upon for the purpose. 
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CH APTER 29 

Summary disposal of claims of small valuation 

2901 . The majority of the claims received by the 
Railways are of less than fa.500/-. Value-wise break¬ 
down of the number of claims received in a period of 
three representative months was as under 1 - 


Railway 

Upto 
fa. 200 

fa.201 
to 

fa. 500 

fa. 500 

to 

fa. 1000 

Above 
fa. 1000 

tins peel 

fied 

amount 

- Total 

Central 

14,775 

2,803 

1,504 

1,850 

2,324 

23,256 

Eastern 

4,856 

2,260 

1 ,335 

1,517 

475 

10,443 

Northern 

21,114 

3,640 

1,687 

2,124 

5,183 

33,748 

N.Eastern 

8,092 

1,740 

935 

1,221 

1,766 

13,754 

N.Frontier 

2,927 

2,629 

1,460 

1 ,660 

678 

9,354 

Southern 

6,431 

3,065 

lm 363 

1 ,181 

3,941 

15,981 

S,Central 

6,762 

1,836 

1,053 

1 ,480 

3,085 

14,216 

S.Eastern 

8,856 

2,526 

1 ,408 

1 ,777 

3,561 

18,128 

Western 

16,450 

3,117 

1,608 

890 

362 

22,427 

All Railways 90,263 

23,616 

12,353 

13,700 

21,375 

161 ,307 

Percentage 

56.0 

14.6 

7.7 

8.5 

13.2 

100 


to the total 

It will be seen that 56 percent of claims are for the 
values upto Bs.200 and about 15 percent for values 
between fa.201 and fa.500. Once a missing goods report 
is available in a claims office, which should be received 
in advanoe of the claim, it should be possible to dispose 
of most of the petty claims cases (e.g. those of partial 
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shortage, damage and non-delivery of small consignments 
of perishables) without further enquiry. But it was 
noticed that settlement of even petty claims is often 
prolonged for various reasons such as - 

(a) insistence on the production of beejuck or sale 
invoice; 

(b) verification of the price through a Claims 
Inspector even for articles of common use; 

(c) tracing passage of non-delivered perishable 
packages even though it has no bearing on the 
disposal of the claim; 

(d) verification of actual loss suffered by the 
claimant in claims for damage, through a Claims 
Inspector; 

(e) filling up of lengthy forms; and 

(f) inattention on the part of the dealing clerks. 
2902. When work is heavy and is required to be done at 
a very high pressure, meticulous enquiries, howsoever 
desirable, cannot be carried out in all cases. The 
amount of-attention, which must be given to a claim 

of Es. 5,000/- cannot be given to a claim of Es. 50/- and 
if any attempt is made to do so, its effect would be 
that cases of high valuation will not receive/attention 
which is their due. Within the limited resources of 

man-power, increased attention given to claim/ of small 

/ 

valuation would only delay-their settlement without any 
corresponding gain. 
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2903. Selling rates of articles of common use should 
he available with all claims offices ant shnnld he made 
.up-to-date from time to time. They should b# used as 
a guide for determining the amount of compensation 
payable and it should not he necessary to get the price 
verified by Claims Inspectors in individual oases of r. 
small valuation. It should be the specific responsibility 
of one of the senior Claims Inspectors and the Chief 
Clerk in each claims section to maintain this list of 
selling rates up-to-date. 

2904* Similarly in the low valuation claims for damage, 

it should not ordinarily be necessary to verify the 

actual loss suffered by the claimant from his account 

such t j 

books. Normally/claims should be settled on the basis 

of the assessment made at the time of delivery. It is 

unreasonable that if as per accounts hooks the actual 

loss suffered by the claimant is less than the assessed 

loss, claim is paid on the basis of actual loss but if 

the actual loss is more than the assessed loss, claim 
for 

is paid act the assessed loss. In reality, the language 
of the account books is seldom understood by Claims 
Inspectors and the verification reports put up by 
Claims Inspectors are merely based on the verbal 
statements of the consignees.. I'rom several files 
studied by the Committee, it has been noticed that 
much time is lost in getting such verification reports 
without any corresponding gain. The Committee, 


L 
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therefore, suggests that unless there is any reason to 
doubt the correctness of the survey or assessment report, 
there is no need for any further verification of the 
actual loss suffered in the claims of small valuation. 

2905. Staff responsibility should be fixed in as many 
cases as possible but as suggested earlier the enquiry 
should be started as soon as loss or damage comes to 
notice and should as far as possible be completed before 
the receipt of claim. In any case, settlement of claims 
should not be deferred for fixatiori of staff responsibility, 

2906. ,, Railways will have to make an all out effort to 
establish traditions of settling claims in a businesslike, 
graceful and efficient manner. Promptitude in disposal 
will have to be given top priority and for this purpose, 
the first and indispensable step is to concentrate on 

the prompt settlement of all claims which are either of 
small valuation or easy to dispose of e.g. time-barred 
cases, shortage from flap-door crevices or panel cuts, 
loss of perishable goods, etc. If such claims,-which 
constitute the vast majority of claims, can be disposed 
of quickly, the average time of settlement will 
automatically come down and the public would not mind 
so much any extra time which may be taken in finalising 
complicated cases of high valuation. Moreover, if 
Railways can manage to keep themselves free from 
accumulations of small and easy claims, they would be 
aj?le to give better attention to the claims of higher 
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value and thereby also ensure quicker settlement of 
the latter. 

2907. Twice or thrice every month all claims offices 
should turn up their pending files to make sure that 
no case of small valuation or partial shortage and 
damage has been lost sight of. 

2908. The Committee considers that petty claims of 

the station where a claims office is situated should 
be disposed of within 7 days and should not in any 
case take more than 15 days even in the case of other 
stations on any railway system. Some of the Railways 
to whome these targets were suggested have already 
attained them in the case of many claims of small 
valuation. v"- 

2909. several claims are kept pending for confirmation 
of bookings from the forwarding stations when the 
destination stations do not receive copies of invoices. 
This is another cause of delays in'disposal. As a 
consequence of mechanisation, each station is now 
receiving monthly abstracts of all consignments booked 
from all stations to that station and normally an entry 
in these abstracts should be enough to confirm booking. 
Hence, unless there is ally special reason to doubt the 
transaction, the accountal of a consignment at destination 
station on tlie-basis of machine abstracts should be 
accepted as confirmation of booking# 
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CHA.PTER 30 

Enquiries in high valuation claims 

3001. In the case of a heavy claim, the file should 
he put up to the officer for directing all necessary 
enquiries as soon as the claim letter and the M.G.E. 
have been received. All foreseeable actions should be 
taken simultaneously and not one after another. Study 
of several files made by the Committee revealed that 
even when heavy amounts were involved ■, the files were 
seen by the S.C.O. or Dy. C.C.S. for the first time 
when it was put up to him for sanction of payment after 
a lapse of 6 months or one year or even more than that. 
It is necessary that senior officers apply their minds 
to the facts of the case right from the beginning, 
direct all necessary enquiries and take full responsi¬ 
bility for disposing of cases promptly. Ihis might 
necessitate an increase in the number of senior officers 
in claims offices but the Committee sees no other 
alternative for this. 

3002. Enquiries are often made piece-meal or claimants 

are required to furnish certain documents or information 
piece—meal, lor example, the case is first given to a 
Claims Inspector to trace passage through a junction. 
When he has completed his report, the case is again made 
over f him .to verify the selling rate. Similarly, the 
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claimant is once asked to submit the Beejuek and ?/hen he 
has done so, he is asked to submit a letter of authority 
from the endorsed consignee or the person v ho actually 
took delivery. l‘his tendency to get rid of a file 
anyhow without giving it proper attention is a prolific 
cause of delays and multiplication of work. One of its 
effects is the tendency to repudiate any claim in the 
first instance, hoping to arrange payment if pressed to 
do subsequently. 

3003. In order that the amount of claim payable may 
be determined quickly and a check may be exercised on 
the veracity of the Beejjuck submitted by the claimant, 
all Claims Offices should be equipped wish market 
reports issued by Chambers of Commerce or by Government 
such as publications issued by the Ministry of Mines & 
i'uel, showing rates of soal, etc. In addition, Claims 
Sections should maintain a Rates diary. Whenever an 
original trade invoice is received in a claim case, the 
partioulars of the commodity, forwarding and destination 
stations and the date of booking and rate may be noted 
in the Rates diary for future reference in similar cases. 
The rates verified by Inspectors in individual files 
should also be noted in the Rates diary for future 
reference. 

3004. In the case of big customers such as Steel plants, 
Cement factories, power houses, textile mills, paper 
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mills, etc. who receive a number of wagons every day, 
a customer-wise list of claims prefer red/pending for 
non-delivery of full wagon loads should be maintained, 
and up-to-dated from time to time for faoility of 
reference, investigation and settlement. If the wagon 
remains untraced in spite of reasonable enquiries, the 
claims officers should be authorised to set off a claim 
by delivery of unconnected materials lying at the same 
station or nearby stations or by adjusting unconnected 
wagons already delivered to the same consignee. In 
such adjustments, the question of the quality of goods 
will have to be overlooked. This procedure of set off 
will, on one hand, speed up the settlement of claims 
and, on the other, ensure realisation of a better price 
for materials lying unconnected which suffer greater 
damage, deterioration and pilferage, the longer they 
are detained. 

5005. Sometimes imported goods - especially machines - 
are received at a port in a damaged condition and are 
dispatched from there under clear Railway Receipt. At 
destination, the consignee asks for assessment and 
subsequently claims damages even though the goods were 
already damaged before booking by railway ani even though 
he has already received his claim from the steamer 
company or the insurance company. In all such cases, 
especially when the amount claimed is heavy, it is 



necessary to check whether the goods were unloaded at 
the port in a damaged condition. The Committee has 
been informed that the Calcutta Port 
Commissioners refuse to divulge this information to 
the Claims Offices of the Zonal Railways. The matter 
should be taken up by railways at higher level to see 
that the Port Commissioner Railways extend all 
necessary help to the railways for verification of 
claims. 

3006. Claims on account of missing packages or 
consignments are generally of high valuation and 
their settlement is often delayed, as enquiries 
are made to trace the missing goods before payment is 
made. Many of these consignments are to travel over 
several railways and this is another reason why these 
enquiries are delayed. This is a major problem facing 
the railways. To tackle this problem at source, it is 
necessary to insist on cent per cent compliance with 
the rules with regard to the marking of goods and 
labelling of wagons. This will greatly reduce the 

number of missing goods. Still there will be odd 

/ 

packages or consignments which may go out of destina¬ 
tion and become unconnected. To deal with the result¬ 
ing claims, enquiries should be instituted as soon as 
the consignment becomes over-due and it should be ensured 
that these enquiries are completed promptly so’that the 

settlement of claims, when subsequently received, is 
not held up for tracing the missing goods-. 
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CHAPTER 31 

f inancial concurrence 

3101. Having noticed abnormal delays in 
obtaining financial concurrence and arranging 
payment of fcilOOO/- and above, the Committee 
sent the following interim recommendation to 

the Railway Board on 24-9-1969 (paras 3102 to 3103)< 

3102. According to the extant orders, if the 
amount of compensation payable on account of loss, 
damage, etc. to a booked consignment is RsilOOO/- 
or more, it is necessary for the Commercial 
Department to obtain prior concurrence of the 
Finance Department. The Committee has examined 
this aspect and is of the view that this 
pecuniary limit is too low and, to begin with, 
should be raised to Rs.2000/-, In other words, 
prior financial concurrence should not be 
necessary in cases where the payable amount is 
Bs.2000/- or less. The main reasons for making 
this recommendation are:- 

(a) Delay in settlement of high-valuation claims - 
The Committee during its investigations found 
that on one Railway average time taken for 

- 4 

Accounts concurrence jp 59 days? on some oth*» — 
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Railw&y* it is 20-30 days; and on on* Ballway a 
number of oases had been pending with. Accounts for 
months together. One of the reasons for this 
inordinatt delay in dealing with the olmii&s files 
by the finance Department is that while the number 
of claims oases of to. 1000/- and above has sharply 
increased, the strergth of staff meant for 
financial review cannot be increased due to ban 
on the recruitment of ministerial staff. The 
number of claims for to,1000/- and above has 
increased for two reasons, namely, 

(i) overall increase in the incidence 
of loss and damage, and' 

(ii) fall in value of money, 

(b) Biss in price levels - Quantum of compensation 
is determined by the prevailing prices of goods 
lost or damaged. It is well-known that in thf 
past several years the prices of almost all the 
commodities have gone up manifold. The wholesale 
price index at the end of August, 1969 was 224,5 . 
with 1952-53 as the base. Therefore, the amount 

of compensation payable for the same quantity 

* * 

of goods lost or damaged which at one time, sar 
in 1955, was to.1000/- would now be much more' 
than that. On this consideration alone, the 
raising of the lower monetary limit for obtaining 
prior financial concurrence ia claims oases is 
over due,’* 
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3103* "The Committee, therefore, feels that 
there is immediate necessity for raising the 
lower limit for financial concurrence. This 
step will produce the following benefits:- 

(i) Claims between Rs.1000/- and fe.2000/- 
would be saved of the time taken for 
financial concurrence; and 
(ii) Claims over Rs.2000/- would be more 
expeditiously disposed of by the 
finance Department as a result of 
reduction in its workload." 

3104, The Railway Board have since accepted 
this recommendation and issued orders raising 
the lower limit for financial•concurrence from 
Rs.1000/- to Rs.2000/-. It is hoped that this 

4 

will provide considerable relief to the 
Accounts Departments and now, with much fewer 
cases coming to them for vetting, they should 
not take more than 7 days to dispose of a case. 

3105. Fatly in January 1970, I was glad to 
learn and wish to -place it on record that the 
Financial Adviser & Chief Accounts Officer, 
Northeast Frontier Railway, had got cleared all 
the claims files received in his office upto 
31st December, 1969 for financial concurrence. 

He had also implemented all the suggestions 
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made by the Committee regarding the issue of 

* . 

Station Pay Orders and cheques (Chapter 32). 

3106, The recommendation mentioned in paras 
3102 and 3103 above was % only an interim measure 
designed to meet the immediate needs of the 
situation. But going deeper into the matter 

it is necessary to reassess the giane achieved 
by hallways in getting proposals for payment 
vetted by the Accounts Department, in other 
words, the advantages of pre-audit over 
post-audit which was in force formerly. 

3107. Claims Officers are expected to funotion 
as quasi-judicial officers and exeroise their 
discretion judiciously. A claim of Es.2000 - and 
above passes through several Commercial 
Offloers and is usually sanctioned by an 
officer of an administrative rank. The claim 

is either legally payable or not payable. It 

cannot be said that accounts officers hare 

better legal knowledge than Commercial' 

♦ 

Offioers. Hence, on this question, if at all” 
any advice is necessary it is legal advice 
and-not financial advice. 
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3108. 
Part IX, 
exereise 
( 1 ) 


( 2 ) 


(3) 


(4) 


( 5 ) 


Under para 2248 of the A• counts Code, 
the accounts department is required to 
the following •hecks:- 
That the claim is supported by- 
original documents as required under 
the rules. 

That the claim hao been received in 
time and verified properly by the 
Commercial Department and the claimant's 
title established. 

That particulars of booking and the 
name of the consignee or consignor 
(claimant) are correct and verified 
by the Traffic Department. 

That complete enquiries have been 
made to establish Bailway's liability 
for loss or damage. 

That in the case of damage, full details 
tf assessment of damage, such as 
beejuck rate, market rate, 
percentage of damages., are given 
by the.Commercial Department. 
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(6) That the claim is settled at the beejuck 
value of the goods only^ and where this 
is hot possible, at such ratas as are 
considered reasonable on the merits of 
.each case', . 

(7) That ’To Pay’ freight charges and 
wharfage/demurrage wherever due, have 

1 t-h * 

been deducted from the amount of claim 
settled. 

(8) That the amount of compensation proposed 
to be paid has been correctly determined, 

(9) That the original R.R. has been^. 
surrendered by the party and it hae 

I jl i T.m I. / '‘ 

been cancelled to prevent double* 
payment, 

(10) That legal advice has been taken in oases 
presenting peculiar features and that 
payment is advised to be made as per 
legal opinion. 

(11) That the incidence of the claim a^ 
between Railways has been correct!? 
determined and allopated jadei 
Conference Ruler 
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(12) That disciplinary aotion, where 
necessary, against the stall at 
lault has been taken, 

(13) That the claito has been sanctioned 
by the competent authority, 

3109. These checks are also exercised by the 
Commercial Department belore arranging payment, 
and in heavy claims^ by more than one ollioer 

(A.C.O./S.C.O. , Dy.C.O.S,, C.C,S»h The 
Commercial Ollicers must take lull responsibility 
lor their decisions, and be prepared lor the 
scrutiny ol post-audit checks. But pre-auditing 
means division ol responsility and duplication 
ol work which in my opinion, is not a healthy 
system to lollow. With pre-auditing, higher 
ollicers, who have ultimately to sanction the 
amount, take things lor granted, and overburdened 
with work as they are, do not apply their minds 
lullyj thus claims work is' largely deprived ol 
their guidance. Unless the higher ollicers are 
made to study the claims, which th«y alone are 
empowered to sanction and accept lull responsibility 
£o'r their own actions, neither the delays and 
delicienoies ol dealing will be taken up nor will 
preventive action be initiated. I would, therelore, 
recommand to the Railway Board to give a sericue 
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thought'to the question whether financial 
concurrence (pre-auditing) is at all helpful. 

Most of the claims are concurred in as proposed, 
and only a few cases are returned without 
concurrence or with minor modifications in the 
amount proposed. The following types of objections 
or modifications are generally made by the 
accounts department - 

(1) ^egal opinion may be obtained. 

(2) inquiries should be completed to 
localise the lose, collect transhipment 
particulars, collect original forwarding 
note, etc, 

(3) I n ter-railway liability should be 
fixed. 

(4) Cost of gunny or empty tin should be 
deducted. 

(5) Miscellaneous expenses included by the 
Sender in the BeejucJc stfould be 
disallowed. 

(6) Element of profit should be deducted 
from the amount proposed, 

( 7 ) Particulars of disposal of damage* 
stuff should be obtained. 

(8) * Rate should be further verified 

, '■ ■ t 
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(9) Consignee*s written request for 

assessment deliwsry is not on the file* 
(10) The cpen delivery or assessment, even 
though given by a gazetted officer, was - 
not counter-signed by R.P.F, staff 
3110* On the North Eastern -Railway, the 
Committee found that the objections or suggestions 
made by the accounts department were not always 
reasonable. Some examples are given below 
(1) A suit was filed on account of 
non-delivery of two bundles of 
’phool thali’* The case was sent for 
financial concurrence on 22-1-1968 but 
returned under objection that the 
proposal should, be based on the cost 
prise of metal scrap plus expenses 
towards sending the same to the place 
of manufacture plus manufacturing 
oharges plus the expenses for reaching 
the finished goods to the destination* 

The Commercial Department sei^t v the case 
five times explaining that the 
plaintiff waB entitled to get prevail¬ 
ing market value, but the concurrence 
was withheld for 21 months even though 
a suit-had been filed in the meantime* 
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(2) 3!he Accounts Department was approached 
for concurrence to pay lfe # 158l/- as 
settlement of suit out of court, but 
con cur re nee was refused on the ground 

tht t the beejuck was from an intermediary 
and suit should be settled for fe,1494/-» 
Ultimately the suit was decreed by the 
rourt, and the Railway had to pay Rs.272/~ 
rnore than the amount initially proposed. 

(3) In a suit for Rs.214l/- for short delivery, 
concurrence was withheld on the ground 
that staff responsibility had not been 
fixed and intern-railway liability had not 
been taken up. Concurrence was received 
after the file had been sent four times. 

3111* Several cases of this nature were brought 
to -th^ notice of the General Manager of the Horth Eastern 
Railway. Individual eases apart, the Committee feels 
that the Railway Board should give serious thought t? 
the question whether Railways cannot revert to the > 

old practice of post-audit, instead of pre-audit/ 

\ ■ 

even when the payment involved is over Bs.2000/~* 

In any case, further raising of the limit will have 
to bp considered if th.e present enhaitcement does 
not giye adequate relief to the Accounts department 
and decays still persist* 
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3112. He verting to para 3108 above, from clause 

(13) of para 2248 of Accounts Code Part II, it is 
apparent that this Rule only gives details of the 
eheoks to be exercised at the time of post audit. 

As there is no separate Rule regarding the checks 
to be made at the time of pre-audit. Accounts 
Department has been applying this very rule, with 
varying degrees of rigidity, before giving financial 
concuirenoej and necessarily there is delay in doing 
so because of the numerous details required to be 
scrutinized in each case. Some Accounts Officer® 
themselves mentioned this during the course of' 
the ir discussions with the Committee* The 
Committee, therefore, recommends that therp 
should be a separate rule for pre-audit orC 
claim oases* This Rule should simply require 
the Accounts Officer to see before giviig 
financial concurrence that - 

(a) the claim ia one for payment and- 

(b) the amount proposed to be paid has 

been correctly arrived at* 

It should also be olarifled that the existing Rule* 
2248A-II applies only to post audit. Fur ther its 
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clause (6) needs to be amended as follows In the 
light ox' Chapter 37 of this report. 

Existing provision To be amended as 

(6) That the claim is That the claim is 

settled at the beejuck settled at a reasonable 
value of the goods only, rate subject to the 
and where this is not maximum of the market 
possible, at such rates rate prevailing at 

as are considered destination on the 

> 

reasonable on the probable date of 

merits of each case. delivery or on the day 

when the damage 
occurred.. 
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CHAPTER 32 


Procedure for Payment 

i 

3201. The Committee was surprised to note that even 
after the amount has been sanctioned by the competent 
authority, inordinate delays take place in arranging 
actual payment. The following figures indicate the 
average time taken in issue of pay orders and sheques, 
(as revealed by a sample study of claims paid in 
May, 1969) - 


Railways Average time between Average time between 

date of sanction and date of issue of pay 
date of issue of pay order and dispatch 
_________ order, (in d ays; of cheque, (in days ) 


Central 

6* 

8.8 

Eastern 

50.1 

17.1 

North Eastern 

27^ 

22.4 

North-east Frontier 

20.0 

50.6 

Southern 

7 

1.9 

26.0 

South Central 

35.3 

11.8 

South Eastern 

7.0 

39.1 

Western 

4.6 

I 7.9 


Struck by these figures, the Committee thought 


that Remedial action was urgently called for and, as 
such,., sent an interim suggestion to the Railways on 
1.11.1969 on the following lines. 

3202, The sanctioned amount of compensation for los 
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and damage to booked consignments can be paid by one of 
the following modes - (i) Station Pay Order; (ii) cheque 
on a bank; (iii) postal money-order; and (iv) book 
adjustment. Money Order is issued at the specific 
request of the claimant. Book adjustment is done in the 
case of Government and Departmental claims. Payment by 
Station Pay Orders has been allowed on Railways upto a 
fixed pecuniary limit. And in all other oases payment 
is made by cheque. 

5203. Issue of cheque is a lengthy prooess involving 
three different offices - first, claim office prepares an 
’Accounts Pay Order' and despatches it to the Accounts 
Office; second-,* Accounts Office prepares a cheque and 
despatches it to Cash Office; and third, Cash Office 
despatches the cheque. The Committee, during its 
investigations, found that there is a substantial time 
lag between sanction of amount and despatch of cheque 
and on one Railway it was as much as 2 to 3 months. 
Thereafter there is further delay in return of files 
from Accounts Office to Claims Office. The Committee 
feels thati there is an ample scope for cutting down these 
delays. 

3204. The Committee found that on one Railway, Station 
Pay Orders are issued upto Es. 1 ,000/-, on some Railways 
upto Es. 500/-, on some Railways upto Rs. 200/- and on,- 
some Railways no payment is made by Station Pay Order. 
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It was surprising to note that while one of the Area 
Superintendents of a Station was authorised to settle 
claims upto Rs. 2,000/-, he was not allowed to pay even 
one rupee from his station earnings and in all cases he 
had to prepare pay orders on the Accounts Department and 
send them to the Head Offite for issue of cheques* 

Issue of Station Pay Orders not only speeds up settlement, 
hut also reduces the all round work-load and is conve¬ 
nient to small traders who may or may not have acpounts 
in the Banks. It also ensures a definite entry of the 
payment in the Station delivery book. 

3205* In the course of discussion, all Chief Commer¬ 
cial Superintendents of the Zonal Railways have agreed 
with the Committee on the advantages of making payment 
by Station Pay Order. The Committee, therefore, / 
recommends that all Railways should issue Station.Pay 
Orders upto Es. 1,000/- on selected and specific Rations 
whose daily cash collection is enough to make suph pay¬ 
ments and upto Rs. 500/- on all other stations. This 
suggestion is within the powers of railways and has 
already been implemented by some, e.g,, Eastern and.North 
-east Frontier. To avoid any possibility of doubt it 
is advisable that a directive be issued by the Railway 

i 

Board. 

3206. !, The Committee has also noted on some Railways 
that there are delays in preparation and despatch of 



Pay^Orders - whether on the Stations or on the Accounts. 
The Railways should review their machinery and take 
steps to ensure that Pay Orders are despatched within 
3 days of the date of sanction. On some Railways, the 
Pay Order Section is centralised and is not in charge 
of any particular A.C.S. While Railways could have a 
central Pay Order Section if warranted by local 
conditions, this Committee feels that decentralisation 
of this section - so that each claims settlement section 
prepares and despatches its own Pay Orders - would 
obviate unnecessary transfer of files from one section 
to'another, enable each A.C.S. and Chief Clerk to 
exercise better supervision or control on the issue of 
Pay Orders and will improve the position, 4 

3207. The tendenoy to accumulate cases for disposal 
at the end of each month, resulting in bunching of work 
in P^y Order and despatch sections, should be avoided by 
evenly spacing out. the. work-load of the out-door staff 
throughout the month, 

3208. • It was observed by the Committee that on soma 
Railways the practice is either to backdate the Pay 
Order or to count the date of sanction and not the date 

of Pay Order as required by Rules (which have been amended 
vide Board’s letter No. T.C.IIl/3006/69 dated 15.10.’69), 
as the date of disposal to keep the statistical figure 
of 'Average number of days taken, for disposal* low and 
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to complete the monthly quota of disposal. This defeats 
the very purpose of the statistical compilation, mis¬ 
leads the management and prevents remedial actions to 
reduce procedural delays. The Committee deprecates such 
practioe and recommends that falsification of figures 
should not be permitted under any circumstances. 

3209. 1 It has been observed that ’Station Pay Orders' 
are valid for one month on one Railway, for two months 

on another Railway and for three months on other Railways. 
The Committee recommends that to obviate back references 
for issue of fresh Pay Orders involving unnecessary 
additional work and harassment to the claimants, the 
currency of Station Pay Order should be three months on 
all the Railways. This is particularly neoessary^in 
view of the delays which occur in the preparation and 
despatch of Pay Orders and the practioe of back-dating 
Pay Orders prevalent in some offices. 

3210. Por issue of cheques, the Railways should 
examine the possibility of adopting the procedure s which. 
iB already in force on the South Eastern Railway, under 
which the Accounts Offioe staff sit in the same build¬ 
ing, and prepare cheques .there. In Railway Board’s 
letter Eo. TC.IIl/3006/69, dated 15.10. '69instructions 
have been issued that date Of despatch of the oheque 

to the claimant should be taken as the date of disposal 
and that the issue of theque by. Accounts Office should 
not take more than seven days from the date the cheque 
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is authorised to he issued. In view of this directive, 
it is all the more necessary to ensure that arrangements 
for the issue of cheques are streamlined. If the desir¬ 
ed improvement oannot be achieved under the existing 
procedures, the following alternatives may be examin- 
ed:- 

(a) Issue of Accounts Pay Order can be 
dispensed with and cheque issued on 
the basis of the sanction issued on 
the file. 

(b) Cheques oan be issued at the same time 
when the Accounts concurrence is given 
in all oases except those requiring 
sanction of the General Manager, and 

(c) Officers of the Commercial Department oan 
be empowered to issue cheques on behalf of 
the P.A. & C.A.O. 

3211. Regardless of the amount, payment may be made 
by cheque to those who specially ask for it or reside 
at a station other than the destination station of the 
consignment in question. 

3212. It was notioed on one Railway that considerable 
delays take plaee in dispatch of ( cheques as they .have to 
be sent by Registered Post and the Registration Clerk in 
the local Post Office is able to accept only a certain 
number of Registered letters per day, for booking,.. Such 



delays in the dispatch of cheques or Pay Orders, whether 
occurring in the Post Office or in the railway’s own 
Dispatch Section, should be eliminated and suitable 
arrangements should be made either in the Dispatch 
Section or with the Post Office for the clearance of all 
such letters as soon as they are presented for dispatch. 
The Claims Office of the Western Railway already has such 
an arrangement with the nearest Post Office. 

3213. The usual practice in regard to issue of pay 
orders by a claims office is that the pay order advice 

• ■ ■ ' . . _• t 

is sent to the claimant, while the pay order is sent 
either to the station for oash payment or to the Chief 
Accounts Officer for issue of a cheque or money order. 

The Pay order advice is prepared by carbon process, 
while the pay order is written out with ink. This 
means that for each pay order, full particulars are 
entered at three places - (1) Pay Order advice to the 
claimant (2) pay order and (3) block foil of pay order 
for office record. To avoid unnecessary clerical work, 
pay order and pay order advice forms ean be combined 
and can be prepared in 3 copies by carbon process, 
preferably with ball-pen. This will expedite the issue 
of pay orders and also effect saving in clerical work. 

It should be possible for the railways to evolve a 
combined form on the same lines as is done in the case 
of railway receipts and invoices. 
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3214. On some Railways, each pay order for the C.A.O. is 
being forwarded to him with^a separate covering letter. 
This is quite unnecessary. All the pay orders sent to 

ft 

C.A.O. on one day can be forwarded to him under one 
covering letter in which only the commencing and closing 
numbers of the pay orders enclosed need be mentioned. 

This, again, is a simple step, which will reduce clerical 
work. 

1 

3215. On Western Railway, the station is required first 
to acknowledge the receipt of pay order &nd then to inti- 
nate the fait of encashment to the claims office, both on 
printed forms. These are unnecessary, and are not in 
use on other Railways* It is recommended that these may 
be discontinued as they serve no useful purpose. Bach 
station should maintain a register of pay orders receiv¬ 
ed and paid and this should be checked by Inspecting 
Officials. 

3216. On the North Eastern and N.F.Railways, each pay- 
order clerk prepares about 15 pay orders per day, but 

r 

on South Central, Central and Western Railways, each 
clerk prepares 25 to 30 pay orders per day. North Bast 
and North-east Frontier Railways should examine, why the 
output of their pay-order clerks eannot be increased. 

On North-east Frontier Railway, the Committee noted that 
Pay Order clerks are supposed to check the title of the 
claimant, at the time of writing the pay-order. This work 



should not be entrusted to the Pay Order Clerk but to 
the Chief Clerk of the dealing section. 

3217. It was noticed that in many cases ad hoc cuts 
are made by Claims Offiidrs while sanctioning claims 
which leads to general dissatisfaction among traders and' 
other claimants. Sometimes the letters intimating 
sanction of claims explain the details of the amount 
paid, but often this is not done and the public remains 
in the dark as to why the cut has been made." It is 
necessary that whenever the amount paid is less than the 
amount tlaimed, the covering letter should contain a 
brief explanation as to how the amount, which is bei.ng 
paid, has been arrived at. 

hounding off of' amount paid 

3218* At present amount of compensation paid is reckon¬ 
ed upto the last ’Paise'. The amount paid has to be 
written, in words as well as figures, at so many places, 
e.g., order of sanction, pay-advice to the party, pay 
orders, cheques, statistical registers etc. and every 
where amount has to'written in Rupees and Paise. To 
curtail the work-load involved in writing as well as in 
adding, it is reoommended that the total amount of com¬ 
pensation should be rounded off to the nearest rupee, 
i.e., 49 Paise and below should be dropped and 50 Paise 
and above should be reckoned as a whole rupee. Por 




instance, if the payable amount works out to Rupees 
One Thousand Fifty five and Paise Forty three only, 
the railway should round it off and pay Rupees One 
Thousand Fifty five only and if the payable amount 
works out to Rupees One Thousand Fifty five and Paise 
Seventy five only, the Railway should round it off 
and pay Rupees One Thousand and Fifty six only* 

This principle has already been accepted in the case 
of the total freight charges (vide Rule l9l of Goods 
Tariff No*32), and it is suggested that it should 
be applied to claims cases also for simplification. 
(Recommendation sent to Railway Board on 13—1—1970)• 
Pecuniary Powers of officer s 

32l9* The powers of officers to settle claims 
have been enhanced by the Railways in recent years. 
Pecuniary limits upto which A*C*Os, S*C*0s, Dy*C*C*Ss 
and C.C.S# are now authorised to pay compensation 
in claims cases on Indian Railways are as under. 
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Railway 

A.C.O. 

5 

8 S.C.O. 

8 

8 Bv.C.C.S. 

8 

1 CiC.S. 

_ t 

Gs. 

T Es. 

I Es. 

5 Es. 

Central 

1 ,000 

2,000 

4,000 

10,000 

Eastern 

750 

2,000 

4,000 

10,000 

Northern 

1,500 

2,000 

5,000 

10,000 

North Eastern 

1 ,000 

5,000 

10,000 

15,000 

North-east 





Frontier 

750 

1,500 

3,000 

5,000 

Southern 

750 

2,000 

4,000 

10,000 

South Central 

1,000 

2,000 

4,000 

10,000 

South Eastern 

750 

2,000 

4,000 

10,00.0 

Western 

1,000 

2,000 

4,000 

15,000 

Note 

A On Western Railway, C.C.S. has full 


powers 

to pay claims decreed by a 


Court i 

of Law. 



This, is 

given, here for the information 

of 

Railways. * 





3220. With the steep rise in prices and a consequent 

increase in the 

number of higher value claims, 

it was 

inevitable that 

the powers of officers to settle claims 


be suitably enhanced. But this method has its 
limitations and the powers of Assistant and Senior 
Scale officers cannot be increased further without 
loss of efficiency. As a matter of fact they are 
already shouldering responsibilities for which they 
are not paid' - an arrangement which is neither fair 
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to them nor to the administration. For want of time 
C.C.S. and Dy.C.C.S., instead of giving guidance to 
their assistants, have to rely entirely on the 
Assistant Claims Officers, most Railways having now no 
senior scale officer for Claims Settlement work. 

3221. It stands to reason that claims of higher 
■aluation need close scrutiny by senior, experienced 

and more mature officers. At the moment such attention 
is largely lacking on most of the railways and the 
inevitable result is slipshod disposal of claims and 
neglect of preventive effort. It is a well known 
principle of administration that responsibilities 
should be commensurate with status and pay and what 
claims offices need now is not further enhancement of 
the powers of A.C.Os and S.C.Os but the posting of 
additional officers of senior and administrative rank 
according to retirements. 

Low valuation claims 

3222. It has been noted that several petty claims 
even of less than Rs.10/- are being paid by the Railways. 
Some loss in transit is inherent in the hazards of the 
rail-transport. Moreover, the paper work involved 

and incidental charges at both ends make It prohibitive 
to lodge a small claim of say, less than Rs.10,/-* 

3223. I welcome the decision taken by the Food 
Corporation of India not to prefer claims of less than 
Rs.10/-. This is a wise -step and others should be 
persuaded to fall in line with this. 



CHAPTER 35 

St rengthening of the Claims Settlement 
Organisation of Eastern Railway. 

3301. When I studied the Claims position on Eastern 
Railway, it came to light that that Railway needed 
immediate assistance in order to cope with the increas-. 
ing arrears of claims. I, therefore, sent a special 
report to the Railway Board on 20.11.'69. I am glad the 
Board have partly accepted my re-commendation and given 
some help to the Railway. The special report is repro¬ 
duced below. 

3302. ’’During the course of my study of the working 
of the Claims Offices of different Railways, I have 
found that the Claims Settlement Organisation of the 
Eastern Railway is very weak for the volume of work it 
is required to handle. This is reflected in wrong 
repudiations, de]ayed decisions, public complaints, 
insufficient attention to details and a progressive 
increase in the number and amount of claims. During 
the last five'years, the total amount paid in compensa¬ 
tion by Eastern Railway has gone up by 3£ times as the 
following figures will show:- 

1964-65 1965-66 1966-67 1967-68 1968-69 

(in lakhs <?f Rupees) 

Amount paid in 
compensation by 

Eastern Railway 76 90 98 167 263 
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Purther, the amount paid in 1968-69 was about a crore 
more than that paid during the previous year and 

represented more than a quarter of the total payment by 

« 

all the Railways, namely Rs. 10.18 crores. 

3303* "Below are given the numbers of new claims 
received on this Railway during the years 1964-65 to 
1968-69:- 


Year 

No. of new claims 
received.* 

Percentage increase in 
registration compared with 
the year 1964-65. 

1964-65 

65,201 


1965-66 

76,782 

18$ 

1966-67 

91,887 

41$ 

1967-68 

1 ,16,425 

79$ 

1968-69 

1 ,17,173 

80$ 


*Including those disposed of by 
Station Masters. 

i'he rising trend in the registration of new claims 
continues. During the 7 months - April to October, 

1969 - 67,526 new claims were received as against 
64,858 received during the corresponding period of last 
year. This represents an increase of about 4 per cent 
over last year. 

3304 . "The existing organization on Eastern Railway 
to deal with clairs is as follows 

Table on next page. 



Whole time 


Dy. C.C.S.(Claims) 


1 


B.C.S* 

A.C.O.(Claims) 

A. C.O.(Outward & Cross 
Traffic Claims) 


1 ^Though appointed 
exclusively for 
5 Prevention-, he is 

now spending most 
1 of his time in 

settlement work. 


Part time 


BTS/ATS . Chitpur 

CAS/aCAS Bhanbad 

3305. "In the normal course one would have expected 
that after the recent upgrading of the post of , 

SCO(Claims) to Dy.CCS/Claims, there would be l-g By.CCS* 
doing claims work. But as a matter of fact the Beputy 
who was previously doing claims as well as coaching 
work was, after upgrading of the post of S.C.O.(Claims) 
exclusively earmarked for ooaching work. This was done 
as the Eastern Railway explains, primarily on account 
of the stress laid on ticket checking, improved cater¬ 
ing and reservation 

3306. "The officer-wise break <up of the average 
number of oases received during the first eight months 
of 1969 was as follows;- 


Table on next page. 



Average No. 

of cases 

received 

per month 

Officer 1 

lew. cases 

Reopened 

cases Total* 

1. A.C.O./C 

M 

1207 

90 

1297 

2. A.C.O./D 

2208 

126 

2334 

3. A.C.O./E . 

1503 

124 

1627 

4. A.C.O./HG 

954 

22 

976 

5. A.C.O./Sealdah 

1706 

501 

2207 

6. DTS/ACO,Chitpur 

1049 

224 

1273 

7. CAS/ACAS,Dhanbad 

811 

38 

849 

^Excluding those 

disposed 

of by Station 
Masters. 

On the Eaotern Railway, ACO has powers 

to settle claim, 

upto Es,750/~, S.C.O. 

upto Is.2000/- and Dy.CCS upto 

Rs.4000/t. Each ACO 

processes 

! all cases, disposes of 


those within his powers and puts up to the SCO/Dy.CCC 
those cases which exceed his own powers. Thus, the 
ACO deals with all cases. 

i 

3307. "Both DTS/ACS, Chitpur, look after the entire 
commercial and transportation work of Chitpur area. 
CAS/ACAS, Dhanbad, look after the entire coal commercial 
work of the coal- fields served by Eastern Railway, 

The claims work, these officers do, is only a small part 
of their total workload which keeps them fully occupied. 

3308. ^’The figures given in para 3306 above show that 
excluding the cases dealt with in the offices of DTS 
Chitpur and CAS Dhanbad, as also Outward and Cross 
Traffic Seotions, on an average, 8441 claims cases were 


% m ¥ m « 


dealt with "by the 5 ACOs in the Head Office giving an 
average of 1668 cases per month or 67 cases per day for 
each ACQ. As a matter of fact, each case has to come 
to the ACO at least twice. So each ACO has to handle 
a minimum of 130 cases daily with the inevitable result 
that he cannot do justice to the work, gets no time to 
think and has to slur over important aspects of the 
work. Por example, in the Howrah Goods Claims Section, 
even petty cases are taking months to settle, a recent 
census showed 2500 claims unaccounted for, and on 
18—11 — •69 I found bundles of claim letters received 
during September, October and November still lying with 
the Index Clerk. In Chitpur, an analysis of 40 recent 
cases showed that the average time taken to open a case 
was about 76 days from the receipt of the letter in the 
office. In the Sealdah Claims Office, thousands of old 
claims pertaining to Tea, which were earlier filed 
pending receipt of documents from the Claimants, are to 
be reopened and settled. This is not to be wondered at 
considering that since 1956-57 (When this Railway assumed its 
present form) the incidence of claims has doubled and 
amount paid in compensation has quadrupled, yet the 
manpower available to handle claims has not only not 
increased but has actually decreased in as hiuch ae the 
vacancies of clerks have not been filled on eenbunt of 


the ban 
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3309. "Practical experience has shown that the optimum 
number of cases of different valuations that can be 
satisfactorily handled by one ACO is about 800 per month. 
On the basis of this formula, the Claims Branch of 
Eastern Railway needs, for settlement work, 10.5 ACOs 
instead of the present strength of five. 

3310. "The value-wise breakup of the new claims 



received by the 

Eastern 

Railway 

is as follows?- 




1964-65 

1965-66 

1966-67 

1967-68 

1968-69 

a) 

Upto Es.100/- 

18,783 

21,538 

25,052 

27,584 

23,062 

t>) 

Above Es.100/- 
and upto Rs.500/- 

25,463 

27,144 

33,005 

41 ,182 

41 ,292 

c) 

Above Es.500/- 
and upto Ks.1000/- 

5,011 

6,233 

10,122 

14,806 

15,116 

a) 

Above Rs,1000/- 

6,036 

8,477 

10,748 

15,944 

17,213 

e) 

Unspecified 

9,903 

13,390 

12,060 

16,909 

20,490 









Total; 

65,196 

76,782 

90,987 1 

,16,425 1 

,17,173 


It will be seen 

that on 

the Eastern Railway, the 

number 


of high valuation claims is very large. This will also 
be borne out by the fact that average amount per claim 
paid on Eastern Railway during 1968-69 was Rs.360/- as 
compared to all Indian Railways average (except Eastern 
Railway) of Es.224/- per claim paid. Naturally, high 
valuation cases need greater attention at the levels of 
S.C.O. and By.CCS. These files have to be put up to 
the Officers again and again for directing enquiries 
and putting up notes to IA & CAO/CCS/General Manager. 



O ^ isir'** 


3311. ’’In addition to settlement of claims cases, 

SCO/Dy.CCS have to do a good deal of Outward and Cross 

Traffic, litigation and miscellaneous work, such as - 
* 

i) Appeals against the orders of ACO and SCO; 

ii) Parliament questions and references from the 
Railway Board on complaints regarding claims 
(average number of references from the Railway 
Board in individual claims cases is about 63 
per month); 

iii) Accident claims; 

iv) Review of cases in which Section 80 notice* 
are received; anc . 

v) Policy matters. 

By. CCS/Claims has also to deal with staff matters hot 
only of the Claims Branch but also'of all senior 
commercial staff on Divisions. SCO and Dy.CCS/ciaims 
have to grant interviews to claimants and attend'* 

meetings with Chambers of Commerce, etc. Th yd, they 

/ 

have to do important public relations work, which if 

properly done, is quite time consuming. y' 

. ) 

3312. ”At present, there is one SCO (wbo' is designated 

/ 

for claims prevention but in fact mainir doing settlement 
work) and one Dy.CCS/Claims on the Eastern Railway. The 
workload for these officers is so much that they cannot 
help working mechanically. To ensure that high 
valuation cases receive due scrutiny and attention 
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and are settled expeditiously, it is necessary to post 
an additional SGO/Claims and an additional ly.CCS/Claims 
on the Eastern Railway for settlement work. 

3313. M I would also like to emphasise that a Claims 
Settlement Organisation which is understaffed, represents 
very false and short sighted economy: we save a little 

on staff costs "but pay much more in claims ar.d in the 
bargain incur public inconvenience and annoyance. I'or 
when a Claims Office is overburdened with work, not only 
is settlement of claims delayed but the preventive 
aspects are largely neglected. A vicious circle is 
thereby sot up; the rise in claims results in inattention 
to prevention, and the latter causes a further increase 

1 

in claims. This is precisely one of the causes of the 
mess in which the claims branch of the Eastern Railway 
is seen today; and the Claims Officers are very sore 
that inspite of working long hours, they have had to 
face such progressive deterioration. 

3314. ’’Thus, taking into account both the quality and 
quantity of work and the impact of claims on public 
relations and customer satisfaction, I would assess the 
minimum additional requirements of officers for the claims 
settlement ’ork of Eastern Railway as 1 J)y.CC3, 1 SCO and 
5 ACps. It is suggested that these posts may be 
sanctioned for a year and the sooner it is done the better.” 
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CHAPTER 34 
Repudiation of claims 

3401 . formerly, the responsibility o:C a railway 
administration was that oi a bailee under the Indian 
Contract Act. Under the Indian Railways (Amendment) 

Act 39 of 1961 which came into effect from January, 

i 

1962, Railways assumed common carriers’ liability in 
respect of loss, destruction or deterioration of 
animals or goods entrusted to the railway for carriage. 

The amendment makes the railway administration 
responsible for the loss, destruction, damage, 
deterioration or non-delivery in transit of animals 
or gooes arising from any cause excepa those specified under 
.3©G.t.iCJh i 73 of the Indian Railways Act. Sven when 
these excepted perils apply, the railway is not 
relieved cf its liability unless it can further prove 
that it has used reasonable foresight and care in the 
carriage of the animals or goods. The absolute 
liability of the Railways has been further restricted 
under other specific provisions of the Act, for 
example Sections 74 to 78 of the Act. 

3402. It is, therefore, clear that even after 
assumption of common carrier's liability, the 
railway administration is protected by law under 
certain specific circumstances and the railway 
administration is well within its rights to 
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re pudiate a claim for loss, damage, and non-delivery 
within the permissible provisions of law. But the 
extent of liability has certainly increased with the 
amendment of law from the year 1962, It will, therefore, 
be interesting to know the percentage of claims paid 
to the total settled during the years before and 
after the assumption of common carrier's liability - 


Year 

Total number 
of claims 
settled 

Number of 
claims 
settled by 
payment« 

Percentage of 
claims settled 
by payment to 
total claims 
settled* 

1959-60 

445208 

252785 

56.8 

1960-61 

456431 

260004 

57.0 

1961-62 

508830 

266495 

52.4 

1962-63 

536301 

265462 

49.5 

1963-64 

530062 

286361 

54.0 

1964-65 

556163 

292101 

52.5 

1965-66 

587481 

302245 

51.4 

1966-67 

644893 

317380 

49.2 

1967-68 

721090 

364647 

50.6 

1968-69 

765865 

410394 

53.6 

3403. 

Normally one 

would expect 

that after 


assumption of common carrier's liability railways 
would be admitting a larger proportion of the claims, 
but statistics do not show that this is so. This may 
partly be due to the fact that railways direct their 
claims preventive measures only against the causes of 
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the claims paid and so there is no abatement of the 
causes leading to the claims which are ultimately 
repudiated. But another possible reason which has 
been stressed in several of the memoranda received by 
the Committee is that the policies followed by Claims 
Offices in dealing with claims are not in conformity 
with the law and many of the repudiations are 
unjustified. This Committee, after studying a number 
of claims files on railways, has come to the 
conclusion that this complaint is not without some 
justification. A few examples are given below. 

3404. Non-compliance with packing conditions does 
not protect the railway against pilferage (as distinct 
from wastage), and yet several claims of this nature 
are rejected on that plea. Even when the Railway 
Receipt bears remarks that dunnage bags have been 
provided, some claims for pilferage through flapdoor 
crevices are rejected on the plea that bags were not 
found at the destination station (wagon having passed 
transhipment point) or the dunnage bags were of sub¬ 
standard size. The Pood Corporation of India have 

/ 

cited a number of cases (vid<3 Annexure IV) in which 
claims for damage by wet were repudiated by railways 
on the plea of non-provision of dunnage. 

3405. Similarly, the Pood Corporation have also 
mentioned cases in which claims have been repudiated on 
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ground of non-provision of dunnage, though shortage 
was found in the middle, of the wagon. One case has 
been cited by the food Corporation of India in their 
memorandum as follows:- 

"Invoice No, 3 of 10/11,11.1967 ex. Alexandra 
Docks to Pattabiram Military Siding CR C 23189 
and CR C 58051 - 4000 bags milk powder (Pood 
Corporation of India-. Claim No.G—1 (31 5)/67-Railway* s 
reference C-125/3/M/9995/67-68) 

"In this case there was a shortage of 3 full bags 
and partial shortage in 29 bags which were cut p v '' =1 
, torn. A claim for Es,1317»57 was rejected by 
Railways on the pica of non-provision of dunnage. 
The bags were loaded 18" away from the flapdoors. 
The pilferage in 29 bags was noticed in the middle 
of the wagon and not from the bags near the door. 

It is surprising that plea of S-27 not having been 
complied with was used for rejecting the claim 
although the consignment was milk powder to which 
S-27 condition does not apply." 

3406. Repudiation of claims on the ground of non¬ 
provision of dunnage bags or provision of sub-standard 
dunnage bags is being indiscriminately resorted to by 
the Southern Railway and it was noticed that the 
repudiated oases, when taken to court, are compromised 
and paid. This is not a healthy practice as it gives 
rise to the widespread feeling that railway claims 



offices do the right thing only under extreme pressure. 
Railway Board she,Id issue clear instructions as to 
the protection which the non-provision of dunnage 
affords to railway in the event of a claim and whether 
it absolves the Railway from responsibility for damage 
by wet. 

3407. Even when the liability of the railways was 
that of a bailee, they had to bear responsibility for 
theft and loss of entire packages from open wagon. 

Under Section 75A of the Railways Act, railways’ 
responsibility has in no way diminished and the 
railways are responsible for theft and loss from 
open wagons even when open wagons are used at sender’s 
own request. Pood Corporation of India have cited a 
number of cases (vide Annexure V) of claims being 
repudiated on account of shortage found from open 
wagons. 

,3408. One complaint made by many public bodies is that 
railway staff posted in Private Sidings and sometimes 
even those working at railway stations do not count 
tfce number of packages/bags and make such remarks on 
the railway receipts as 'loading and unloading by 
owner', 'Loading not supervised by railway staff', 

'one wagon said to contain. bags'. Such remarks 

are prejudicial to the interests of the owners of 
the goods, especially the consignees who when they 




pay for a railway receipt do not know what remarks 
it bears. Such short cut methods of work by railway 
staff either land the railway in claims or cause public 
dissatisfaction and should not be permitted, i'or 
normal work, sufficient staff should be provided at 
loading points, in goods sheds as well as private 
sidings, to ensure that the packages/bags are tallied 
by a Goods Clerk as they are loaded into a wagon. At 
many goods sheds, the traffic has been decreasing and 
so the counting of packages/bags as they are loaded 
should be no problem. But in places where there is a 
shortage of staff ,, there is no reason to allow such 
shortage to continue, especially at private sidings 
where the cost of staff is required to be borne by the 
siding owner. It should be made clear to staff that 
even though a consignment is required to be loaded or 
unloaded by owners, still railway staff are responsible 
for supervising the loading and unloading operations. 
3409. When the number of bags is covered by the 
remark 'said to contain', railways are protected against 
any shortages noticed at the station where the wagon 
is first opened provided its seals are intact. But 
if a consignment was transhipped en route either on 
account of damage to wagon or on account of break of 
gauge and no shortage was notified by the transhipping 
station, the natural presumption is that the number of 
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bags was correct as per forwarding note and, therefore, 

if any shortage is found at the destination station, 

the railway becomes liable and the old practice was to 
* 

pay such claims. Several railways admit such claims, 
but others repudiate them on the ground of 'said to 
contain railway receipt*. This Committee considers 
that in the case of 'said to contain* railway receipts, 
if a oe a nyj jppa ent is transhipped en route from a wagon 
with forwawding station seals intact, enquiries at 
transhipWKRt point should be made. Tte® 0W»rs would 
be responsible for the number of bags found short 

at "cthe t*S»ehipment point and railway® would be 
responsible for any further shortage found at 
destination. Railway Board should issue an authoritative 
ruling on this point for the guidance of railways as 
to how such claims are to be disposed of. 

3410. There is general dissatisfaction with the way 
settlement of claims is delayed or short payments are 
made to claimants. Indecision or incorrect decisions 
are driving many people to Court. Even some Public 
Sector Undertakings have started filing suits against 
the railways , e.g. Pertilizer Corporation of India, 

State EJsclPieity "oard. The Pood Corporation of India/ 
in their jeemorandum to this Committee have written 
that if claims are not settled in the usual manner, a 
stage would be reached when they would have to go to 
Court for getting compensations from the JRairUvayaj. 



CHAPTER 35 


Statistical di sposal and Re-ope rang 
oT claims 

3501 . The usual way of disposal of a claim is 
either by delivery of the ‘consignment j.nt'act or by 
payment or by repudiation* Railways have been given 
the targets of average time within which th>,- claims 
should be disposed of. The Railways, therefore, 
keep only those cases pending which are diligently 
pursued by the claimants. If there is any delay on 
the part of the claimant in furnishing material 
information or documents, such as original railway 

;V* 

receipt, beejuck, letter of authority, ofee., the 
claims are statistically closed till the receipt of 
such documents. This type of disposal has been 
permitted by the Railway Board - 

(i) if a 15-day notice by registered post has 
been served on the party calling for the 
relevant papers and adding that if the 
papers are not received within the stipulated 
period, the case will be treated as closed; 
and 

fii) on expiry of the period of 15 days, the 
Railway had served another registered 
notice stating more positively that if the 
documents are not received within another 
15 days, the case would.be closed# 
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3502. During the course of study of several claim 
files* the Committee noticed that the incidence of 
such statistically closed cases is quite high on 
certain Railways. A sample survey of the number of 
claims disposed of in a period of three months brought 


out the following informations- 

No« of claims statistically close d 


Railway 


Total No. of claims No. of claims closed 


disposed of by 
payment or 


due to no:i-receipt 
of documents from 


re 

pudiation. 

the parties. 

Central 

20,379 

2,733 

Eastern 

10,024 

2,140 

Northern 

26,103 

1 ,368 

North Eastern 

10,960 

721 

Northeast Frontier 

7,828 

476 

Southern 

18,697 

468 

South Central 

10,890 

2,124 

South Eastern 

13,679 

3,201 

Western 

23,278 

642 


It would be seen that on Central, Eastern, South 
Central and South Eastern Railways, number of claims 


closed due to non-receipt of documents from the 
parties as compared to the total disposal is very 
high. It was also observed that in several cases, 
railways are not fully following Board's orders of 
serving two registered notices as mentioned above. 
In some cases, the railways close the cases 
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simultaneously with the writing of a letter to the 
claimant calling for certain documents but the 
claimant is not advised that the case had been closed. 
Nor are such letters always sent by registered post. 

The tendency to resort to such means in order to 
reach the target of disposal is undesirable. The 
cases should not be closed unless full opportunity 
has been given to the claimant to produce the documents 
in support of his claim and he fails to do so in a 
reasonable time. It is common knowledge that several 
days are spent in despatch of a letter, postal transit 
and thereafter in receipt and linking of replies. 

Hence, it would not be realistic to expect that the 
documents, even if sent within a fortnight by the 
party, would be in the file within 15 days of the 
date of issue of a letter. 

3503. The Committee has also observed that once a 
claim is treated as statistically closed, the actual 
.settlement of that case even after receipt of 

, requisite documents, is delayed for months and on one 

, Railway for years. In this connection, I wduld like 
to make the following recommendations. 

3504. The claims office must wait for at least two 
monthq from the date of the first letter calling for 
documents before closing the case, and that the party 
must invariably be advised about such closing? 
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3505. Cases which are statistically closed, pending 
receipt of requisite documents from the claimants, 
should continue to he kept with the Pealing lerk and 
should not be sent to the Record section so that 
letters received from the claimants may he quickly 
attached to the file and dealt with fumther. 

3506. Statistics of disposal should separately 
indicate the number of cases closed on account of 
delay in receipt of documents from the claimants; 
large incidence of this type of disposal should be a 
matter for the management to investigate. 

3507. Efforts should be made to educate the people 
as to what documents should accompany the claim 
application. It has already been suggested J hat 
these types of general Instructions sheaid be printed 
on the acknowledgment Card, The public should also 
be informed about this through frequent notifications 
in the newspapers. Printed standardised applioation 
forms indicating all requisite entries should be made 
available at every station to be handed over to the 
merchants at the time of granting open/assessrient 
delivery. 

3508. By stricter supervision over the work of 
receipt of letters and attaching thereof to the files 
in the claims offices, a sense of trust should be 
cultivated in the minds of the claimants that their 
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documents will be properly linked in the ©laims 
offices and the original documents would he returned, 
if the claimant needs them for other purposes. 

Cla ims re-op ened 

3509. According +0 the Manual of Statistical 
Instructions, a claim is to he considered re-opened 
only when the claim, which has already been disposed 
of, is again taken up for consideration at the 
instance of the party or higher railway authorities and 
earlier decision is amended in any maJHier* 

3510. Incidence of re-opened claims in juxtaposition 
with total number of fresh claims preferred on Indian 
Railways during the last 10 years is set out in the 
table below:- 


Year 

No. of fresh claims 
preferred. 

No. of cl 

re-opened 

1959-60 

4,17,935 

21,051 

1960-61 

4,34,395 

18,220 

1961-62 

4,76,936 

19,305 

1962-63 

5,02,809 

21,932 

1963-64 

4,97,752 

25,599 

1964-65 

5,34,561 

26,152 

1965-66 

5,57,399 

29,339 

1966-67 

6,21,825 

28,726 

, 1967-68 

7,03,424 

35,624 

1968-69 

7,20,036 

41,315 . 


It is seen that the number of re-opened claims has 
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doubled in ten years. There should be no hesitation 
in re-opening and paying a claim if it is found on 
review or appeal that the same had been earlier 
repudiated on insufficient grounds. What is 
undesirable is the repudiation of or closing of cases 
merely to complete the fixed quota or just to get rid 
of a file. Unfortunately this has become quite a 
common practice. 

3511. According to the Statistical Manual, the time 
taken for the disposal of a reopened case should be 
reckoned from the date of receipt of the communication 
which caused reconsideration leading to amendment of 
the previous decision. But in practice, the average 
time for disposal of reopened cases is counted from 
the day of order of reopening and is generally taken 
as one day only. Thus delays in the reopening of 
claims are not reflected in the average time taken 
for disposal of a claim and the result is neglect 
of such cases. The Committee found that the time 
, taken to reopen and settle a case varies from a few 
days to a few months since the receipt of the 
claimant's letter. 
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CH APTER 3 6 

Time Limit for Settlement 

3601. One of the pressing demands of the Chambers 
of Commerce as we]7 as individual members of public 
is that there should be a time-limit for verification 
of facts and settlement of a claim by the Railway - in 
the same way as there is a time limit of six months 
for lodging a claim. This demand for prompt settlement 
is understandable as loss or damage to goods means not 
only loss of business or production but also blocking 
up of capital without any interest which may spell 
ruin for a small trader. The Railway Board have 
constantly stressed the need for expeditious disposal 
of claims, and have also prescribed average time-limits 
within which claims should be disposed of. The overall 
average time for disposal of a claim laid down by the 
Board is 30 days. The Railways have also been told that 
no claim should remain outstanding for more than one 
year and six months old cases should not exceed 50 on 
each Railway. 

3602. Average time taken for disposal of claim cases 
on all Indian 1 Railways during the last five years was - 

1964- 65 31.3 days 

1965- 66 31.7 days 

1966- 67 ' 29.2 days 

1967- 68 32.8 days 

1968- 69 38.2 days 
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3603. These figures, if true, do not present an 
unhappy state of affairs. But the Committee has 
reasons to believe that these statistics are not quite 
accurate. No doubt, small claims upto Rs.500/- are, 

by and large, settled within two. months but the majority 
of claims of heavier amounts suffer excessive delays. 
There are allegations in several representations 
received by the Committee that some claims have been 
pending for years. The number of such claims, as com¬ 
pared to the total number of claims settled by the 
railways, is undoubtedly very small. But it is to h'- 
kept in mind that the heavier the amount of claim, 
the more concerned are not only the railway administra¬ 
tions but also the claimants. Verification of heavy 
claims is bound to take a little more time but there 
are avoidable delays at several stages, which can be 
cut down. 

3604. At the instance of the Committee, a physical 
census of all claim files pending on a fixed day (on 
1-8-’69 by Central and Western Railways and on 1-9-’69 
by other Railways) was taken, and the results were 

as follows.- 


(Table on next page) 
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Number of claims outstanding 



Upto Es.201 

E3*200/~* to 

Rs.500 

Rs. 501 
to 

Rs.1000 

Above 
Rs. 1000 

Unspeci¬ 

fied 

Amount 

- Grand 
Total 

More than one 
year old. 

13 

25 

119 

692 

30 

879 

More than six months 97 
old but less than 
one year old. 

222 

M3 

2818 

299 

3879 

Between 2 months 
and 6 months old 

2171 

2067 

2400 

7566 

1852 

16056 

Less than two 
months aLd. 

11709 

5613 

5016 

8888 

4070 

35296 

TOTAL: 

13990 

7927 

7978 

19964 

6251 

56110 


3605. This census disclosed that the figures of 
'Claims outstanding' shown in the statistics of the 
Eastern and the Northern Hallways for the previous 
months were not correct. These figures, even as they 
are, indicate that - 

(1) the number of pending claims over six months 
and over one year old is far in excess of the 
targets fixed by the Board; 

(2) the number of pending claims of small valuation 
- say upto Rs.500/- is quite substantial. 
Curiously, quite a few of these are more 

than 2 months old, and even more than 6 
months and 1 year old; and 

(3) of the outstanding claims above Es.1000/- 
more than one sixth or 17 per cent were more 
than six months old. 



3606. As the number of claims has increased the 
arrears of pending claims - specially old cases - 
have been mounting up. Obviously there is need 
for taking effective measures to speed up the 
settlement of claims - inspite of the erroneous 
belief held in some quarters that the faster the 
claims are settled, the more will they increase * 
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CHaPTER 37 


Quantum of Compensation 

3701. While dealing with a claim case, the two most 
important points to he decided are 

(1) whether the railway administration is 
liable for the loss, destruction, damage, 
deterioration and non-delivery of animals 
or goods hooked for carriage; and 

(2) if so what is the amount of compensation 
payable to claimant. 

Liability of the railways as carriers is governed by 
the provisions of ; the Indian Railways Act. But on the 
quantum of compensation, there is no specific provi¬ 
sion in the Indian Railways Act. One has, therefore, 
to look to the general law of contract on the subject, 
contained in Section 73 of the Indian Contract Act 
which reads as under 

"73. When a contract has been broken, the 
party who suffers by such breach is entitled 
to receive., from the party who has broken the 
contract, compensation for any loss or damage 
caused to him thereby, which naturally arose 
in the usual course of things from such 
breach or which the parties knew, when made 
the contract, to be likely to result from 
the breach of it." ' 



"Such compensation is not to he given for 
any remote and indirect loss or damage sustain¬ 
ed by reason of the breach. 

"When an obligation resembling those 
created by contract has been incurred and has 
not been discharged, any person injured by the 
failure to discharge is entitled to receive 

I 

the same compensation from the party in 
default, as if such person had contracted 
to charge it and broken his contract. 

"Explanation - In estimating the loss or 
damage arising from a breach of contract, the 
means which existed of remedying the inconve¬ 
nience caused by the non-performance of the 
contract must be taken into account." 


3702. The following extracts from the commentary on 
'Indian Contract Act* by J.P.binghal and E.S.Subrahmanyan 
(1968 Edition) indicate the general principles for 
fixing the amount of loss or damage caused by breach 
of contract.- 

"In fixing the amount of damages, the general 
purpose of the law is to give compensation, that is, 
to put the plaintiff in as good a position as he 
would have been had the defendant performed the contract. 
Ordinarily, compensation is not the value of the 
contract but of the performance of the contract. 

•Damages should be adjusted in such a way a's to equal 
the value of performance . ..." 

a • ■ . 

Theory of damages is that they are a compen¬ 
sation and satisfaction for the injuries sustained;' 
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that is, the eum of money to be given for reparation of 
loss or damage suffered, should, as nearly as possible, 
be that sum which will put the injured party in. the 
same position as he would have been, if he had not 
sustained the loss or damage for which he is getting 
damages.',' 

3703. The High Courts have generally taken the view 
that the claimant is entitled to the market prioe of the 
goods prevalent at the destination station, at the time ' 
when the goods were damaged or should have reasonably 
reached the destination. This view has bean accepted 

by the Supreme Court as a settled law. In A.I.B. 1966 

S.C. 395 (Union of India versus Ishwar Nand Saraswat) 

the Supreme Court has held - • 

"The contract price in our opinion is no 
measure of damage to be awarded in a case 
like the present. It is well settled that 
it is the market price at the time the 1 
damage occurred which is the measure of 
damages to be awarded." 

3704. In claims offices, the general practice at 
present is that if a claim is preferred by the consignee, 
payment is made at the price of the sender’s Sale 
Invoice (Beejuck) and if the claim is preferred by the 
Sender, payment is made at 5 to 10 per cent less than 
the Beejuck price. When Beejuck is not available or 
goods are known to be despatched for sale on commission 
basis, compensation is allowed on the basis of market 
value, deducting 10 to 15 per cent towards the element 

of profit. 

3705. This practice of settling compensation claims 
at Beeju,ck value only and sometimes even less than the 



-314- 


Bee juck value has been the subject matter of criticism 
by a large number of claimants and it has been represent 
-ed that the person who orders his goods from the 
suppliers obviously gets his capital locked up and expects 
to make a reasonable profit in the transaction of sale 

■ip. 

of his goods and, therefore, payment of compensation 
at Beejuck value is causing hardship to the trade and 
is not in accordance with the law. It has also been 
represented that the Railways’ policy of settlement of 
compensation claims has forced the mercantile community 
sither to seek the assistance of a court of law or to 
Look for alternative modes of transport. 

5706. I have examined the extant orders of the Railway 
Board on the subject. Prior to 1952, the principles 
followed by the Railways in assessing claims for com¬ 
pensation for goods lost or damaged in transit were 
not uniform. Some Railways assessed compensation on 
Beejuck value plus a reasonable allowance fpr profit 
lot exceeding 10 per cent, whereas others allowed actual 
sost of the goods lost or damaged plus actual incidental 
ixpenses. fhe matter therefore came up for discussion 
•efore the Commercial Committee in November, 1952. ihe 
ioncluding part of the Commercial Committee s resolution 
»as as under - 

’’The Commercial Committee are of the opinion that 
io uniform procedure can be prescribed, but every effort 
ihould be made to get the claimants to accept Beejuck 
value, and where this is not possible, it would be permiss¬ 
ible to allow profit on a reasonable basis based on the 
merits of each case.” 
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The matter again came up for informal discussion 
of the Commeroial Committee in November *68 and the 
following resolution was passed - 

"The Commercial Committee observe that the 
normal course for Railway is to settle claims on the 
basis of Beejack value. But in cases where circums¬ 
tances warrant the deduction of a percentage towards 
the element of profit, individual railways may adopt 
a different pi'ocedure on the merits of each case." 

3707.- Para. 2248 of Accounts Code Part II lays down 

the nature of checks to be carried out by the Accounts 

Department in regard to compensation claims. Item 6 of 

this para was emended in 1955' This provision of the 

Recounts Code as’ it existed before and after amendment 

is reproduced below:- 

Before amendment Aft er amendment 

"Item (6). - that the claim "Item (6) - that the claim 
the 

is settled at/market rate is settled at the Beejuck 
prevailing at destination on value of the goods only, 
the probable date of delivery and where this is not 
or in case the market rate are possible at such rates as 
not available, at Beejuek are considered reasonable 
rate." on the merits of each 

cast 

It is seen that item (6) of para 2248 A.II which 
provided for settlement of compensation claims at 
market rate was amended presumably in conformity with 
the Commercial Committee's views expressed in 
November, ’52. 
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3708. The main r.eason advanced for not paying 
compensation at the market rate is that the consignee 
is saved from some of the miscellaneous expenses like 
unloading, haulage from station to the godown, storage 
and salesmanship which he is to incur for marketing the 
goods. This argument is not acceptable on two consi¬ 
derations - 

(i) Every trader has a fixed establishment 
and, therefore, non-delivery of one consignment or a 
part of a consignment does not materially affect the 
expenditure which he incurs on warehousing and sales¬ 
manship; in cases of damage, the consignee has either 
to segregate the damaged stuff or to sell the damaged 
stuff at a lower price; and 

(ii) the railway does not pay compensation on 
the day on which the loss or damage occurs. The capital 
of the consignee remains locked up for several months 
before he is reimbursed, and he gets no interest for 
it. 

3709. The Committee has carefully considered the 
matter and is of the opinion that . the Railways are 
neither doing justice to themselves nor to their 
customers by paying less than what is.due accordirg to 
the settled law of the country. It is inequitable and 
imprudent to pay less amount to those who accept the 
decision of the railway administration as final, and 
more to those who resort to litigation. 
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3710. The Committee recommends that it should be 
made clear to all Claims Officers that to repudiate a 
claim which is actually fit for payment or to pay 

Es. 9/- where Es. 10/- is due is not prevention of claim 
but only harassment of the public. Claim prevention 
requires that a claim should not arise; in other words, 
that the goods should be delivered to the consignee in 
a safe and sound condition. But when damage has occurr 
-ed and a claim has arisen, the compensation paid should 
be such as would be considered fair and reasonable by 
any disinterested observer; it should be neither more 
nor less than the due amount. 

3711. After considering all the aspects of the problem, 
the Committee recommends that the following principles 
may be laid down for the guidance of claims officers for 
determining the quantum of compensation - 

(l) If the claim is preferred by the sender (who 
holds the title) or any of his agents, com¬ 
pensation should be paid at the market price 
of the forwarding station at the tinje of 
booking which will be reflected in the, 
sale-invoice or Beejuck, i.e., replacement 
cost at the forwarding station, freight 
paid should be added. 

,(2) If the claim is preferred by the consignee, 
compensation should be, paid at the whole- 
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sale market price prevailing at the 
destination station at the time when the 
damage occurred or when the consignment 
ought to have reached the destination, 
i.e., replacement price at the destina¬ 
tion station on the probable date of 
delivery. This may be arrived at either 
by verification through an Inspector, or 
by reference to the published price- 
bulletins or by an agreement with the 
representative bodies of the claimants 
or by adding a fixed percentage of prof it 
to the Beejuck rate depending on the 
existing market price of the particular 
commodity, or by negotiation with the 
claimant, as may be convenient and 
expedient. "To lay" freight, if not 
already paid, should be deducted if 
compensation is allowed at the destina¬ 
tion selling rate. 

(3) If the claimant is not a trader but a 
consumer, compensation should be paid at 
the price at which goods were purchased, 
i.e., Purchase price plus proportionate 
freight, if already paid by the claimant. 

In any case, the quantum of compensation should 
not exceed the value of the goods at the destination 
station market rate. 
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CHAPTER 38 

Inter Railway Liability 

3801* At present, inter-railway liability is 

fixed in every claim of more than Rs.20G/~ on through 
traffic according to Conference Rules framed by 
Indian Railways Conference Association. 

3802# a study of files and discussions with the 
claims officers of the zonal Railways have convinced 
the Committee that the fixation of inter-railway 
liability is a time consuming and largely fruitless 
process and the notices exchanged between the zonal 
railways do not lead to any positive preventive 
action in most of the cases. 

3803. 'f'he fixation of inter-railway liability was 
a matter of necessity when different railways were 
owned by different agencies. With the major railways 
all coming under state ownership, this aspect has 
lost all practical utility and its main purpose is the 
maintenance of a separate account for each railway. 

3804. The following table indicates the annual 
average (of five years - 1964-65 to 1968-69) of 
gain or loss made by each Railway after fixation of 
inter-railway liability (i.e, difference in debits 



- 320 - 


raised against and credits received from cider 


Railways) - 


Annual average gai n Q) or los e 


Central 


(In thousands of Rupees) 
- 24,13 


Eastern 

Northern 


+ 18-49 

0,61 


North Eastern - 9,16 
Northeast Frontier - 4,21 
Southern + 5,57 
South Eastern - 1,86 
South Central - 8,77 


Western +30,60 

It will be seen that (i) on several Railways, the 
net gain or loss after all the meticulous apportion¬ 
ment case by case is negligible or insignificant, 
(,ii) the main gainers are the Western and Eastern 
Railways and the main loser is the Central Railway. 
The, Committee feels that for making adjustments of 
this nature in each Railway’s accounts, it is not 
necessary to fix inter-railway liability in ea*h 
individual case. This can be done by some ad hoc 
formula based on past experience or on ‘study of 
sample cases or any other suitable method. 
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3805, The table in Annexure VI sets out the 
amount of compensation paid separately for local 
and through traffic on individual Railways during 
a period of five years. It will he seen that 

Ci) 86 per cent of the amount of compensation 
paid is on through traffic; (ii) the rate of 
increase in claims on through traffic is more 
than double the rate of increase on local traffic 
the former increased by 153 per cent in 1963-69 
over 1964-65 and the latter increased by 71 per 
cent during the same period. 

3806. These trends indicate that in spite 
of fixing inter-railway liability, claims on 
through traffic have been going up much faster 
than those on local traffic. This is because 
under the present system claims on through 
traffic not only take longer to settle but also 
receive less attention from the preventive angle. 
While ±n the oase of local cl aims, Railways do 
sometimes try to locate the loss, fix staff 
responsibility and take remedial measures; in the 
case of claims on through traffic, the anxiety 
for, strict compliance with Conference Rules tends 
tp throw all preventive action into the background 
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3807- Most of the Railways have got a separate 
’outward 1 and ’cross’ section for dealing with 
notices received from foreign Railways for proving 
delivery of consignments to the adjoining Railway# 

The strength and oost of staff in these otward and 
cross sections are shown in the following tables— 

Outward and Cross Section 
(1968-69) 

No. of staff Annual 

Indoor Outdoor Total Cost of staff 

_ _ _ X*Tn thousands of 

. Rupees) 


Central 

136 

22 

158 

719 

Eastern 

84 

31 

115 

499 

Northern 

65 

k 

80 

380 

North 

Eastern 

35 

3 

38 

150 

N 0 rtheast 

Frontier 

25 

12 

37 

133 

Southern 

27 

5 

32 

120 

South 

Central 

41 

3 

44 

203 

South 

Eastern 

57 

18 

75 

367 

e stern 

41 

- 

41 

180 

Total 

511 

109 

620 

2751 
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3808, The break up of outdoor and indoor 
staff shown above indicates that the work of 
inter-railway liability is usually confined to 
correspondence rather than actual field enquiries 
to localise loss and fix staff responsibility, 

3809, In addition to the staff of Outward 
and Cross sections, a large number of claims 
office and accounts office staff are engaged in 
raising and accepting debits and accountal 
thereof. Approximate number of such staff on 
seven zonal Railways (except South Central and 
South Eastern) was 148 and their annual wages 
were about Rs t 6»54 lakhs. Adding the estimated 
cost of staff on the other two Railways, the 
total cost of such staff may be placed at 

Rs.8 lakhs. Thus, direct wages of the total 
staff engaged for fixation and apportionment 
of inter-railway liability were about Rs»36 
lakhs in 1968-69 on the Indian Railways, 

3810, The magnitude of the work involved 
in dealing with the notices received from 
foreign railways will be seen from the number 
of outward and cross claims registered on 
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each Railway. The numbers of such cases during 
1968-69 were as unders- 


Railway 

Outward 

claims 

Cross claims Total 

Central 

27,613 

43,964 

. 71,577 

Eastern 

19,878 

18,430 

38,358 

Northern 

40,731 

33,098 

73,829 

North 

Eastern 

12,990 

12,084 

25,074 

Northeast 

Frontier 

7,420 

6 

7,426 

Southern 

27,703 

4,525 

32,228 

South 

Central 

N.A. 

N.A, 

50,867 

South 

Eastern 

14,913 

6,626 

21,539 

Western 

28,740 

7,770 

36,510 

Total 

179,988 

126,553 

357,408 


To every outward or cross claim case registered 
on a Railway, there is a corresponding inward 
claim on the destination Railway which settles 
the claim. Thus, for the same claim on through 
traffic two or more files are opened on two or more 
diff erent Railways, Facts of the case as far as 
known have to be communicated by the destination 
railway to the forwarding and the crossing 
Railways for making further investigations. 
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This involves a good deal of clerical and typing 
work on the destination railway. Though the man-power 
now employed in apportioning inter-railway liability 
on claims is costing the Railways Rs»36 lakhs ? it is 
by no means sufficient to deal with such a large 
number of cases satisfactorily. In fact, what is 
happening is that most of the work done in these 
two sections is purely of a routine nature and 
confined to opening of cases, writing of letters to 
the stations, transhipment points and inter-change 
points for furnishing the particulars of transit 
and closing of the files on receipt of payment 
advice received from the settling Railway,, Most 
of the Outward and Cross claims are treated as 
closed after issue of a cyclostyled letter to the 
settling railway that the liability of his railway 
should be fixed as per Conference Rules, In the 
majority of cases, the liability is apportioned 
either on distance basis or on the basis of the 
D.D, Message issued by the destination railway, 

3811, How the existing machinery for 
determining inter-railway liability has proved 
.inadequate and ineffective will be borne out by 
ttee f§ct that the majority of claims on inter-changed 
traffic are paid under 'Suspense* head. Increase 
in claims has put the nachinery for fixing 
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inter-railway liability completely out of gear, 
as the following figures of amounts outstanding 
under 'Suspense* at the end of 1964-65 and 1968-69 


indicate - 


Amo u nt under 'S usp ense * at the 
end of the year !, 

(In thousands of Rupees) 


Railway 

1964-65 

1968-69 

Central 

1649 

3125 

Eastern 

1196 

5246 

Northern 

2269 

6358 

North Eastern 

1001 

1601 

Northeast Frontier 

2553 

7492 

Southern 

3337 

7257 

South Central 

— 

5088 

South Eastern 

487 

787 

Western 

1825 

7018 

Total 

1,43,17 

4,39,72 


3812, The following observations made by • 
Mr, Brown in his report in 1951 are equally true 


today:— 

"Much of the work done in claims offices 
continues to follow quite unnecessarily the 
pattern of the past, and too much importance 
is attached to inter-railway liability;. 
Notwithstanding national ownership, the 
railways continue to explore the technical 
loopholes provided by Conference Rules for 
avoiding responsibility, and in consequences 
neglect the investigation of faults 
committed by their staff," 
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3813* After studying the matter in detail and 
discussing it with several senior officers I have 
come to the conclusion that this sort of technical 
sharing of liability among the Government Railways 
is doing more harm than good. I, therefore, 
recommend that the present system of fixing 
inter-railway liability as between Government 
railways should be abolished. 

3814* This would result in abolition of Outward 
and Cross sections, substantial reduction in the 
clerieal work of the dealing and despatch sections 
of inward claims sections, curtailment of clerical 
work of the accounts sections as a result of a 
large reduction in the number of transfer 
certificates and hills, and above all, expedite 
settlement of claims. 

3815* The staff withdrawn from this work would 
not become surplus for the time being but would be 
utilised more profitably on settlement and preven¬ 
tion work. But eventually when the prevention 
drive has got into a stride, I do, expect that 
clerical work in claims offices would be 
reduced and some clerks' posts would become 
surplus. 
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3816. In the case of goods and parcels moving 
over several railways, all problems are best handled 
by one railway, as divided responsibility means no 
responsibility. Past experience has shown that 
railways do not give proper attention to their 
outward and cross traffic claims* It is, therefore, 
necessary that the paying railway, which is usually 
the destination railway, should be made entirely 
responsible for the efficient handling of all 
claims on through traffic. If fact, for this 
purpose all railways should regard themselves n^t 
as separate entities but as zones of one big 
railway system. The settling railway should deal 
with through claims just like its own local 
claims, Por this purpose, it can get all the 
required information either by correspondence 
with the claims office/P.C.S./Station Master on 
other Railways or by deputing its own Inspector 
to trace the consignment through right from the 
booking station - and preferably j.n heavy claims 
by the latter method. The destination railway 
will also fix the responsibility of staff of 
other railwayand will forward a copy of the 
report to the officers concerned for suitable 


action., 
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3817. * Apart from taking up individual cases for 

investigation/fixation of staff responsibility, the 
paying railway will also have a regular system C£ 
analysing the claims paid on through traffic, to 
pinpoint not only the commodities affected and 
causes of claims but also the places where thefts 
are occurring or the working is irregular, 
negligent or deficient. This analysis* supported 
by facts and figures* should be forwarded to the 
Chief Commercial Superintendents of sister railways 
for remedial actions. Introduction of this system 
will be far more effective for fixation of staff 
responsibility and prevention of claims than the 
existing system aimed at the technical division of 
pecuniary liability on the basis of the service 

of notices and waiting in vain for the expiry of 
time limits provided by the Conference Buies. 

3818. Stations should continue to notify loss, 
damage, deficiency or excess in the manner 
prescribed by ^'iference Rules as these help in 
localising the loss, fixing the responsibility and 
determining the oauss of the claim* 



3819* These recommendations apply only in 
respect of inter-railway liability between nine 
zonal Railways and not to the Port Railways and 
nongovernment Railways which will continue to 
be governed by the extant Conference Rules* 
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CHAP1ER 39 

Dem and tor change in system 

3901. There is no doubt that the settlement of claims 
is a very sore point with the public so far as railways 
are concerned. The dis-satisfaction voiced in the 
memoranda sent to the Committee has expressed itself in 
a general demand for a change in the present system and 
for this purpose the following concrete proposals have 
been made by various Chambers of Commerce and other 
railway users - 

(1) that railways should hold periodical meetings 
with their larger customers like Bteel Plants, 
Pood Corporation of India, Tea Associations, 

Oil Companies, etc. to discuss problems relating 
to claims; 

(2) that Claims work should be decentralised; 

(3) that the system of mobile claims offices should 
be adopted more extensively; 

( 4 ) that instead of litigation railways should 
permit joint arbitration by railway officers 
and representatives of the larger concerns; and 

(5) that Claims Tribunals should be established 
on the same lines as there are tribunals for 
suits under the Motor Vehicle Acts. 
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Periodical Meetings 

3902* The periodical meetings with the bigger 
undertakings, Chambers of Commerce, State Governments 
will certainly be useful not only for more expeditious 
settlement of claims but also in clearing of doubts 
and misunderstandings. The Committee recommends the 
holding of such meetings quarterly or six-monthly, as 
a regular measure. At such meetings railways should not 
merely acquaint themselves with the•complaints and 
suggestions of their major constituents but also seek 
their co-operation in regard to various measures of 
claims prevention. 

Decentralisation 

3903. Ever since their inception, railways have 
handled claims work as a central subject. This 
arrangement has certain advantages because claims work 
is done by more specialised hands, questions of inter¬ 
railway liability and inter-divisional staff 
responsibility are dealt with at Headquarters level 
and chances of duplicate claims being paid on the same 
consignment are minimised. 

3904. Side by side with this arrangement, a measure of 
decentralisation has been in vogue on some railways for 
many years. 1'or example, the Northern Railway has a 
branch office at Varanasi, and the Southern Railway at 
Tiruchchirappalli. On the Central Railway, Goods 



Superintendent, Wadi Bunder, settles claims upto Rs.2000/-, 
on the Western Railway, Area Superintendent, Ahemdabad, 
settles,claims upto Us. 1000/- and on the Eastern Railway, 
Coal Superintendent, Dhanbad, settles claims upto 
Rs.1000/-. With the regrouping of Railways, claim 
offices of some of the smaller railways were left 
undisturbed; thus Bikaner and Jodhpur Divisions of 
Northern Railway continue to deal with claims, with 
the D.C.S., who is under the executive control of D.S., 
being directly responsible to Dy.C.C.S.(Claims), Delhi, 
in claims matters. 

3905. With the increase in the'number of claims over 
the years, centralised claims offices situated at the 
Headquarters of a Railway are finding it difficult to 
collect full facts and necessary documents within the 
target time fixed for expeditious settlement of claims. 
Correspondence between the claims office and the 
Divisional Office/stations/Claimants has increased 
enormously with consequent delays and increase in 
work-load. There is, therefore, a suggestion for 
decentralisation of, claims settlement work. 

3906. As a matter of fact, the necessity for partial 
decentralisation has already been accepted by the 
Board in as much as certain powers for claims settlement 
were delegated some years ago to Station Masters of 

big stations and Commercial Inspectors on line. But 
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this barely touches the fringe of the problem as Divi¬ 
sional Officers still remain largely out of touch with 
claims work. To give one simple example, in many 
instances even the Missing Goods Deports, which, under 
standing instructions, must be prepared and submitted 
by station staff in advance of claims, have to be 
prepared by the staff of the Claims Office from station 
records after receipt of the claim. Under existing 
arrangements, the entire burden of claim settlement 

V 

and prevention falls on the Claims Offices in the Head 
Office and as Divisions have no direct responsibility in 
regard to claims, Railways' claims bill goes on 
increasing at an alarming rate. 

3907. In order that claims work may receive the 
attention it deserves, it is necessary to instil a 
spirit of claims mindedness in the line staff who are 
directly or indirectly concerned with the booking, 
transport, delivery and storage of goods and parcels. 

Dor this purpose, it is desirable that divisions are 
actively associated with the disposal of claims. 

3908. As against this, decentralisation of settlement 
work would entail transfer of staff from the Head 
Office to the Divisions which may present some 
difficulties, 

3909. One of the main objects of decentralisation is 
the active association of the Divisions with claims 
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prevention work and this has to be achieved not merely 
> 

by decentralisation of claim settlement work but also 

by other means such as intensification of supervision 
* 

on the commercial working of stations and prompt 
punishment to staff responsible in case of avoidable 
loss or damage about which some suggestions have already 
been made. 

3910. Taking everything into account, the Committee 
feels that to start with it will be useful to delegate 
powers to settle claims upto a specified amount to the 
Area Superintendents, Divisional/Assistant Commercial 
Superintendents in the Divisions, in respect of claims 
pertaining to their Headquarter stations. Each Railway 
may take such action as it deems fit, keeping in view 7 
the special requirements of its own system. 

3911. The Committee would, however, like to add that 
a large number of public bodies and rail users, and 

one retired Chairman of the Railway Board, have stressed 
the need for divisionalisation of.-claims work. This 
demand largely voices their feeling of dis-satisfaction 
with the way claims are generally handled and is based 
on the hope that a change in the system would somehow . 
remove the present difficulties* 

3912. After an exhaustive study of the problem of 
claims, I have come to the conclusion, that the present 
difficulties arise not because there is over¬ 
centralisation but because the Commercial department 
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of railways is very weak. In the circumstances mere 
decentralisation of claims work will only transfer the 
problems from Claims Offices to Divisions without 
effecting any genuine improvement. What the railways 
need is a strong and efficient Commercial organisation 
at stations, on the Divisions and in Claims Offices so 
that both prevention and settlement of claims may 
receive due attention. I am confident that if my 
recommendations are fully implemented, including a 
measure of delegation to Divisions, Area Superintendents 
and large stations, Railways will be well set to dispose 
of claims in a business like way and to retrieve both 
public goodwill and a good deal of the high rated 
traffic lost to road transport. 

Mobile Claims Offices 

3913. South Central Railway has introduced a scheme 
of holding ’Mobile Claims Offices’, the main features of 
which are indicated below:- 

(1) The concerned A.C.O.(Claims) holds his Camp 
Office periodically at important railway stations 
to settle claims on the spot. 

(2) Outstanding Claims files of that area are 
taken from the office to the station for - 

(a) checking and examining the station records 
necessary for disposal of a claim, and 
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(b) obtaining necessary documents from the 
claimants and holding direct discussions 
with them. 

(3) Wherever A.C.O.(Claims) iB the sanctioning 
authority, pay order is handed over to the 
claimant on the spot; if payable amount is 
higher, file is completed for putting up to 

•■•tt 

the sanctioning authority. 

(4) fresh claims received in Mobile Claims Offices 
are immediately disposed of after obtaining 
the Missing Goods Reports from the station. 

(5) If a claim is repudiated, grounds for repudiation 
are clearly and personally explained to the 
claimants to avoid unnecessary further 
representations. 

(6) Publicity of Mobile Claims Offices to be held 
at important stations is given in advance 
through local newspapers and also by addressing 
letters to the Chamber of Commerce of the area, 
members of the Railway Uaers Consultative 
Comm.ittee and through notification exhibited 

at conspicuous places within the station premises. 

(7) Individual regular customers are identified and 
addressed in advance to tfumish a list of their 
pending claims and on receipt of such lists, 
those cases a^e also progressed or disposed of 
on the spot. 
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3914. Advantages of holding such Mobile Claims Offices 
are -» 

. (1) Reduction in correspondence work with consequent 
icurtailment of delays in settlement of claims 
• cases. , 

(2) Points of.disputes are thrashed out and the 
ctrade ^s conyinced of the decision of the 

railways, obviating appeals and representations. 

(3) Officers get a chance of examining the station 
records personally which not only helps in quick 
settlement of claims, but also provides them 
with an insight into the causes of claims. 

(4) During such Camps, Claims Officers can educate 
the staff and the public about claims prevention 

? ft 

measures. 

(5) . ;Abovq all, the mere fact of going out to meet a 

large number of claimants removes suspicion, 

develops understanding and creates goodwill for 
*. .*» 

the Railway. 

3915. The Qpmmittee has noted that a large number of 
claims causes are filed temporarily for want of original 
•.documents cf the claimants which may be either due to 
delay on the part of the claimants in despatching them 
or may be due to.the dealers not attaching them to the 
file in time. These files are statistically treated as 

‘ 'ff . . 

disposed -of and as such even after receipt of documents 
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these files remain unattended for long periods (discussed 
in Chapter 35). A large number of appeals received by 
the General Manager or Railway Board pertain to the 
cases of this nature# In the scheme of Mobile Claims 
Offices, such cases should not arise# 

3916. The Committee commends this scheme of Mobile 
Claims Office for adoption by all the zonal railways 
with such modifications and refinements as they may 
deem fit. 


Set tlement of claims by senior Station Masters 

3917. Having found that the scheme of settling petty 
claims at stations, introduced in 1948, was not working 
satisfactorily, the Committee examined the matter and 
submitted the following interim recommendation to the 
Railway Board on 27-10-'69 - 

3918. "Rule 2149(a) of the Indian Railway Commercial 
Manual (Volume II) reads as under:- 

'Settlement of claims.- (a) Normally, the Claims 
office of the railway is responsible for 
ensuring settlement of claims for loss, damage, 
destruction, deterioration, or non-delivery of 
animals and goods. Station Masters of certain 
important stations and other officials are also 
authorised to deal with and dispose of petty 
claims valued upto Rs.lOO/- per railway receipt 
barring the claims arising out of:- 

(i) consignments booked from or via railways 
within the territories outside India; 

(ii) consignments or package /packages forming 
part/parts of consignments not received at 
the destination; 
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(iii) alleged fall in market or other remote loss 
due to delay in delivery; 

(iv) consignments booked at owner's risk; 

(v) consignments covered by railway receipts 

showing adverse remarks as to the compliance 
cf prescribed packing conditions; 

(vi) departmental claims, the settlement of which 
is effected through book adjustments; and 

(vii) claims preferred by Central or State 
Governments.' 

3919* "Station Masters of certain important stations and 
Commercial/Claims Inspectors were authorised to settle 
claims upto Rs.50/- in 1948. This limit was enhanced to 
Ks.lOO/- in 1958, The main objects of this decentralisa¬ 
tion arcs- 

(i) Immediate settlement of petty claims on the 
spot; and 

(ii) Relief to the Claims Offices where the work¬ 
load is showing an increasing trend, 

3920, "The Committee has found that claims upto 
Es.lOO/- continue to be dealt with in the Claims Offices 
in large numbers, because - 

(i) Station Masters/inspectors are generally 
reluctant to exercise their powers; 

(ii) Small claims are mostly either on perishable 
consignments which Station Masters/inspectors 
are barred from settling under Clauses(ii) 
and (iv) of Rule 2149 ibid, or on bagged 
consignments (Pilferage) with remarks of 
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’Packing condition not complied with* which 
Station Mastcrs/lnspectors are not empowered 
to settle under Clause (v) of the Rule ibid 5 and 
(iii) Claims upto Es.lOO/- are to be preferred either 
to the C.C.S. or to the Station Master 
depending on the conditions of booking. As 
the claimants find it difficult to decide the 
authority to whom claim is to be lodged, to be 
on the safe side, they generally send their 
claims to the C.C.S. 

3921. "The Committee has examined these aspects and 
feels that the powers of Station Masters/inspectors 
should be unfettered within the pecuniary limit of 
Es.100/- and the prohibitory clauses (ii) to (v) of 
Rule 2149 should be deleted, 

3922. "The Committee has arrived at this recommendation 

on the following considerations - 

"Clause (ii) consignments or package/packages 

forming part/parts of consignments 
not received at the destination’} 

Within the value of Rs.100/-, claims for non-delivery 

of entire package are mostly in respect of perishables. 

As there is no chance of delivery of perishable 

consignments at a later date, there is no alternative 

but to settle such claims without any further enquiry. 

Even in Claims Offices, such claims are straightaway 

settled on the basis of the 'non-delivory reports' 


from the stations. 
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3923* "Clause (iii) alleged fall in market or other 

remote loss due to delay in 
delivery;" 

"Generally such claims would be of a value higher than 
Ks.100/-. Even if there is a solitary case of this 
nature, station staff can be instructed to repudiate it. 

3924. "Clause (iv) consignments booked at owner’s 

risk;" 

"Mostly the commodities, booked at owner's risk, on 
which small claims arise, are perishables. Even when 
perishable consignments are booked at owner's risk, 
railway is liable for negligence and if there is any 
delay in transit, railway is liable unless full transit 
particulars are disclosed and it can be satisfactorily 
established that delay was due to unavoidable operational 
reasons. Even in Claims Offices, such small claims are 
settled on the assumption of normal periods of transit 
and no detailed enquiries are made to find out the cause 
of detention at each point. This rough and ready method 
could be applied by the Station Masters/inspectors 
without any disadvantage. 

3925. "Clause (v) consignments covered by railway 

receipts showing adverse remarks 
as to the compliance of prescribed 
packing conditions;" 

"The majority of small claims are for pilferage. 
Implications of the law on the point can be clearly 
explained to the Station Masters/inspectors who, should 
be able to take correct decision in the same way as 
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the A.C.Ss do in Claims Offices. Non-compliance with 
packing conditions protects the railway against damage by 
wet, leakage, breakage and wastage but not against 
theft or pilferage. 

3926. "Claims Officers are finding it difficult to 

cope with the increasing numbers of claims cases, with 
the existing strength of staff. In order to reduce 
the work-load of Claims Offices, it is necessary that 
all petty claims (Upto Es.lOO/-) should be disposed of 
at the station level. It is, therefore, suggested 
that clauses (ii) to (v) of Kule 2149(a) ibid should 
be deleted. 

3927. "While making this recommendation, the Committee 
would like to emphasize the need for proper training 

of Senior Supervisors (Station Masters and Inspectors) 
who should be made fully conversant with the rules 
and procedures of settlement of claims. In fact, they 
are the material from which Assistant Commercial 
Officers are drawn and it is but desirable that they 
are trained and groomed for discharging higher 
responsibility at a later stage. The same staff are 
trusted for granting open/assessment deliveries of a 
much higher value on which settlement of claims 
largely depends. Hence there is no reason why the 
same staff should not be fully trusted to make 
payments upto Ps.100/-. 
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3928. '’Railways should, also ensure that the senior 
supervisors authorised to settle claims do exercise 
their powers." 

Arbitration or Claims Tribunals 

3929. The demand for arbitration or claims tribunal 
has arisen in the opinion of this Committee, largely 
out of a feeling of frustration and desperation. 

There is no reason why the railways themselves should 
not do what the public expect to get through 
arbitration or claims tribunals. If the railways 
make their Commercial Department in general and the 
Claims Offices in particular, strong and efficient, 
the safety of goods can certainly be improved, the • 
rising trend in claims can be- controlled, their 
settlement can be made prompt and businesslike, and 
public confidence can be restored. 
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CHAPTER 40 

Port Railways 

4001 a The rail traffic originating from 
and terminating at Ports of Bombay, Calcutta, 
Madras and Viadsjtiapdaiam is controlled by respective 
Port Railways. Certain problems and difficulties 
are being felt in dealing with claims arising out 
of loss and damage to through traffic dealt with 
at these points* 

4002, In dealing with rail borne traffic, 
Calcutta Port Commissioners are functioning in 
dual oapacity i.e, (i) as a terminal agent of 
the Eastern and South Eastern Railways under 
specific agreements and (ii) as an independent 
Railway by virtue of which they are also a 
member of the I.R.C.A. The agreements between 
Calcutta Port Commissioners and extinct 
East Indian Railway and Bengal Nagpur 
Railway were executed in 1922, According to 
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clause 7(i) of thi3 agreement - 

’’The settlement of claims in connection with 
shortage or damage for which the Commissioners 
are liable under this clause shall he made by 
the East Indian Railway/Bergal Nagpur Hallway 
on behalf of the Commissioners only on a 
written request to effect such settlement ' 
from Traffic Manager of the For* Gonad ssioners* 
If,however? such authority to settle is not 
given within one month from the receipt of 
the Missing Goods Report, the East Indian 
Railway/Bengal Nagpur Railway may call upon 
the Commissioners to arrange settlement of 
any claim which may have been preferred in 
direct communication with the claimant*" 

Under this clause claims cannot be settled by 

Eastern and South Eastern Railways on behalf of 

C.P.C. without specific written authority of the 

Traffic Manager of the C*P»C*, even though their 

liability is correctly established according to 

the Conference Rules. Such written consents are 

not received even after prolonged correspondence* 

According to the Agreement, if the authority to 

pay is not received within a month from the 

receipt of the Missing Goods Report, the C.P.C. 

Railway may be called upon to arrange settlement 

in direct communication with the claimant. If 

this method is adopted, claimants will be put to 

great inconvenience. It has not been possible 

to act according to these terms and as a result 
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on the Eastern Rail-way alone a huge amount to the 
tune of Rs, 34,80,000/- was outstanding on 30-9-1969 
against C.^.C, Railway. This amount comprises 
payments made;year after year from 1957 onwards 
and it includes claims paid in respect of both 
inward and outward traffic of C.P.C,. Railway. 

4003. Clause 7(ii) of the agreement reads 
as under - 

1 

tt The Port Commissioners shall not be 
liable for any damage by wet which may 
occur to goods after they have been 
loaded into covered wagons 

This exemption from liability is also contrary to 

the Conference Rules, 

4004* There is a chronic problem of delays in 
submission of Missing broods Reports by the C.P.C. 
Railway resulting in wastage of outdoor staff for 
Chasing them and abnormal delays in disposal of 
claims, 

.4005* Not only the contiguous Railways 
(Eastern and South Eastern) but also the other 
zonal Railways arc faeing difficulties in settlement 
of claims on outward traffic of C.P.C, Railway. 
Northern Railway has quoted instances where the 
C.P.C. Railway declinod liability on the following 
grounds - (i) Liability for all partial shortages 
noticed at the destination from the C.P.C, Railway 
seals intact wagon op the plea, of non-fulfilment 
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of packing condition, (ii) liability for all 
damages noticed at destination from C.P.C. Railway 
seals intact wagons where a 'said to contain' 
railway receipt was issued. In spite of the 
fact that decisions of Arbitration Committee 
have gone against the C.P.C. Railway in specific 
cases, the stand of that Railway has not changed, 
4006. It is suggested that the Agreements 

between the C.P.C. Railway and the contiguous 
Railways which were executed in 1922 should be 
reviewed in the light of the changed conditions 
and suitably revised, 

4007«. The Committee has been informed that 

there are chronic delays in issue of the railway 
receipts by the C.P.C* Railway stations, due to 
centralisation of documentation for all loading 
points at one place. It is a serious matter and 
shoufd not be allowed to continue. 

4008. The Northern Railway has told the 

Committee that they are not able to get 
cooperation from -the C.P.C. Railway for 
verification of claims on imported goods. 
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Rule 1841 of the Indian Railways Commercial 

Manual lays down as under- 

"Open delivery of imported goods, if 
warranted must not be granted unless 
the consignee produces* in addition to 
the beejuck, the forwarding agent 1 s 
clearance hill to see if before booking 
• by rail, the consignment had been surveyed 
at its port of entry* If the clearance 
bill shows a payment of survey charge, 
consignee must be asked to produce the 
letter from the forwarding Agent showing 
the result of survey and the amount of 
shortages, if any, claimed from the Shipping 
Co* This letter, together with tbs clear- 
anoe bill and the Missing Goods Report 
showing the complete details about 
shortage etc* should be forwarded to the 
Claims Office." 

In cases of consignments of imported machinery 
;which arrived at destination stations in damaged 
condition survey reports were called for by the 
.Northern Railway from the C.E.C. Railway but the 
latter refused to supply the same. 

• 4009-t It has been reported by tbs Eastern 
Railway that for the purpose of localising loss 
arising out of panel cut wagons, a test ^oint 
checking of wagons at East Rock Junction 
(inter-change point) was started by the Eastern 
Railway but could not be concluded for want of 
cooperation from the side of C.R.C. Railway. 


i 
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4010. Heavy thefts and pilferages are taking 

place in the port area. Kantapukur is the most 

favourite spot for pilferage of sugar and Tea 

Ware -^ouse for pilferage of tea. As crime seems 

to be rampant, special security and claims 

prevention measures are necessary, but Indian 

Government Railways have no aontrolover this 

area. In this connection reference may also 

and 

be made to the paras i611,1612/2409 of this report. 

4011. The rail-borne points are also cargo 
discharge centres. There are simultaneous 
operations of unloading of imported cargo from the 
ship and loading of consignment in the railway 
wagons. Because of slack supervision over loading 
operations, some packages are sometimes left 
-behind which are treated as unmanifested cargo. 

4012. The Committee was told that the marking 
of goods, particularly of machinery consignments, 
booked by C.P.C. is not at all satisfactory. 

4013.. Unlike* Calcutta Port Commissioners 
Railway, the claims on traffic terminating on 
Bombay Port Trust Railway, are settled by that 
Railway directly. There were, however, several 
complaints of delay in settlement of claims by 
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the 

B.P.T. Railway and hence the Railway Board issued/f allowing 

orders on 18-4-1968 - 

»It came to the notice of the Board that 
thousands of claims preferred against the B.P.T, 
Railway, as the destination Railway, were 
hanging fire because the Bombay Port Trust Act 
did not permit of the use of Port Trust funds 
for settlement of any claims other than those 
for which they were legally responsible; the 
B.P.T, Railway would not pay compensation until 
liability was accepted by the trunk Railways 
concerned except for the Central and Western 
Railways. 

The Board have carefully considered the matter 
and decided that while the B.P.T. Railway should, 
on merits, settle the claim and pay compensation 
where due, the payment made may be adjusted against 
the earnings payable to the Central Railway and 
it would then be the responsibility of the 
Central Railway to settle the question of inter¬ 
railway liability and effect adjustments as due. 

Under this arrangement, though a claim on through 

traffic is paid by Bombay Port Trust Railway, the 

entire amount is debited to Central Railway who has 

to fix inter-railway liability by further 

correspondence. Xt apparently causes duplication 

of work. 

4014. It may be mentioned that Port Railways are 
also members of the Indian Railways Conference 


Association. One would expect the zonal Railways 
to take full advantage of this position by referring 
their disputed claims to the Commercial Committee. 
4015. The ideal solution would be for the 
contiguous Government Railways to take over the 
( working of the railway in the Ports which have very 
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small rail kilometrage and cannot by themselves 
provide the expert and high level supervision which 
prevails on the Indian Government Railways* In this 
view, I era supported by the following recommendation 
of the Study i'eam of International Association of 
Ports and Harbours who examined the working of our 
Ports in 1968 - 

"In each of the ports, we found, without 
exception, that where the port railroad is 
being operated by the National’ Railway, the 
port officials expressed the opinion that the 
Port Trust should assume responsibility for 
railway operations, We disagree strongly with 
this view and suggest that port railway 
operations throughout India: might well be 
improved if the National Railways were made 
responsible for railway operations at all the 
ports. We recommend, therefore, a major study 
into all relevant factors of national versus 
local control of railway operations at the 
major ports." 

While railways may not be able to take any initiative 
in this matter, it is obviously necessary for them 
to have a close look at the arrangements in vogue 
on Calcutta, Madras and Bombay Port Trust Railways 
and to take suitable steps to protect their own 
interests in connection with the traffic coming from 
or booked to these Ports. 




CHAPTER 41 
Public Cooperation 

4101. Both prevention and settlement of claims 
are dependent on public cooperation. Thus if goods 
are to reach their destination^!^ safety, they must 
be properly addressed and packed. It also facilitat¬ 
es safe transit if the consignments - particularly 
parcels of perishables - are brought to the station 
for booking as early as possible. Similarly it is 
sometimes necessary for the claimants to send the 
sale invoice; Railway receipt and letter of authority 
before their claims can be settled. "Further, claim¬ 
ants in writing to a Claims office must quote the 
Railway receipt or Parcel way bill number, station 
from and to as well as the reference of the Claims 
office file; without these particulars their letter 
cannot be connected to the proper file, therefore 
the Rai l.way administration must communicate again 
and again to the public - its customers - through 
the medium of newspapers, bulletins, oamphlets, 
posters, seminars and meetings - 

(11 How they can help in prevention of' loss 
and damage to consignments? 

(2) Vhat information and what documents are 

necessary to be sent with the claim applica¬ 


tion? 
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(3) In what way the claimants can help the 
administration in expeditious and fair 
settlement of claims. 

(4) Under what circumstances the railway 
administration is not liable for loss 
and damage and the rationale behind 
these protective -provisions. 

(5) Facts and figures of what the railway 
is doing in the direction of prevention 
and expeditious disposal of claims, so 
that the good work done by the adminis¬ 
tration does not remain unknown and 
unrecognised. 

4102. The Committee is constrained to point out 
that this field of public relations and information 
has not been explored so far, except holding general 
discussions in the meetings of Users Consultative 
Committees, ^or making any appreciable headway in 
the -prevention of claims and quick and fair settle¬ 
ment - of claims, the co-operation of consignors and 
consignees is very necessary - and as the problem 
concerns millions of customers, including small and 
big traders, private and public industrial firms, 
military and other government departments, and 
affects manufacturers, suppliers and consumers alike, 
the railways must use mass ifledia to inform the -public 
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as to what is required of them, in addition to. 
individual contacts and meetings as recommended 
earlier. At the same time, as each claim is a 
complaint against the administration, the railway 
must also oublicise its performance, to retrieve 
public goodwill, 

4103. This matter cannot be left merely to one 
■public Relations Officer of the Railway. Every 
officer in the Commercial Department must cultivate 
the aptitude of a public relations officer and 
devote some time and energy to this aspect of work. 
The administration must recognise this role of 
Commercial Officers and see that they are fully 
equipped for it. 



RAT IGNALISAT ION 
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CHA.PT ER 42 

Prevention of Litigation 

4201• The right of the consignor or the consignee 

to claim compensation for loss, destruction, damage, 
deterioration or non-delivery of goods entrusted to 
a railway for carriage is a statutory right enforce¬ 
able in a court of law* After giving due notice to 
the railway administration, the claimant can seek 
his remedy from the court. But he does not want to 
enter into litigation on account of the expenditure, 
inconvenience and delay involved* Nor does he 
normally want to go to court, if he is convinced 
that the Railways are not liable under the provisions- 
of the Indian Railways Act. It is equally in the 
interest of the railway administration that claims 
are settled amicably and to mutual satisfaction. 

The management of the.Indian Railways, namely, the 
Central Government, are alive to their obligatiens 
as a public utility body and also to their interests 
as a commercial concern and purport to decide each 
-claim in a manner which is businesslike and judicious. 
They have established an internal organisation of 
public servants at a cost of more than Rs.2 crores 
per annu m to enquire into the facts and discharge the 
railways’ liability as carriers/l-c^^dinFl^law 0 . 11 
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They have authorised their officers to exercise 
their powers objectively and impartially and pay 
such compensation as may be due# And yet we find 
that more than 17,000 suits are filed per annum - 
against the railway by its customers, and what is 
even more telling, against the State by its 
subjects^ 

4202. When a consignment or package becomes a 
casualty, a claim is born# When a claim case becomes 
a casualty, a suit arises. In other words, the less 
efficiently claims are disposed of, the greater the 
number of cases taken to court# The number of suits 
filed is, therefore, an important, though negative, 
index of the efficiency of claims organisations# 
4203# The number of suits filed vis-a-vis the 
number of claims received on all Railways has been 
as follows during recent years: 


Year 

No# of claims 
preferred 
(A) _ . 

No. of 
suits filed 
(31 

Percentage of 
(B) to (A) 

1959-60 

417,935 

19,791 

4.73 

1960-61 

434,395 

18,528 

4.27 

1961-62 

476,936 

17,853 

3.74 

1962-63 

502,809 

20,643 

4.10 

1963-64 

497,752 

17,905 

3.60 

1964-65 

534,561 

11,952 

2.24 

1965-66 

557,399 

10,165 

1.82 

1966-67 

621,825 

11,275 

1.81 

1967-68 

703,424 

16,017 

2.28 

1968-69 

720,036 

17,568 

2 #44 
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4204, The foregoing figures show that in 97 out. 
of 100 cases, the decisions of railway officers are 
accepted by claimants,' This indeed is not a mean 
achievement. But handling of 17,000 new suits per 
annum, which keep on accumulating as disposal by 
courts cannot keep pace with the institution, is a 
gigantic task. Efficient conducting of such a 
large number of suits in the various courts spread 
all over the country requires man-power which will 
be totally incommensurate with the financial gains 
expected* It is well known that ordinary fitigarits 
give personal and individual attention to their 
pending suits. But railways cannot do so because 

of the large number of suits filed and the ever 
increasing arrears of suits pending in courts, 

4205, It was expected that after the assumption 
of the common carriers* liability and the law 
becoming more specific with effect from 1st January 19oz, 
the number of suits would decline substantially. 

Indeed, at the beginning there was a slight improvement 
which became quite marked during the three years 

"* 1 • • k 

1964-65 to 1966-67, But since 1967-68 the trend has 
been reversed. Be that as It may, one thing is clear 
from the investigations made by this Committee that * 
though the law was liberalised in favour of claimants 
eight years ago, its implementation Is still lagging 
behind. 
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4206* With suits, as with claims, the best thing 
is to prevent them altogether and the next best is 
to dispose them of as quickly and gracefully as 
possible. Both claims and suits cost the railways 
a good deal in money, reputation and public goodwills 

Cost of Litigation 

4207, The total cost incurred by railways on 
litigation includes (i) costs awarded to the 
plaintiff in suits decreed or compromised, i.e,, 
court-fee pai$ in the court and plaintiffs' 
lawyer*s fee; (ii) fees paid to railway lawyers; 

(iii) miscellaneous expenses such as stamps on 
applications., adjournment costs, etc,; (iv) cost of 
staff engaged in court section and (v) cost of 
adducing evidence in the court, 

4208* Costs covered by item (1) are included in 
the compensation paid to the plaintiff and are not 
separately available. But they must be a 
substantial amount. Total amount paid to plaintiffs 
in court cases in the last three years was - 

1966- 67 ,,, Rs.59,85 lakhs 

1967- 68 ,,, Rs,71,73 * 

1968- 69 Rs ,79 *36 »» 

4209, Costs under items (ii) and (iii) are 
separately compiled and reported by railways under 
the head of ’Legal expenses* in court cases. 
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These figures for the last three years are - 

1966- 67 Rs.9,21 lakhs 

1967- 68 Rs.9,40 lakhs 

1968- 69 Rs.8.65 lakhs 

4210, Cost incurred vide item (iv) above, i.e,, 
wages of staff in court case section for the year 
1968-69, as given by the Zonal Railways, is shown 
in the following Table - 

Railways Amount (in lakhs of Rs.) 


Central 

3.63 

Eastern 

3,76 

Northern 

4.15 

North Eastern " 

3,20 

Northeast 

2.28 

Frontier 


Southern 

0.93 

South Central 

0.93 

South Eastern 

4,75 

Western 

2.47 

Total 

26.10 


4211. , Regarding item (v) above, i.e., adducing * 
evidence in the court, it is difficult to estimate 
its cost, but it is well known that staff from 
forwarding, transhipment and destination statins 
have to travel long distances, and attend court 
again and again, and the man-days lost and 
travelling expenses incurred will not be insignificant,- 

4212. Adding items (ii), (iii) and (iv) of 
para 4207, expenditure on litigation comes to 
Rs.35 lakhs per annum. If the annual expenditure 
on items (i) and (v) of para ibid is estimated at 
Rs,15 lakhs, the total direct cost of litigation 
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regarding compensation claims on Indian Railways 
may be placed at Rs*50 lakhs per annum* With 
14)127 suits disposed of in 1968-69, the average 
cost of litigation per suit would come to Rs*350/-* 
If the costs paid to plaintiffs (item i) and the 
cost of adducing evidence are taken as only 
Rs.5 lakhs, the total legal expenses would be 
Rs.40 lakhs, and the average cost of litigation per 
suit would work out to Rs*280/-* Even if the cost 
of items (i) and (v) is altogether ignored and the 
total legal expenses are taken as only Rs*35 lakhs, 
the average cost of litigation would cone to 
Rs*240/— per suit* 

4213, In 1968-69, II 644 suits were disposed of 

by payment (either settled out of court or decreed) 
and the total amount paid in these suits was 
Rs,79*36 lakhs* Thus, the average value of a suit 
cones to Rs*680/-* These statistics disclose that 
when a claim is paid after a legal suit, the 
Railways have to pay 33 to 50 per cent over and 
above the original value of claims as litigation 
expenses. 

Settlement out of Court 

4214* The wastefulness of extensive litigation 

is seen even more clearly in the large number of 
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suits which have to be compromised. The following 
table indicates the magnitude of the suits settled 
out of court *• 


Year 

No, of 
new 
suits 
filed 

No* of 
suits 
disposed 
of 

No, of 
suits 
settled 
out of 
court or 
compro¬ 
mised 

Percentage of suits 
settled out of court 
to 

Total No, Total No, 
filed disposed of 

1959-60 

19,791 

22,590 

10,511 

52*63 

46^53 

1960-61 

18*528 

21,778 

10,494 

56,64 

48.19 

1961-62 

17,853 

17,467 

8,001 

44*82 

45*81 

1962-63 

20,643 

18,166 

8,450 

40*93" 

46.52 

1963-64 

17,905 

19,080 

9,368 

52*32 

49.10 

1964-65 

11,952 

15,123 

6,277 

52.52 

41 .51 

1965-66 

10,165 

12,591 

5,391 

53.03 

42,82 

1966-67 

11,275 

10,972 

5,112 

45.34 ' 

46,59 

1967-68 

16,017 

14,579 

8,870 

55.38 

60*84 

1968-69 

17,568 

14,127 

8,699 

49.52 

61.58 

4215, 

These 

figures 

show that 

even according to 


the Railway* s own judgment in about 50 per cent of 

the cases,claims should have been paid before 
' « 

* 

filing of the suits and that more than 60 per cent 
of the total disposal of suits is by way of compromise. 
On Central Railway, the percentage of suits compromised 
to total disposed of was as high as 86 per cent in 
1968-69 as shown by the following tables 
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1968 » 69 


Railway 

No* of 

suits 

filed 

Total 
No. of 
suits* 
dispo- 

-SM-Cif.- 

No* of 
suits 
settled 
out of 
court 

Percentage 
of suits 
settled out 
of court to 
suits file£ 

Percentage of 
suits settled 
out of court 
to total dis¬ 
posed of (3 to 

86.50 

Central 

2386 

2586 

2237 

93*76 

Eastern 

3244 

2239 

1386 

42.73 

61.90 

Northern 

2310 

1859 

932 

40*35 

50.13 

North 

Eastern 

1867 

1547 

1097 

58*76 

70491 

Northeast 

Frontier 

1363 

1103 

333 

24.43 

30*19 

Southern 

1407 

823 

529 

37.60 

64.28 

South 

Central 

545 

350 

243 

44.59 

69*43 

South 

Eastern 

2464 

2148 

1037 

42*09 

48.28 

Western 

1982 

1472 

905 

45*66 

61,48 

All 

Railways 

17568 

14127 

8699 

49.52 

61.58 


4216# As government undertaking, railways receive 
two months* notice before a suit is filed# These figures 
of compromised suits, therefore, represent unwarranted 
and unnecessary litigation ?.nd should not go unnoticed by 
the top management for effective remedial action* Railways 
must have a machinery to ensure that those claims which/ 
are admittedly not good for contest are not allowed tv? 
be taken to court# 

4217* Suits settled out of court arise because o/ 
any of the following reasons - (i) inordinate delay on 
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the part of the railway administration in completing 
enquiries and giving a decision} (il) short payment} 
and (iii) wrong repudiation, 

4218* If the legal expenses are taken to 
incurred equally on all cases, the share of 
compromised suits at 50 per cent of the total costs 
would come to Rs.25 lakhs per annum, if the total 
legal expenses are t^ken as Rs,50 lakhs, Rs,20 lakhs 
if the latter are., taken-as~Rs,40 lakhs $ and even 

at, the lowest- 'computation,- if the total legal 

. . > 

expenses are../taken as only Rs,35 lakhs, the share 

'* 4 ) *r.‘ 

of ^compromised" suits will come to Rs.17,5 lakhs per 

. „ •• - f I >. 7.1 V.' ** 

annum, V/hiCheVer way they are calculated, these 

/ •* * * ? /• «-■ t * v- -j 

sums are quite 5 substantial and represent avoidable 

waste, hi addition, these compromised cases also 

■ '--o-0 • • 

damage the Railway’s reputation for efficiency and 
business morality. When on the receipt of a 
suimcms the Railways depute an Inspector to 
negotiate' settlement, the people canfiot but help 
feeling that it is only by filing‘a suit that the 
Railways can be shaken out of. their inertia or 
goaded to pay their rightful dues, 

4219* If railways can tone up their claims 
organisation and enforce a just and reasonable 
policy for payment of claims, thef can easily prevent 
ait least number of suits from being filed - 

reducing the work load and ti# expenses of 
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the court sections. 

4220* Another feature of litigation which has 
struck the Committee is that a large number of suits 
are for petty amounts. In the sample study of suits 
filed in a period of three representative months 
(August* 68, December*68 and March*69) the break-up 
of total number of suits instituted under different 


value groups was as under»- 

Number 
of suits 
filed 

Percentage Cumulative 
to the percentage 

total_ 

Upto Rs.100 

644 

14*4 

14,4 

Rs.101 to Rs.200 

641 

14*3 

28.8 

Rs.201 to Rs.500 

1136 

25*4 

54,2 

R0.5O1 to Rf• 1000 

0 5 

20.3 

74.5 

RS.IOOl to Rs.5000 

980 

21.9 

96.4 

Rs.5001 to Rs.10,000 

99 

2.22 

98.7 

Above Rs.10,000 

60 

1.34 

100.0 


It will be seen that 14 per cent of suits are 
valued up to Rs.100 and another 14 per cent between 

30*101 to.Rs.200, i.e., more than 5000 suits filed 

** 

every year are for recovery of amount of Rs#200 

and less (Total No. of suits filed in 1968-69 

\ 

being 17,568)* Legal battles for such small 

amounts can neither benefit the claimant nor the 

* 

Railway* The cost of handling each such suit, 
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which has been variously estimated (vide para 4212) 
at Rs.350/«, Rs,280/~ or at least Rs.240/-, is far 
in excess of the valuation of the suit., I am, 
therefore, of the view that claims of petty amounts 
should not be allowed to go to the court, unless 
some important general principle is involved and 
the legal stand of the railways is very strong* 

4221, Suits valued upto Rs,500 represent more 
than half the total number of suits filed against 
the Railways, If the special measures I have 
suggested in chapter 29 for the quids settlement 
of claims of small valuation are adopted, the 
number of such suits will go down substantially, 

4222, It is useful to quote here the opinion 
expressed by a Railway Advocate in regard to suits 
of small valuation, particularly in case of through 
consignments when it would be difficult to arrange 
the attendance of the concerned staff in a court 
having jurisdiction over the destination station** 

He writesj- 

»...... In many cases, especially relating 

to consignments booked to distant places 
and where more than one railway is involved 
in traffic, the expenses for defending the 
suit will be far more than the suit claim 
itself. The suits for shortage or damage 
to pulses or grains booked from Northern 
India to distant places like Bangalore 
involve getting a number of witnesses 
from the staring stations,aftt at all 
points of transhipment or if it is a case 
of delay, the staff to explain the 




unavoidable detention and this will cost 
the Administration much more than what 
the Administration has to pay* if a 
settlement is negotiated, I think this 
factor of expenses outweighing the suit 
claim has to be seriously considered, 
more so when the witnesses have to come 
not once, but a number of times, as the 
court may not, for want of time or other 
causes, be able to take up the case when 
the witnesses have come. Powers must be 
given to the officers concerned to effect 
a settlement, even if the case is a good 
one for contest, if the expenses out-weigh 
the suit claim, 11 
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CHAPTER 43 
Causes of Suits 


4301.. Broad causes of suits instituted in 1968-69 

are analysed.in the following table 

Railway Absence Repudia- Short Others Total 

of tion at payment' 



decision 

claim 
. stage, 


. 


Central 

134 

805 

795 

652 \ 

2,386 


(5.6) 

(33.7) 

(33.3) 

(27.4) 

(100) 

E p stem 

9 

2357 

10 

868 

3,244 


(0.3) 

(72.7) 

(0.3) 

(26.7) 

(100) 

Northern 

36 

910 

338 

1026 

2,310 


(1.6) 

(39.4) 

.(14.6) 

(44.4)' 

(100) 

North 

991 

554 

190 . 

123 

1,867 

Eastern 

(53.1) 

(29.7). 

(10.7) 

(6.5) 

(100) 

Northeast 

351 

618 

yfisfla 

346 

1,363 

-Frontier 

(25.8) 

(45.3) 

pp(3.5) 

(25.4) 

(100) 

Southern 

329 . 


1060i 

18 

1,407 


(23.4) 


(75.3) 

(1.3) 

(100) 

South 

340 * 

205 



545 

Central 

(62.4) 

(37.6) 



(100) 

South 

446 


1373 

645 

2,464 

Eastern 

(18.1)- 


(55.7) 

(26.2) 

(100) 

Western 

74 

1800 

108 

Wm. 

1,982 


(3.7) 

(90.8) 

(5.5) 


(100) 


Note - 

Figures 

in bracket 

are percentage; 


suits under each cause to the total 


number of suits on that Railway. 
Incidence of suits for want ©f decisien is 
very high on the North. Eantem, Northeast Frontier 



and Seuth Central Railways, Incidence of suits on 

the allegation of short-payment is very high on the 

Central Railway and Northern Railway, Incidence on 

account of repudiation at claim stage is very' high 

on the Western, Eastern, Southern, South Eastern 

and Northeast' Frontier Railways. Northern, Eastern, 
^South Eastern 

Central^and Northeast Frontier railways should also 
further analyse as to how suits shown under ’others’ 
were caused) as this is sure to unfold some incorrect 
or irregular method of working or counting, 

4302. The parties who have filed suits against the 
railways include respectable citizens, small shop 
keepers) big firms and even public undertakings and 
Government Departments. 

4303* In this connection it is necessary to draw 
special attention ti a prolific but avoidable source 
of litigation: namely the tendency «n the part ef 
some claims offices to stick t* old policies inspite 
of adverse decisions in courts. Normally judgments 
of courts which are of a general nature are treated 
as rulings and guide decisions in all subsequent 
cases. This obviates the necessity of seeking redress 
in courts in similar cases. I-hatre noticed with 
regret that some claims offices do not follow this 
healthy oractice even when they are satisfied that 
the court judgment was just and reasonable. They 
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leave it to the claimant to go to law if he desires 
payment according to judicial pronouncements. And 
when a suit is filed they either compromise it or 
even contest it on the off chance of getting a favour¬ 
able decision. This in effect means J :elling the 
claimants that in cases of those types they can get 
their dues only through courts and not directly from 
the railways. Railway officers who work in this way 
might be feeling that by making justice difficult they 
are saving the Railway large sums of money, but they 
do not realise that their actions are costing the 
railways dearly in the way of reputation, goodwill 
and traffic, 

4304. One glaring example of this is the Supreme 
Court ruling (A.I.R. 1966 S.C. 395) according to 
which comnensation is payable at the market rate 
prevailing at destination at the material time. In 
spite of this judgment of the highest court in the 
land, Railways have not yet amended para 2248 of the 
Accounts Code Part II. Claims are still being paid 
at the Beejack rate and sometimes even less. Many 
claimants, specially on Central Railway, are filing 
suits, when they find it worth-while, to get through 
courts what railways themselves should have paid 
them voluntarily. 

4305. To quote another example, Southern Railway 
repudiates claims for pilferage and even for damage 
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by wet on the plea that dunnage bags were not used 
or were of non-standard size as reported by the 
destination station, even though no such remark 
appeared in the Railway Receint or forwarding Rote, 
fhe railway has lost many such cases in courts but its 
policy remains unchanged. In this connection, one 
Railway Advocate from Southern Railway, writes as 


follows 

In my experience I find that inspite 
of the enhancement of the liability of the 
Railway after amendment Act (Act 39 of 1961), 
claims are repudiated on grounds which do not 
come under any of. the exemptions contained in . 
sub clause (a) to (i) of Section 73 of the 
Railways Act. For instance, claims are reou- 
diated on the ground of ’non-standard size 
dunnage bags’. It does not come under any of 
the exemptions contained in Section 73 of the 
Act. It could be brought under sub clause 
^f) of Section 73. But still the administra¬ 
tion had to prove that it exercised reason¬ 
able foresight and care in the carriage of 
goods. The repudiation based on this could 
not bo sustained for two reasons (i) the R.R. 
does not contain any endorsement about this 
except the endorsement ’6 bags dunnage used’. 

Vo are, therefore, faced with a. plea of 
estoppel or waiver and we are unable to 
contend in the absence of any protective 
remark that the dunnage used was of non¬ 
standard size; (ii) Secondly at the unloading 
point exceot s+ating that the dunnage was of 
non-standard size, no details are given in 
this behalf. The court therefore declines to 
accept this defence. Anart from relying on 
sub-clause (f) of Section 73 reliance is also 
placed on Section 77(c) in support of this 
defence. But it is found difficult tc 
substantiate the defence based on Section 77(c) 
since the courts have held that it is the duty 
of the administration to prove that the des¬ 
truction or deterioration or damage or leakage 
is solely due to defective packing condition. 
For this, the necessary evidence to prove how 
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the consignment was dealt with from the time 
it was entrusted for carriage till it was 
received at destination has to he let in and 
such evidence is not always readily available. 
Further no endorsement is made about the size 
of the dunnage bags in the F.Note and so 
Section 77(c) (i) is not available. Section 
77 (c) (2) also is not available to cases of 
this kind. Hence it is very difficult to 
contest cases of this nature. The amounts 
claimed in cases of this nature are mostly 
below Rs. 500/- and these claims may therefore 
be settled instead of being litigated in 
court for well over a year or two.” 

4306. The Committee came across a number of suits 

which were wrongly contested* A few examples are 

given below:- ■ 

U) A case of shortage of foodgrains wasr 
contested by the Southern Railway on 
the ground of use of stib-standard size 
dunnage bags, though the wagon was 
noticed with body holes and there was no 
mention of the use of sub-standard dunnage 
on the Railway Receipt or the Forwarding 
Note. 

(ii) A case of damage by vet to a. consignment 
of ’Maida' to the extent of 50 per cent 
was contested by the South Central Railway 
on the ground that packing condition 
(P/7) of using standard size o.f gunny bags 
was not complied with though apparently 
the prescribed packing can hardly provide 
any protection against damage by wet. 

(iii) * case of shortage of shoes received in 
a plank broken case was repudiated by 
the Western Railway on the ground that 
the party did not effect delivery within 
30 days of the termination of transit 
though it was clear from the facts that 
the package was in broken condition at 
the time of unloading. 

(iv) A case of shortage of 6 tonnes of £oal 
was contested by the Northern Railway on 
the ground that there was no interference 
en-route though enquiries revealed ^voidable 
detention to wagon en route giving presump¬ 
tion of theft. 
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(v) A claim of Rs. 76/- was contested by the 
Northern Railway on the ground that the 
sender had no title to sue which could 
not be substantiated. 

These cases were decreed against the Railway, 
as there was no proper defence. Such decrees can be 
avoided if the decisions to contest are taken after 
mature consideration and only by senior officers. 

4307« Railways should have a regular system of 
scrutinising all adverse judgments of courts. When 
the rulings given by courts are found to be just and 
reasonable, officers should be given strict instruc¬ 
tions to fol3gpw them in all subsequent eases so as to 
prevent unnecessary litigation. It is not a wise 
policy to force claimants to go to court in order to 
get the benefit of court rulings. The necessity for 
this precaution becomes obvious as soon as we examine 
how the suits filed against the railways are ultimate 
ly disposed of. 
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CHAPTER 44 

Results of contested suits 

4401. T would now analyse the results of contested 

suits* The figures $f number of suits dismissed in 

favour of the railway and decreed againBt the railway, 

in the last ten years, are given below: - 

Year No. of No. of Total No. Percentage of 

suits suits of contest suits decreed 



decreed 

(against 

railway) 

dismiss 
-ed (in 
favour 

of Hly.) 

-ed suits 

disposed 

of 

(2 + 3) 

to total dis¬ 
posed of 
(2 to 4) 

1 

2 

. . 3_ 

.... 4 


5 _ _ 

1959-60 

7,979 

4,100 

12,079 


66.06 

1960-61 

6,516 

4,7687r 

11,284 


57.75 

1961-62 

5,306 

4,160 

9,466 


56.05 

1962-63 

5,301 

4,415 

9,716 


54.56 

1963-64 

4,805 

4,907 

9,712 


49.47 

1964-65 

4,923 

3,923 

8,846 


55.65 

1-965-66 

3,878 v 

3,322 

7,200 


53.86 

1966-67 

3,170 

2,690 

5,860 


54.10 

1967-68 

2,990 

2,719 

5,709 , 


52.37 

1968-69 

2,945 ' 

2,483 

5,428 


54.26 

4402. 

It is seen 

that 52 to 54 per 

cent 

of contested 


suits are lost by the railway. It is certainly on-a 
high side. It is true that there can be a difference 
of opinion about the interpretation' of legal provisions 
and appreciation of facts and the railway cannot hope to 
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win nil the suits. But as the cases are contested 
by the railway after careful scrutiny and screening 
by competent law knowing officials, such a large 
■percentage of decrees cannot be explained away merely 
as vagaries of law. The majority of cases are lost 
either due to wrong decision to contest or due to 
failure in adducing the evidence. 

4403i There are also some suits which are contested 
only on the ground of quantum of compensation and 
decreed after substantial reduction in the amount 
claimed. Ho separate statistics are maintained to 
show the number of such decrees. A sample study made 
by the zonal railways has, however, revealed that about 
28 per cent of decree passed in' three months were pass¬ 
ed after a substantial reduction in the amount claimed. 
Without undermining the efforts made by the Railways 
in getting, the quantum of compensation reduced in 
these cases, the Committee would like to observe that 
such claims can perhaps be negotiated for lower amounts 
at the settlement Stage and a number of contests of 
this nature can be prevented. In the railways* own 
interest: it is much better to arrive at such settle¬ 
ments through their own agency rather than through 
courts of law. Eastern, South Eastern, North Eastern 
and Northeast Frontier Railways, where decrees of this 
type are common, should examine whether such suits are 
not preventable by timely negotiations. 
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CHAPTER 45 

Technical Pleas 

4501. Among the suits dismissed, a sizeable number 
on 

are won/technioal grounds., A 'sample study of 389 
suits dismissed during the period of three months on 
all the zonal railways revealed that 40 per cent were 
won on technical grounds and 60 per cent were won on 
merits. This shows that mere fact of dismissal of 
suit should not make the administration complacent. 

But for the technical flaws, 40 ner cent of dismissed 
suits should have been decreed against the railway. 

4502. It is for consideration whether the practice 
of resorting to technical pleas to defeat bonafide 
claims is befitting the railways. I give below the 
views expressed by several lawyers - not because any 
legal point is involved but because lawyers know 
better than many others how commercial concerns, public 
undertakings and other government departments act and 
what courts think in similar cases. 

4502. Sri S.Ramaswamy Iyer, who was appointed as 
Officer on Special Duty by the Railway Board to examine 
the legal work on railways reported as follows in 
1951:- 

".... A perusal of the papers in Railway 
litigation shows that the Railway's defences abound 
in technical pleas of all kinds. The pleas about 
want of notice under S.77 and S.80 and insufficient 
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compliance with these sections are practically raised 
in every case. Before any criticism is made of this 
practice, I want to make it clear that a Bailway, like 
any other litigant, is at liberty to take up all pleas 
which the law allows and to insist on the opponent 
satisfying all legal or statutory requirements before 
he can sue. Especially is this so* when a technical 
defence may be the only method of defeating a' 
dishonest or unreasonable claim, If for instance the 
plaintiff will not agree to a reasonable settlement 
or makes a false or inflated claim; or if the 
Railway’s defence on the merits is difficult to 
establish by reasons of difficulties beyond its 
control or difficulties created by the plaintiff, 
there is nothing improper in its relying on technical 
defects in the plaintiff’s case, for the purnose of 
defeating him or obtaining reasonable terms of settle 
-ment from him. This may be conceded* But such pleas 
are raised not merely in such cases but invariably in 
all cases and as a matter of common practice, ^here 
can be no justification for doing so when the Railway 
has a weak case on the merits or has none at all, I 
have seen several cases of this kind. There can be 
even less justification for raising such pleas, if 
they are not true and are promptly disproved by the 
plantiff s evidence.” 

4503. The Committee had the benefit of receiving 
suggestions from a large number cf railway advocates 
from all parts of the country. Extracts from the 
memoranda of some of the railway advocates on the 
point are reproduced here - 

(i) ”.. I have been Railway Advocate for 

the past 43 years not to speak of the 5 years as my 
father’s junior. I may state with some pardonable 
pride that my office has not lost one Railway ca.se 
during the whole period. But the success has all 
through been on some technical grounds. The consignors 
have been generally ignofant of the technical provisions 
of the Railways Act. Invariably success has been 
scored either -on the failure of limitation which was 
one year under ‘the old Limitation Act for loss or 
non-delivery, which did not provide for exclusion of 
any period spent in correspondence. One other 
convenient ground was failure to issue the notice 
under Section 80 C.P.C. It has been very rare to 
score a. success on the merits. Therefore, the success 
has been a negative one on the weakness of the 
plaintiff's cage.” 
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(ii) "I would also suggest that the adminis¬ 
tration should not contest a claim on some technical 
ground, like want of proper notice under Seotion 78(b) 
of Railways Act, and Section 80 of Civil Procedure 
Code etc. If the administration feels that the claim 
is genuine and bonafide it is but proper that the claim 
is settled instead of driving the claimant to file a. 
suit and resist it on some technical ground. After all, 
the Government is an impersonal body and it exists for 
the welfare of the citizens and if the genuine and 
bonafide claims are settled, it would create.a confi¬ 
dence on the administration and the litigant public 
will hold the administration in high esteem. Some 
times the adverse deoisions are also due to the court 
having sympathy on the litigant public and not under¬ 
standing the correct principle.” 

(iii) From my experience as a Railway 
lawyer in Shillong Court, I have noticed that Railway 
succeeds in cases where law is in its favour i.e* 
wherever there is a gross error of law, Railway 
suceeds on technical question of law such as want of 
notice, limitation etc* But when there is no question 
of law involved and the plaintiff has put forward his 
claim fulfilling the requirements of law and the suit 
is raised entirely on facts, Railway fails. The 
reason is that there is want of timely investigation 
of claims* enquiring into the carriage of goods and 
the part played by different Railway administrations, 
and,- placing of material facts before the Court.” 

(iv) ”...* Speculative and unnecessary too 
technical defence should not be encouraged as the 
Government functions in two capacities in the adminis¬ 
tration of railways, one as legal or soverign capacity 
as a dominant party and the other as. commercial and 
profit making function. It should, therefore, look 
more to the commercial aspect, keeping in view.the 
competition of Road transport.” 

4504. The following observations made in a decision 
of the High Court (A.I.R. 1955 Assam 221) ane worthy 
of note - 

"Before concluding I find it necessary tv 
observe that it is a disservice to the Union of India 
to raise pleas in defence which cannot he substantiat¬ 
ed at all, and much of the unnecessary costs of litiga¬ 
tion could be saved, if in cases of this character the 
Railway Authorities exercised a wise discretion in 
settling just claims.” 
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4505. My personal opinion also is that the railway 
administration, as a limb of the Government of India, 
and as the largest public undertaking in the country 
should conform to the highest standards of business 
morality and should admit all just and valid claims. 

I have no objection, if technical pleas are also taken 
when claims are otherwise for repudiation on merits. 

But it does not serve the larger interests of the 
administration, not even in its capacity as a 
commercial concern, to take the help of technical 
pleas to defeat the rightful claims. The Railways 
are now facing keen competition from road transport 
and if they are serious about promotion of their sales, 
they can ill afford to displease their customers by 
legal quibblings. In this connection, one Chamber 
of Commerce writes 

When the litigation is made, the railway 
is producing unnecessary grounds like ownership i.e. 
either partnership or ownership of the concern etc. 
and the notice itself is taken out to he not in order 
and thus try to fail.the case. The dealer may lose 
the case legally, but' next time he would be reluctant 
to book the goods through Railway, and would go in 
for Truck transport, e^ven paying more, for safe 
transport delivery and prompt settlement of claim, if 
at all it happens.” 




CHAPTER 


46 


Preventive Measures 


4601 . None of the ■'compromised suits need have 

gone to court if railways had dealt with the cases 
properly at the time of settlement or even during the 
two months period of notice. As regards the decreed 
suits some might have been fit for contest and might 
have been won by better handling on the part of 
railways. We can take this figure as half of the total 
number of suits decreed. Coming to the suits won by 
railways, if we exclude 25 per cent of them as the 
number won on purely technical grounds and which in 
all fairness should have been paid at the settlement 
stage, we would be left with three-fourshs of these 
cases as really fit to be allowed to go to court. 

4602. On the basis of these estimates, the number 
of cases that should properly have gone to court out 
pf the total number actually disposed of in 1968-69, 
works out as followsi- 

S uits disposed of during 1968-69 

Actual No. No. that should really 
have gone to Court 
(in round figures) 

(A) (B) __ 


Compromised 8699 

Eecreed 2945 


Dismissed 


2483 


Totals14,127 


Nil 

1500 (half of A) 

20 00 (Three-fourth of A) 
3,500 
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Thus out of the 14,127 suits disposed of in 1968-69, 
only 3,500 or one-fourth,, should really have been 
allowed to go to court. Applying the sane proportion, 
the present annual figure of about 17,000 new suits 
can easily be brought down to 4000 or at the most 
5000 if railways have a strong and efficient 
organisation for the settlement of claims. When the 
number of suits is brought down to this figure, the 
expenses would be reduced by at least Bs.20 lakhs per 
annum and the Court sections of railways will be 
able to give individual attention to the suits and 
contest them successfully. 

4603* The reduction in the number of suits filed 
is quite feasible and even at the risk of some 
repetition I give below some of the principal measures 
required for this purpose. 

4604. A strong and competent claims organisation 
is needed to ensure that claims are disposed of in 
an efficient and businesslike manner and to eliminate 
the delays which are often responsible for driving 
peopfe to court. Much unnecessary litigation will be 
avoided if all claims of small valuation are disposed 
of speedily and if unsettled claims are energetically 
pursued at least after the receipt of two months 
notice of suit. 
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4605. Claims offices should be made thoroughly 
familiar with the Railway's liability under the 
amended M, ct. They should follow a fair and equitable 
policy of payment. They should not only be just and 
fair in their disposal of claims but must also build 
up a reputation for being so. Only in this way can 
they inspire public confidence. . Judicial pronounce¬ 
ments are to be respected. If they appear unreasonable, 
railways should file an appeal to get the verdict 
reversed, but where they are obviously just, they 
should be adopted as obiter dicta and railways’ 
policies should be modified in their light. It should 
be remembered that to repudiate a claim which is fit 
for payment or to pay less than the amount due under 
the lav;, is not claim prevention, it is only harassment 
of the public which must have undesirable repercussions 
sooner or later* 

4606. Adverse court judgments - specially those of 
High Courts and Supreme Court - should be studied 
carefully and lessons drawn from them should be 
circulated for the guidance of all concerned. 

4607. At present officers are only concerned that 
there should be no unjustified or ever payment but 

it is no worry to them if some one is deprived of his 
just dues. Very often cases are marked closed only 
to meet the requirements of statistics or repudiated 
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without any justification. To stop such practices 
it is necessary to make officers accountable for 
wrong repudiations and short payments. Senior 
off icers should also be made alive to tiu ir 
responsibility to see that the officers under them 
decide claims in a just and reasonable manner. 

4608. One more point to be emphasized here is 
that even when the claims are rejeoted on sufficient 
grounds, letters of repudiation sent to the claimants 
should be made as convincing as possible by giving full 
facts and points of law. This would minimise the chances 
of the claimantsgoing to the court. 

4609* The railways on which institution of suits 
for want of decision and for short-payment is very 
high, as pointed out above, should make detailed 
investigations to find out why the position on their 
systems is worse than on other railways and tighten 
up their weak links. 

4610.. railways get ample opportunity to ensure 
that the claims which are for payment are not allowed 
to be taken to the courts. The claimant first serves 
,a notice under section 78(B) of the Indian Railways 
Act and waits for a decision. If the decision is 
not received in a reasonable period, ho sends reminders* 
It is only in rare cases that he rushes to the court 
without giving enough time to the railway administration 
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to communicate its decision. It is only when either 
the limitation period for filing of a suit is expiring 
or his patience is exhausted for want of a reply 
from the railways that he files a suit without 
obtaining the Railway's decision. In repudiated cases, 
claimants send appeals for consideration of higher 
officers. In any case, the railway gets 60 days 
time after receipt of the suit notice under section 
80 of the Civil Procedure Code, which is mandatory, 
to take a decision in a pending case or to re-examine 
a repudiated case. The Committee has noted during 
its investigation, and it is also borne out by the 
fact of settlement of a large number of suits out 
of court and by the delays that occur in preparing 
written statements, that there is no machinery on 
most of the railways to take suitable action on the 
notices under section 80 CPC. Study of sample files 
of suits has shown that in majority of cases suits 
are not filed immediately after the expiry of notice 
period of 60 days - they wait for longer periods. 

Hence, the railway administration gets ample time to 
review the repudiated claims or to complete enquiries 
for taking decisions. 

4611. In all claims offices there should be a 
proper system of dealing with reminders and appeals. 
Some senior person or persons should be detailed to 
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keep a special watch on them and ensure that they 
receive prompt attention and are not lost sight of. 
Effective arrangements to call for and review each 
case on receipt of a reminder or appeal would go a 
long to prevent unnecessary litigation. ' 

4612. Appeals against wrong repudiation or short 
payment should not he allowed to he disposed of hy 
the officer who passed the original order, as is 
the practice on some railways, hut should he put up 
to a higher officer who should use his independent 
and unbiased judgement to decide the appeal. 

461.3- In particular it is essential chat all cases 
are thoroughly and critically reviewed on receipt of 
a notice of suit under section 80 CPC. Railways may 
consider the establishment of a special section in 
their claims offices to deal with all notices of suit, 
This section should he manned hy senior Law Assistants 
and he under the overall charge of a Dy, C.C.S, 

4614. The main functions of this Cell should he - 
(i) to review all cases in which suitjnotices 
under section 80 CPC are received and to 
decide within a month whether the suit if 
filed is to he contested or not; if payment 
is to he made, to arrange it forthwith; if 
the amount is to he negotiated, start the 
negotiation before the expiry of notice 



period; if the decision is to contest, to 
ca.ll for certified copies of the documents 
necessary for preparing written statement 
and to give a convincing reply narrating 
full facts and law to the claimant; if 
possible, the claimant or his lawyer should 
he called for discussion, as I feel that 
railway's stand would be better appreciated 
in personal discussions than by correspondence; 
(ii) to review all cases which had been settled 
out of court or lest to find out why the 
suit was lost or why the claim could not be 
settled before institution of the suit; and 
(iii) to prepare educative literature on correct 
application of law for circulation to the 
claims settling sections to stop recurrence 
of untenable repudiations and unjustified 
contests. 

4615. On one Railway it was noticed that delays 
take place in sending notices of suit from the 
office of the General Manager to the claims office. 

This needs to be watched. 

4616. As suggested earlier, decision whether to 
admit a claim or to contest it in a court should be 
taken on receipt of suit notice under section 80 CPC 
and not after institution of a suit. 



4617. The decision to contest a suit should not he 
allowed to be taken by ACOs or SCOs as at present 
biit should be taken only by Ty.CCS or CCS* and the 
grounds of contest should be clearly spoiled out. 

At present all written statements are no doubt 
signed by ly.CCS but this is done merely as a 
formality (as officers below the rank of ly.CCS are 
not authorised to sign on behalf of the Government 
of India). The officer ordering the contest or 
signing the wri iiten statement should do so only 
after applying his mind to the details of the case 
ar^d not as a matter of routine. The time spent by 
an administrative officer at tnis d;age will pay rich 
dividends as it will reduce unnecessary work later 
.on, avoid irrelevant and untenable pleas and make 
the defence more precise, meaningful and effective. 



CHAPTER 47 


P leadings and Evidence 


P lo ad ings 

4701The main causes of adverse decision, even 
when the railway has a good case, are - 

(i) delay in completion of enquiries 

resulting in delay in the submission 
of the written statement, 

(ii) delay in filing documentary evidence, 

(iii) non-attendance of witnesses, and 

(iv) improper pleadings. 

4702. One of the common points made out by most 
of the advocates and also several Chambers of 
Commerce is that the written statements are filed 
by the Railways after the lapse of a long time and 
th? t adjournments after adjournments are sought 
by the railway. Shri K. Nanjudayya, Railway 
Advocate, Bangalore, states - 

n ..... The courts are very bitter in their 
complaints that we do not file our written 
statements in spite of many adjournments 
and while a Small Cause Suit is expected 
to be disposed of'in six months, wo will 
not even be ready with our written 
statement by then. That is because it is 
only after the plaint is served, that 
serious thought is being bestowed whether 
to contest the suit or not. 11 



Shri Rai Rajeshwari Prasad, Railway Advocate, 
Gorakhpur, states - 


I would like to bring to the notice 
of the Committee that some times the 
number of adjournments for filing the 
Railway!s written statement are far too 
many and courts are naturally reluctant 
to be indulgent to us in this matter when 
the law itself allows us the advantage of 
a period of notice which the ordinary 
litigant does not get. Even the cyclostyled 
proforma of intimation sent to Lawyers on 
the entrustment of cases* to them contains 
a reference to obtaining a rf Lengthy 
adjoumnent" which in these day^ when 
prompt decision of ca-ses is being insisted 
on, is hardly proper to ask for. This 
matter needs serious and immediate attention 
of the Railway authorities,** 

Shri K. Parthasarathy, Railway Advocate, AUeppey, 

states ~ 

It has been humilitating to go to 
Court with continuous adjournment 
application based on eleventh hour tele¬ 
graphic communication from the Railway 
directing me to seek a long adjournment 
on which date the same experience will be 
repea ted, :l 

Shri P,F 0 Avasthy, Railway Advocate, Kannauj, 
writes - 

Most of the adjournments are taken 
for time to file w.s. (written statement), 
on account of non-completion of departmental 
enquiries. This causes delay in disposal 
of suits and at the same time heavy costs 
on the Government. In case all the 
enquiries are completed at claim stage, 
these adjournments can be very easily 
avoidedo 11 
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4703. Study of sample files of suits has 
confirmed the fact that the Railways take repeated 
adjournments on seme plea or the other. For 
instance, on the Northern Railway (Delhi office) 
in 50 files studied, in 22 cases less than 5 
adjournments were taken, in 24 cases 5„ to 8 
adjournments were taken and in 3 cases 9 to 14 
adjournments were taken* On the South Eastern 
Railway of 11 files studied, in 8 cases 5 to 8 
adjournments were obtained and in 3 cases 9 to 14 
adjournments were taken. 

4704 . When the court refuses to grant adjourn¬ 
ments again and again even on the payment of costs 
to the opposite party, the railway advocate is 
instructed to file a provisional written statement 
on general denial. In such a general denial, 
even the facts which should be admitted, e.g„, 
service and validity of notice, title of the 
plaintiff, etc*, are refuted. The provisional 
written statement does non state facts within the 
knowledge of the defendant, but merely denies the 
plaintiff's averments. This provisional written 
statement of general denial has to be subsequently 
amended on payment of costs* Shri Venkatarao, 



Railway Idvocate, Vizianagram, writes ~ 

11 «« 9 »o Ir. 99 out of hundred cases, 
stereotyped instructions are given asking 
the advocate concerned to contest on 
booking grounds and all other available 
grounds. Such instructions are as vague 
as they could be. What are the booking 
grounds and what are the other aval.table 
grounds, the advocate is not able to 
comprehend, and therefore he is obliged 
to file in every case some formal written 
statement being mable to get an adjourn¬ 
ment as long as the administration requires. 
Another stereotyped ins traction received 
is to the effect that enquiries are still 
going on and therefore lengthy adjournment 
should be obtained and next posting date 
intimated. But any number of adjournments 
obtained is to no purpose and the 
instructions will never follow even after 
one or two years pendency. 0 

Shri B.N. Goswami, Railway Advocate, Dibrugarh, 

writes - 

Even after several dates, I had 
occasions to file written statement sent 
to me with such clauses - "That enquiries 
are in progress and the defendants crave 
leave of the court to file an additional 
written statement, if necessary, after 
completion of enquiries". Thereafter 
also on the date of hearing of the suit 
I invariably receive instructions 
"obtain lepgthy adjournment on ground 
of incomplete enquiries, 

I am also constrained to observe 
that in contested court cases I find the 
written statements are not properly 
drafted in strict accordance with the 
provision of the Civil Procedure Code. 

In civil cases, the standard forms of 
written statement are of no avail as 
the law requires that the pleadings should 
conform to all the general rules of 
pleading laid down specifically in order 
S, rule 2 etc. Civil Procedure Code, 

The plaints of each case vary and as 
such the written statements are also to 
be in consonance with the paragraphs of 



-392- 


the plaint. In most cases the written 
statements filed by the Railway becomes 
the subject of adverse comment by the 
court and the Railway Advocate hah to 
struggle hard in meeting such comments," 

4705, I have also been told that courts are 

reluctant to grant lengthy adjournments, Shri G.I T « 

Ha stale, Railway Advocate, Chandrapur, writes - 

i; The judge is not inclined to give an 
adjournment. If an adjournment is at 
all given it is for a short tine of 10 
days or so. In these 10 days nothing 
can be done by the railway because a 
letter from the railway advocate to the 
head office at, say, Bombay, Calcutta 
or so takes time 5 after such a letter 
is received from the head office it 
passes through several hands and in 
many cases no reply is received by the 
rail\ray advocate. This makes the 
posir.ion of the railway advocate very 
difficult at the time when a further 
adjournment is to be sought, 

4706, The system of obtaining repeated lengthy 

adjournments and filing irrelevant written statements 

on general denial is not in keeping with the prestige 

of an institution like Railways who take pride in 

being the largest public undertaking of the country. 

Radical stops will have to be taken to stop these 

methods, as they have become almost customary. The 

administration should have a set-up to ensure that 

necessary enquiries are completed in time and proper 

pleadings are framed after careful verification of 

the facts alleged in the plaint. It should be 

possible to do so, if tho claims are thoroughly 

scrutinised and facts marshalled immediately jgW 




- 393 - 


on receipt of the notice under Section 80 CPC, 
and the file is complete by the tine of the receipt 
of the summons from the court* 

Evidenc e 

4 7 07* Several cases are lost for want of sufficient 
evidence* It is undoubtedly a difficult task to 
arrange timely attendance of witnesses from distant 
places in such a large number of suits and sometimes 
repeatedly in the sane suit and that is why I lay 
great emphasis on prevention of suits* The officer 
who decides to contest a suit should be fully 
conscious of the expenditure and inconvenience 
involved in arranging evidence of staff from the 
forwarding, transhipment, junction and destination 
stations* But once a decision is taken to contest 
a suit after full deliberations, all efforts will 
have to be made to produce the necessary documentary 
and oral evidence* 

4708* As regards documentary evidence, as soon 
as it is decided, on receipt of a suit notice, to 
contest the suit, if filed, the railway should 
collect all relevant documentary evidence from the 
forwarding and destination stations as also from 
any station en route where the consignment was 
transhipped* The forwarding note is a most 
important document as it forms the basis of the 
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contract bstween the Railway and the owner of the 
goods# Invariably in all cases it is necessary to 
produce in the court the original forwarding note 
or a certified copy and therefore the railway should 
lose no tine in obtaining it from the booking 
station, 

4 709# Several railway advocates have drawn my 
attention to section 139 of the Indian Railways Act 
which reads as under #. 

"Entries in the records or other documents 
of a railway administration shall be 
admitted in evidence in all proceedings by 
or against the railway administration, and 
all such entries may be proved either by 
the production of the records or other 
documents of the railway administration 
containing such entries or by the production 
of a copy of the entries certified by the 
officer having custody of the records or 
other documents under his signature and 
that such original entries are contained 
in the records or other documents of the 
railway administration in his possession#" 

This provision was inserted by an Act of amendment 

in 1961 to assist railways in proving their case by 

certified copies of records and documents. The 

common observation of railway lawyers is that 

railways are not taking full advantage of this 

provision, I recommend that the terms and utility 

of section 139 of the Indian Railways Act should be 

thoroughly explained to the station and office 

staff all over the railways so that they nay learn 

how certified copies of relevant entries in railway 
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record should be prepared, signed and sent. It 

should be clearly understood that the certificate 

can be given only by the officer having custody 

of the records e As the certified copies of the 

documents such as forwarding note, entries from the 

transhipment register, delivery book, seal-checking 

register, etc, are admissible in evidence, there will 

be no need to call for the original documents and 

the staff, unless the genuineness of the certified 

copies is specifically challenged in the court. 

Thus, in many cases attendance of staff with original 

records can be obviated by invoking this provision, 

471 Oo I give below the suggestion made by 

Shri P.N* Avastlii, Railway Advocate, Kannauj * 

’’Whenever an extract of a record or any 
copy of the document of the Railway is 
required, it should be attested strictly 
as required under Section 139 of the 
Railways Act, i.e„, it should bear the 
following remark at the bottom of the copy 
or extract, duly signed by the Station 
Master or Head of the Department, with 
his SEALI 

’’Certified that it is true copy 
of the original entries and that such 
original entries are contained in the 
record or the document (name of 
document or record to be mentioned) 
of the railway administration, which 
is in my possession,” 


Sd. 

(SEAL) 

’’While issuing attested copies of extract, 
care should be taken to give in the heading 
the name of the record or register. The 
staff concerned should send one copy extra 
of each document for purposes of the file 
of the Advocate,” 
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4711, It is essential that as soon as a decision 
is taken to contest a certain suit, a list of 
evidence necessary for defence should be prepared, 
and certified copies of the requisite documents 
should be called for from the stations so that all 
material is kept ready and the written statement 

can be framed as soon as required and adjournments 
on this account become unnecessary* Wherever 
possible, services of Inspectors or Tracers going 
to stations for making other enquiries should be 
utilised to collect these certified copies* If 
this step is te.ken immediately on receipt of a 
notice of suit and in advance of the filing of the 
suit, I am sure it will give a great relief to the 
court case section, as well as to railway lawyers, 
and the administration will be successful in suits 
more often. Once the station staff know the 
utility of the certified copies, they should 
promptly submit the same because this would save 
them the botheration of deputing their staff with 
the original records to attend the courts, 

4712, It is a common grievance of railway 
lawyers that more often than not railway witnesses 
do not appear on the dates of hearing* 
be on account of one or more of the 


This may 



following reasons - 


i) The intimation of the date of hearing 
does not reach the station in tine, 
particularly when the hearing had been 
fixed after a short adjournment of 
10-15 days, 

ii) The concerned witnesses, particularly 
those from the transhipment points 
where-from the staff have to attend so 
many courts, cannot be relieved by the 
local authorities due to shortage of 
relieving staff, 

iii) The staff try to avoid long journeys 

on account of the meagre amount of daily 
allowance and difficulty in getting 
accommodation in trains as well as for 
stay in the bigger cities, 

4713, It will be useful to quote here what 
railway advocates have said on the subject of 
attendance of witnesses. Shri B,L, Sharma, Railway 
Advocate, Aligarh, writes - 

The witnesses do not attend the 
court on one or the other grounds and the 
reason is, it is said that they are not 
paid fairly, Whatever is paid is not 
sufficient even to cover the sundry 
expenses they have to meet in their journey 
and at destination. Moreover the arrange¬ 
ment of witnesses is not made well before 
time. Sometimes the information is 
received after the date of the case. The 
witnesses on account of long distances 
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even do not wisn zo attend the court and 
even if they <attend. it. they state more 
for the plaintiff than for the defendant 
Union even against instruction and no 
action is being taken against them even 
on complaint by the, Railway Advocate 
against them , 11 

Shri B.T* jseshadri, Railway Advocate, Madras, writes - 

•’Experience shows that foreign railway 
witnesses are reluctant to attend court 
at. Madras for the reason .that they have 
no place of stay in the city and that 
the batta and allowance paid to them is 
poor and they could not get accomodation 
in train* They report sick and important 
witnesses do hot attend court on the 
adjourned date of trial* The Court, 
therefore,, draws adverse inference from 
the non-examination of the staff and the 
case fails on this account* I would 
suggest that the witnesses who attend 
court should be provided accommodation 
in the Subordinate Rest House of the 
Railway*- As the success of the case 
mainly depends cn these witnesses, the 
administraticp shpuld not merely stand 
' on their technical rules or regulations 
but should exercise their power and 
relax the rules in tliis behalf. I would 
even suggest that the travelling allowance 
should-be enhanced to persons who attend 
court cases* Unless staff feel, that 
they are provided and that there is no 
difficulty for thSm, they would not be 
in a position to protect the interest 
of the Railway Administration* By this 
process, we would be able to imbibe in 
them a sense of duty consciousness and 
responsibility•” 

Shri H.B. Mitra, Railway Advocate, Calcutta, writes - 

‘•Allowances of witnesses to give evidence 
away from their stations should be 
liberally considered and advances should 
be allowed to them to prevent unwilling¬ 
ness to attend Court* 1 ’ 
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n It is convenient to produce witnesses 
from booking point and destination point 
but at transhipment points and joint 
stations the witnesses generally fail to 
attend as they are required to give 
evidence in too many Courts as the 
business at their points - is heavy*' 1 

Shri P.K* Basu, Railway advocate, Siliguyi, writes - 

"In most of cases it is found that the 
staff attending was not the person who 
booked the goods or who delivered the 
goods* Some other persons often come 
with original books etc*" 

4714* This problem of non-attendance of witnesses 
has perhaps become more acute in recent years due to 
increase in the number of suits* I recommend 
adoption of the following measures - 

i) Maximum use should be made of certified 
copies of documents so that the need 
for oral evidence is reduced to the 
minimum* 

it) A. list of names of the witnesses along 
with the names and addresses of the 
supervisory officials under, whom they 
work should be. made available to the 
railway lawyers and they should be 
authorised to intimate the date of 
hearing directly to the official 
in-charge as well as the Divisional 
Commercial Superintendent or Divisional 
Superintendent under whom such witnesses 
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are working even on foreign railways. 
The formality of the lawyer first 
advising the office of the C.C.S,, 
which in turn advises its counterpart 
on the foreign railway, should be done 
away with. There should be a direct 
channel of correspondence between the 
lawyers on one hand and the Divisional 
Superintendent/Divisional Commercial 
Superintendent and the official 
in-charge of the witnesses, 
iii) For journeys undertaken for giving 
evidence on behalf of the railway, 
free duty passes given to the staff 
should be of the next higher class than 
what he is generally entitled to. So 
also he should be paid daily allowance 
at the next higher rate than what he 
is generally entitled to, 

4715, I attach great importance to this 
recommendation regarding higher T*A, and higher 
class pass, because in travelling long distances 
at very short notice and without any advance 
Travelling Allowance, the railway staff, most of 
them low paid, have to undergo great hardship. 

As far as I am aware, in no other department are 
the employees required to travel to such far off 
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and unfamiliar places for court attendance. For 
example, if an employee of Southern Railway is 
required to attend a court in Delhi or Bikaner in 

/ 

winter months, he will find the cold unbearable 
through sheer lack of warm clothing. Court 
attendance is a duty quite out of the ordinary and 
I extremely arduous. Staff should be given 
I incentives so that they will not like to shirk it, 

- * i 

4716, In sanctioning the strength of the 
relieving staff at the larger depots, particularly 
transhipment points and also of the Inspectors, 
man-days lost due to court attendance should also 

. be taken into account, 

4717, Railway lawyers have also mentioned that 
very often the staff sent to give evidence in a 
court are not the authors of the documents and 
are hot even conversant with the entries and with 
the facts which they come all the way to prove. 

Such witnesses serve no purpose. On the contrary, 
such evidence generally goes against the railway. 
Letters sent to Station Masters, Yard Masters, etc, 
for arranging witnesses should clearly spell out 
the facts required to be proved so that the right 
in di vi dual man can be sent with the right documents. 
Supervisory officials will also have to be told that 
it is their personal responsibility to relieve the 



correct person for attendance in court and excuses 
for not doing so would be seriously viewed* 

4718* One Railway Advocate- has mentioned that 
as the period of limitation for filing suits has 
been increased from one to three years, the 
difficulty of records not being available has been 
felt in certain cases. It is, therefore, suggested 
that the period for which commercial records are 
required to be maintained by stations should be according^ 
increased. 

Some Railway advocates have represented 
that their work is handicapped for want of Rules 
books of the Railway, such as Goods Tariff and 
Coaching Tariff, This is a reasonable requirement 
and it is recommended that copies of necessary 
Commercial rules books be supplied to all 
Railway advocates. 
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CHAPTER 48 


Jurisdiction 


4801, Sea.80 of the Indian Railways Act reads 
as under - 

U A suit for compensation for loss of the 
life of, or personal injury to, a passenger 
or for loss, destruction, damage, deterioration 
or non-delivery of animals or goods may be 
Instituted, - 

(a) if the passenger was or the animal 
or goods were, booked from'one 
station to another on railway of the 
same railway administration, against 
that railway administration} 

(b) if the passenger was, or the animals 
or goods were, booked through over' 
the railway of two or more railway 

.administrations from which the r;j " " 
passenger obtained his pass or 
purchased his ticket or to which the 
animals or goods were delivered for 
carriage, as the case may be, or 
against the railway administration 
on. whose railway the destination 

on 

suit may'be Instituted in a court 
having jurisdiction over the place 
at which the passenger obtained his 
pass or purchased his ticket or the 
animals or goods were delivered for 
carriage, as the case may be, or - 
over the place in which the desti¬ 
nation lies, or the loss, injury, 
destruction, damage or deterioration 
occurred.** 

4802. The Committee studied, a number of court 
case,files of Railways, which have disclosed not 
only wrong repudiations by claims officers but also 


station lies, or the loss, injury, 
destruction, damage or deteriorati 
occurred: and in either case, the 



-404- 


con testing of claims in courts without sufficient 
grounds. One of the main reasons for contesting 
these suits on inadequate grounds is non-receipt 
of instructions from sister Railways, In one case 
the booking date was of 1964 while the Instructions 
were furnished by the foreign railway in 1969, It 
may be pointed out here that according to S*60 of 

i 

the Indian Railways Act, suit for compensatipn can 
be filed either against the railway on whichj the 
booking or the destination station lies, or against 
the railway on which loss or damage occurred, and 
in either case, the suiimay be instituted in a 
court having jurisdiction over the booking station 
or over .the destination station or the .place where 
loss or damage occurred* Accordingly,, in the case 
of through bocdced traffic, the plaintiff has an 
option to sue the destination railway in a court of 
booking railway* The rule of. the railways is that - 
all claims are settled by the railway on whi(* the 
destination station lies. This practice iv well 
founded because (i) it is the destination station 
alone which can certify non-delivery cC shortage or 
damage, (ii) in the majority of the oases, the 
persons aggrieved are the consignees' living at 
destination stations and (iii) when ? or0 than one 
railway is involved .in a contract fc? carriage, the 
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owner of the goods must seek his remedy against one 
definite railway, and the best railway from whom 
he should demand compensation is the railway which 
is responsible to return him the goods. This Rule 
is meticulously followed by all the Zonal Railways, 
and claim files containing all enquiries remain 
with the destination Railway, But when it comes 
to the filing of a suit, because of the option 
available under S»80 of the Indian Railways Act, 
some plaintiffs, particularly when they are 
consignors, file suits in the courts of the booking 
or intermediate railways, A sample study of the 
suits filed in a period of 3 months (August j 1968, 
December 1968 and March 1969) indicated thab out of 
4,481 new suits, 951 suits were filed either on the 
booking railway or an intermediary railway (as 
distinct from the destination railway). In other 
words about 21 per cent of the total number of 
suits have to be conducted by the Railways other 
than those who disposed of the claims. The 
Committee has noted that these suits get generally 
neglected, as the conducting railway has to obtain 
information and instructions from another Railway, 

3 . 

which is the settling Railway, 

4803, Under S,80 of the Indian Railways Aot f 
the plaintiff has also an option to sue the 
destination railway in the court of the booking 
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railway. In such cases the defendant railway, 
which is the destination railway, has to defend 
itself through the agency of the booking railway. 
Actions in these suits also get prolonged and 
neglected, as the conducting railway is neither 
the defendant nor in possession of full facts. 

The defehdant Railway (destination Railway), which 
is not conducting the suit, too does not attach 
any urgency to this work, as it is treated as a 
foreign suit (on the basis of location of the 
Court). Thus such suits get neglected from all 
sides. 

4804. There is a tendency on the part of 
claimants to implead all the Railways involved in 
transit, e.g., booking Railway, Intermediary 
Railway and destination Railway. Each one of these 
Railways has to put in appearance, and file a 
written statement separately - otherwise the 
plaintiff can proceed against any one Railway 
ex-parte. This,in my opinion, is neither necessary 
nor desirable. It increases the work of the 
courts, lawyers and the Railways without any 
advantage to any. The individual Railways are 
only the Zones of the same administration, namely, 
Indian Railways, and there cannot but be a common 
defence by all of them. These Zones are subject 
to territorial changes according to the 



-407- 


administrative and operating convenience* The suit 
should, therefore, lie against the Union of India 
as one legal entity and not against individual 


Zonal Railways* The extent to which the present 
arrangement has led to multiplication of work on 
the Zonal Railways will be apparent from the 
following figures* 


No* of suits instituted in 1968-69 
In the In the courts Total 

courts of of foreign 

the local Railways 
Railway • _ 


Central 

2,386 

4,610 

6,996 

Eastern 

3,235 

1,785 

5,020 

Northern 

2,310 

3,342 

5,652 

North Eastern 

1,867 

1,130 

2,997 

Northeast Frontier 

1,363 

1,105 

2,468 

Southern 

1,407 

963 

2,370 

South Central 

545 

2,481 

3,026 

South Eastern 

2,624 

909 

3j373 

Western 

1,982 v 

1,576 

3,558 

Total 

17,559 

17,901 

35,460 


4805. 


The Railway advocates also grudge that 


though they get only one set of fees, they have to 
appear on behalf of all the defendant Railways, 
4806, Having regard to these difficulties, 
railways may consider an amendment of Sec* 80 of 



Indian Railways Act on the following lines: 

(i) Suit for compensation can be filed 
either in a court having jurisdiction 
over the booking station or in a court 
having jurisdiction over the destination 
station, 

(ii) Suit for compensation should be filed 
against the Union of India which should 
be represented either by the General 
Manager of the booking railway*if the 
suit is filed in a court with 
jurisdiction over the booking station 
or by the General Manager of the 
destination Railway, if the suit is 
filed in a court having jurisdiction 
over the destination station. 

4807. In any case, it is necessary for all 
railways to look upon themselves as one entity and 
to conduct suits filed against other railways with 
the same interest and care as suits filed against 
themselves. The railway where the trial court is 
situated should handle all suits as its own, should 
be responsible for their success and should bear 
all costs. The destination Railway should send its 
complete claim, file to the Railway which is conducting 
the suit instead of merely sending a letter of 
instructions, and the final decision to contest 
should be taken by the conducting Railway, 
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CHAPTER 49 

Satisfaction of decrees 

4901. After passing of a decree by the Court the 
claim becomes undisputed and has to be paid. There 
should be no delay in satisfaction of decrees. The 
expenditure incurred in satisfaction of court decrees 
is not even subjected to parliamentary vote, and is 
met from the Consolidated Fund of India. With such 
a sanctity attached to the court decrees, any delay 
in satisfaction thereof is unpardonable. To keep a 
watch on this, the Railway Board receives a statement 
of decrees remaining outstanding at the end of each 
month (statistical statement 13). The figures of 
such outstanding decrees as on 31-8-69, 30-9-69 and 
31-10-69 as reported by the zonal Railways, are»- 

No. of cases pending satisfaction of decree 


Railways 

At the end of 
August, 1969 

At the end of 
September,j969 

At the end of 
October, 1969 

Central 

nil 

nil 

nil 

Eastern 

nil 

nil 

nil 

Northern 

266 

260 

257 

North Eastern 

nil 

nil 

nil 

Northeast 


. 


Frontier 

11 

6 

1 

Southern 

nil 

nil 

1 

South Central 

nil 

nil 

nil 

South Eastern 

25 

24 

23 

Western 

63 

6? 

67 

All Railways 

365 

253 

349 


- 410 - 


4902. The ’nil' figures reported by Central,Southern, 
Eastern, North Eastern and South Central Railways 

are apparently incorrect as there is always a time 
lag between passing and satisfaction of a decree on 
account of (i) obtaining a certified copy of decree 
from the court, (ii) its transmission by the Railway 
Advocate to the claims office, (iii) sanctioning of 
the amount, and (iv) issue of a pay order. Hence, 
there will always be some cases pending satisfaction 
of decree on a given date. Actual time taken between 
passing of a decree and satisfaction thereof will 
depend on the speed with which aforesaid steps are 
completed. The statistics thus reported by most of 
the Railways are misleading. On the Northern Railway, 
whose figures appear to be more dependaole, the 
performance cannot be said to be satisfactory. 

4903. The Committee checked the procedure of 
registering and watching the cases pending satisfaction 
of decree on one Railway which is showing ’nil' figures. 
It was found that 'Decree register' is maintained in 
the office, but a case is entered in it only after 
issue of the pay-order in satisfaction of the decree, 
and as such no decree is ever outstanding according 

to the register. No useful purpose is served by 
maintenance of a register in this way. To watch 
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satisfaction of decrees, the register should be 
maintained in the following proforma - 

1. Particulars of the claim 
and suit including the 
name of the Court. 

2. Date decree passed 

3 . Amount of decree passed 

4. Date on which certified 
copy of decree received 

5. Time taken by court in 
giving certified copy 

6* Whether decided to prefer 
appeal, if so when the 
appeal was filled. 

7 * Date on which decretal 
amount sanctioned 

8» Date on which pay-order/ 
cheque issued* 

9. Remarks for delay* if 
any. 


4904. This decree register should be put up to 

Dy .Chief Commercial Superintendent (Claims periodically 
for information. Law Assistants should make an entry 
in the register as soon as advice is received from 
the Railway Advocate that a suit had been decreed. 

4905. Delay in obtaining certified copy of decree 
will be considerably reduced, if the Railway Advocates 
are paid certain permanent 'advances' as suggested 

in para 5013. 

4906. The Committee made a sample study of some court 
case files on some Railways to know the actual time 
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taken for satisfaction of decrees. The results are 
summarised below 

Time taken in satisfaction of d eerees 


Railway 

No. of 
cases’ 
studied 

No. of cases 
which took 
more than 4 
months but 
less than 6 
months. 

No. of 
cases 

which took 
more than 

6 months. 

Average 

time 

taken 

(days) 

Central 


47 

13 

8 

123 

Eastern 


47 

9 

3 

85 

Northern 
(Delhi Office) 

50 

27 

17 

177 

South Eastern 

38 

11 

12 

149 

Western 


55 

9 

7 

108 


The delays on the Northern and South Eastern Railways 
are particularly heavy and need to be eradicated. 
4907. There have been some stray cases in the 

past where the courts ordered attachment of station 

\. 

property on account of non-satisfaction of decrees. 
Such cases get wide publicity and damage the 
reputation of the railways. Severe disciplinary 
action should be taken against the staff responsible 
for such serious delays. 
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CE aPTBR 50 
Railway Advocates 

Appointment 

5001. 856 advocates have been retained by Indian 

Government Railways in the different parts of the 
country. 

50p2. On the Central, Eastern, North Eastern, 
Southern, South Central and South Eastern Railways, 
Railway Advocates are selected and appointed by the 
Chief Commercial Superintendent after consulting the 
Divisional Superintendent as laid down by the Railway 
Board, On the Northern Railway, advocates are 
appointed by the Chief Commercial Superintendent/ 

Senior Dy, General Manager on the recommendation of 
.the Law Officer (who is in Class II grade). On the 
Western Railway selection is made by inviting 
applications through the President of Bar Association 

and recommendations of the Divisional Commercial 

/ 

Superintendent, On the Northeast Frontier Railway also, 
applications are invited from the practising lawyers 
for appointment as a Railway Advocate. 

5003. As Railway Advocates have to deal mainly with 
claims cases, it is only right that their selection and 
appointment are made by the Chief Commeroial Supdt. 
in consultation with the Divisipnal Superintendent. 

s' 
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The Railways which are following a different procedure 
should be advised + o act on the principles already 
laid dov^n by the Railway Board with which the Committee 
agrees. 

5004. At present, the appointment of Railway 
Advocates is not made for any fixed period of time. 
Their service is, however, terminable on one month’s 
notice on either side without assigning any reason. 

5005. Most Railways have an arrangement to watch 
the performance of individual lawyers. This should be 
done in a regular and systematic manner and at least 
once every quarter Dy,Chief Commercial Supdt./Chief 
Commercial Superintendent should go through the 
registers in which the proceedings of cases 
compromised, won and lost by each lawyer are recorded. 

any lawyer's performance is consistently below the 
mark, Chief Commercial Supdt. may terminate his 
services. It is, however, necessary to remember that 
no lawyer can take greater interest in a case than the 
client. Enquiries made by me have revealed that in 
tihe last 5 years no lawyer was replaced on account 
of inefficiency or lack of interest on six zonal 
Railways while 16 lawyers were replaced on the other 
three zonal Railways, It is also seen from-the replies 
received from the zonal Railways that warning letters 
are issued to the lawyers in case of their bad 
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performance. Without making any comments on the 
performance of the Railway lawyers, individually or 
generally, as I had no occasion to examine this • 
aspect in detail, I would like to suggest that 
the Railway lawyers are not employees of the Railways 
hut their counsels and as such should be treated with 
greater dignity and respect; issue of written 
warning letters to them is not in keeping with the 
relationship of a litigant and his counsel. 

5006 . I have obtained a list of places where the 
pending suits exceed 50. The names of these places 
numbering 86 are given in Annexure VII.The Railway 
standing counsels at these places particularly should 
be of tested ability and integrity and their work 
should be carefully watched. The zonal Railways must 
also make suitable arrangement, such as posting of 
Law Assistants at these places, for remaining in 

day to day touch with the Railway Advocates and doing 
all that a common litigant has to do in pursuing his 
own case. 

Sca?_e of fees 

——' ip ■ i i » ■■ ii m ■■■ i 

5007. I have also gone through the standard terms 
of agreement regarding payment of fees to the 
railway advocates in civil courts. The existing 
position on the zonal Railways regarding scale of 
fees paid to the lawyers (except in High Courts) is 
summarised as under:- 
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5008, Firstly, I feel that the minimum fee payable 
to a lawyer should be raised. In contested suits the 
minimum fee payable is Es. 15/- per case on the Northern 
Hailway, Is.16/- per case on the Eastern Hailway and • 
Es.20/- per case on .he Western and Southern Railways. 
No definite clause about it appears in the standard 
forms o'f agreement received from other zonal Railways. 
These scales of fee were fixed many years ago; since 
then, prices have gone up sharply. Moreover, one 
cannot expect that any lawyer of good standing would 
accept a brief and contest the suit from the stage 

of the drafting of the written statement to the final 
judgement for Rs,15/~ or Es,20/~. If the administration 
is serious in its desire to retain experienced lawyers 
of integrity and ability I think that the minimum fee 
in contested suits should be fixed at Es.25/- per case. 

5009. Secondly, the fee paid on a suit settled out 
of court, which is not governed by the rules of 
practice framed by High Courts, there should be a 
uniform practice on all the Railways. I would 
recommend that this may be fixed at 50$ of the fees 
payable in contested suits subject to a minimum of 
Fs.20/- per case. 

501Q.- Thirdly, the fee of the clerk: of the pleader 
who undoubtedly has to do much correspondence and 
accounting work, should also be uniformly fixed at 
10 $ of the pleader’ a fee, subject to a minimum of 



Es*5/- in contested cases, and a minimum of Es.2/- in 
cases settled out of court. The maximum fee for the 
clerk may he fixed at Rs.25/- per case. 


Delay in payment of fees 

5011, Unlike ordinary litigants, the railways pay the 
lawyer’s fee on receipt of a hill from the Advocate 
after decision of a suit. This arrangement is 
unavoidable as the amount of fee depends on the 
mode of disposal (settlement out of court or ©ontest) 
under standing agreement between the railway and the 
Advocate, But once the bill of fee has been 
received, it should be passed and paid promptly. 

Several Railway Advocates have informed the Committee 
that they do not receive payment for months and years 
and also that the amount billed by them is reduced 
without intimating any reasons for such deduction. 

One of the instances given by an Advocate is quoted 
below 


”It would perhaps not be out of place to 
mention here that in a batch of appeals in the High 
Court, I had entered appearance on behalf of the 
Railway in January, 1959 and worked at all stages 
of the appeals when they were heard and remanded 
to the court below in April, 1966. After having 
worked for about years, I had sent my bills to 
the Railway for the fees earned along with the 
certified copy of the judgement of the High Court 
in May, 1966. Needless to say that a full 
disbursement of all the amounts advanced to me 
was given in the bill. Thereafter, several reminders 
were given by me to the Authority concerned, even by 
B.O. letters sent by registered post. But still 
the payment of the bill has ljot yet been received by 
me. In the meantime the findings afteir remand were 
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received by +4... High Court from the court below and 
thereafter further works were done in the High 
Court and the appeals were finally disposed of 
by the High Court on 3-9-68. Thereafter, I had 
sent*the certified copies of the judgement and 
decrees of the High Court to the Railway along 
with my bill dated 26-2-69 for further works 
done in the appeals after giving therein the 
full disbursement of all amounts advanced to me. 
Since the amount of my bill submitted in May,1966 
remained unpaid till then, I had carried over 
the amount of the said bill in my bill dated 
26-2-69. Thereafter I had sent several reminders 
to the Railway even by 1.0. letters sent by- 
registered post to the Authority concerned, yet 
the bill has remained unpaid so far. I have 
mentioned this fact only for the purpose of 
showing that althoug I have been working in 
these appeals to the best of my ability and to 
the best interest of the Railway for the last 
eleven years, yet I have not been paid a single 
farthing towards my fees so far inspite of 
several reminders and 1.0. letters to the 
Authorities concerned who are very highly placed 
in their offices. This is a glaring example of 
apathy shown by the Administration to their 
Advocates and the treatment meted out to them," 

5012. This may be an unusal case. But study of 

several cases made by the Committee has confirmed 

that the complaint of Railway Advocates is not 

without any substance. There were bills which 

were paid after 6 months, some which were paid 

after 3 months, and others which were paid within 

two months. This is a subject where we c'annot go 

by averages, because we are dealing with respectable 

individuals who :.ave already performed some 

/ 

service for the railway administration/' The 
position seems to be particularly bad on the 
South Eastern Railway, which has a separate Bill 
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Section in which there are heavy arrears. On 
Western Railway, the bills go directly to the 
law Assistants and it was seen that the position 
there was more satisfactory. It has not been 
possible for the Committee to make any detailed 
study of the systems prevalent on different 
zonal Railways and, therefore, it will refrain 
from making any specific recommendation about 
the desirability of adopting any particular 
system. The Committee would, however, ©tress 
the need for streamlining the procedure for 
passing bills of lawyers and suggest to the 
railways to work to the target of passing every 
bill within a month. A note indicating the 
reasons for deduction from the Bill, if any, 
should also be sent to the Advocate. 

Advances for miscellaneous expenditure 
5013. It has also been mentioned by some 
lawyers that they do not receive advances for 
incurring miscellaneous expenditure, such as, 
stamp fee on petitions, adjournment costs, cost 
of obtaining certified copy of judgement and 
decree and that, many a time, they have to incur 
this expenditure from their pocket, reimbursement 
of which takes its owii time. If advances are 
not received in time, actions are also delayed. 
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for which the lawyers cannot he held responsible. 

The system of sending advances of Es*10/— or Es«20/- 

in each individual case by a separate cheque may 
* 

perhaps be advantageously replaced by the system of 
keeping a permanent imprest or advance of fixed amount 
with every lawyer, depending on the number of suits 
handled by him. There should be an arrangement for 
the automatic recoupment of the imprest as bills in 
individual cases are paid from time to time. This 
will not only ensure timely action on the part of 
Railway lawyers but will also reduce the clerical 
work of preparing bills of advances, getting them 
sanctioned, issuing cheques for petty amounts of 
Es#10/- or Es.20/- and then adjusting them against 
the bills received after disposal of the suit. 






CHAPTER 51 

Separation of Commercial Cadre 

•101. IXiring my tours on different railways, the 
one thing that struck me most was the general feeling 
of frustration and inferiority that pervades all 
ranks of Commercial Officers and staff. The 
Commercial department, they think, is the Cinderalla 
of the Railways. It is supposed to be staffed only 
with officers who are unfit for further promotion or 
at least unfit for the Operating department. Any 
Operating officer who is considered not up to the 
mark is transferred to the Commercial department. 

This practice is so common that there seems to be a 
stigma attached to the entire Commercial department 
and any posting to the Commercial department is taken 
to imply condemnation. As these things have a direct 
bearing on the morale and performance of Commercial 
officers - and hence on claims - I am constrained to 
refer to them in my report. 

5102. In the joint cadre of Commercial and 
Operating Officers, an Operating Officer can get 
promotion in the Commercial department even,if he 
has never worked in the Commercial department but 
Commercial Officers are hardly ever promoted to 
senior posts in the Operating department or to general 
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posts such as General Managers or even Divisional 
Superintendents. Generally speaking, there is only 
one way traffic between Operating and Commercial 
departments, namely, from the Operating to Commercial. 
Even higher posts in the Commercial department are 
often filled by transfer of officers from the 
Operating department. In short, even the best 
Commercial officer •has little to look forward to 
unless he can first manage to get out of the 
Commercial department. The entire Commercial 
department being under a cloud, it can hardly do its 
best. The whole department feels demoralised because 
no one seems to take an interest in its welfare or 
even in its work. The needs of the Commercial 
department, whether in respect of facilities, staff 
or officers, receive the lowest priority on railways. 

5103. No doubt the work of the Operating department 
makes certain special kinds of demands on the officers; 
it requires quick and firm decisions, prompt action 
and prompt compliance with orders. Any one prone to 
procrastination, delays or indecision would be a 
misfit in a department which, above all other things, 
requires promptitude and decisiveness. These qualities of 
decision and action are, however, equally necessary for 
a Commercial officer, in fact, for officers of all 
departments. But the important thing about these 
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qualities is that to a large extent they can be 
cultivated by careful practice. Therefore the proper 
course is for senior officers to instil these qualities 
in their juniors, by example as well as precept, in 
day to day work. But instead of correcting and 
improving those who may be below par, the common 
practice in the Operating department is to shift them 
to Commercial or Establishment department. Every 
department carries its own duds except the Operating 
department, which has the special facility of passing 
on its duds to other departments. A combined cadre 
of Commercial and Transportation officers has made 
such moves all too easy 3 

j jC ^' a V ■ ■ V 1 ■ Pi Jl 

5104. What is required is that while the utmost 
care is exercised before any one is condemned the 
Operating department should pay greater attention to 
the training, correction and improvement of its 
officers^Usually training courses for Operating 
officers cover only the duties of guards, A.S.Ms 
and Yard Foremen etc. But after a few years 
experience, Operating officers should also be given 
a thorough grounding in the actual work done and 
situations handled by Operating officers in Divisions 
and at Headquarters. At such refresher courses ar 
seminars*lectures on the day to day duties of 
Operating officers of various levels should be 



- 425 - 


delivered by senior and experienced officers who 
should pass on their experience and wisdom to the 
younger officers in regard to both the recurring and 
the unusual problems they had to handle during the 
course of their service. There should also be lectures 
explaining the qualities essential in an Officer, 
specially in an Operating officer, why they are 
necessary and how they are to be acquired in daily 
work; such lectures should include both man management 
and personal efficiency, ^he raising of a corps of 
able and dedicated officers is one of the major 
responsibilities of all administrators, and this is 
a matter to which railway administrations - particularly 
their Operating and Commercial departments - should 
give speeial attention. All officers should regard 
it as their inherent obligation to build up the 
requisite qualities among those working under them. 

5105. It is obviously unfair that officers of the 
Operating department, who are generally hand picked 
and who by all accounts work very hard and under very 
exacting conditions, should run the greatest risk of 
being condemned. Railways should give serious thought 
to this matter. 

5106. The atmosphere in the Operating department is 
predominantly one of insecurity and in the Commercial 
department one of frustration. So neither department 
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can give of its best to the Railway. But the 
conditions in the Commercial department are simply 
pathetic. Many distinguished Committees before me 
were well aware of this and strongly recommended the 
rehabilitation of the Commercial department - for the 
good of the railways and not because they could have 
been interested in any individuals. But theirs was 
a voice in the wilderness. Thus the following 
observations were made in the report of Wedgwood 
Committee in 1937:- 

"On British railways the Commercial Department 
is regarded as at least equal, if not 
^superior, in status to the Operating 
Department. This appears to us to be sound 
policy* for the financial interests at 
stake are greater, and a more mature 
judgment is required for dealing with 
the problems at issue." 

5107. The Indian Railway Enquiry Committee (1947) 
headed by Sri H.N* Kunzru mentioned - 


"The need for a strong Commercial organisation 
has been stressed by other committees 
that have previously examined Indian railway 
working. In Section XV, pages 29-37, of the 
Second Report, the Pops Committee emphasised 
the importance, of the Commercial Department, 
the one and the only earning department on 
the railways. They stressed the need for 
salesmanship, commercial research, advertising 
and publicity, and recommended that the 
Commercial organisation and Personnel 
department of each railway should be 
overhauled and an intensive campaign organised 
o attract, traffic to the railway, bearing 
in mind the well proven prinpiple that 
facilities beget traffic...* 


”We must hope and assume that sooner or 
later the railways will succeed in increasing 
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their capacity ..to produce transportation 
until the supply exceeds the demand. When 
this happens, the commercial branches or 
departments of the railways will,. at once 
become of the greatest importance as it 
will be their duty and responsibility not 
only to retain all existing traffio but 
also to increase earnings by finding a 
market for the disposable surplus of 
transportation. 

"We feel that the best and keenest brains 
on the railways are needed in the senior 
commercial appointments on the railways." 

5108. The Estimates Committee (195.5-56) observed - 

"As a commercial organization, pne of the 
main responsibilities of the Railways is 
•to earn revenues*. Various departments 
of the Railways, such as Transportation, 

Civil Engineering, Mechanical Engineering, 
etc. etc. are the 'spending* departments, 
whereas Commercial department is the only 
department on the Railways, which is an 
•earning* department. The need for a 
strong Commercial organisation on Indian 
Railways cannot, therefore, be exaggerated." 

5109. Recently : the Study Team of the Administrative 
Reforms Commission (1968) have sxated - 

"The impression which we have formed is that 
in most cases officers found wanting on the 
Transportation side are transferred to the 
Commercial side.. This is a wrong approach. 
Commercial work is of a specialised character 
and is extremely important for the development 
of traffic and providing satisfaction to the 
customers." 

5110. The conclusion which I have reached is 
identical with that of the Study Team of Administrative 
Reforms Commission that "in most cases officers found 
wanting on the Transportation side are transferred 

to the Commercial side. This is a wrong approach).." 



5111 . More recently the Administrative Reforms 
Comnussion (January, 1970) have made the following 
recommendation - 

".The image of the Commercial 

department should be refurbished and due 
importance should be given to it. It is 
the Commercial department which has to 
undertake the market research work. The 
question of constituting a separate cadre 
for the Commercial department and giving 
intensive training to those manning it 
should be considered." 

5112. The first part of this recommendation 
requires that "the image of the Commercial Department 
should be refurbished and due importance should be 
given to it." This recommendation is absolutely 
necessary and I endorse it„ This would require, among 
other things, that some important functions connected 
with the sale of transport should be entrusted to the 
Commercial department, for example allotment of wagons, 
arranging of special trains, creation of additional 
capacity for clearance of parcels, running of Parcel 
vans, introduction of additional passenger trains or 
extension *f existing trains, attachment of extra 
coaches to clear long waiting lists. 

5113* The second part of the A.R.C's recommendation 
just quoted requires that a separate cadre be constituted 
for the Commercial Department. 

5114. In my considered opinion, if the rehabilitation 
of the Commercial department is still a dream despite 
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the recommendations of so many important Committees 
in the past, it is largely because the Commercial 
department is generally regarded as just an appendage 
to, or dumping ground for, the Operating department. 

If railways wish to maintain public goodwill as well 
as their own fair name, if they wish to get more 
traffic and earnings, they will have to be more 
customer oriented and more Commercial minded; and 
this will require a Commercial department strong and 
capable enough to manage the functions which, properly 
belong to it. But this cannot be achieved until the 
present position is radically altered. I, therefore, 
strongly support the recommendation of the Administrative 
Reforms Commission that a separate cadre be constituted 
for the Commercial Department. Recruitment and 
initial training should be common for both Transportation 
and Commercial departments but each officer should 
seek promotion in the department to which he has been 
allotted. Right from the level of Assistant Officers 
the working of the Transportation and Commercial 
departments is completely separated. So there should 
be no difficulty in separating the cadres* This 
reform will be to the interest of both the departments 
as also of the railways as a whole. 

5115. It is a very sore point with most of the. 
senior Commercial staff (Commercial and Claims 
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Inspectors, Goods Supervisors, ) that not only are 
their grades very low (and much lower than the grades 
of corresponding posts in" 6ther~dep"arfments), but their 
future promotion,.• •fes'^also blaejta d i., On. account of low 
grades they are not even called for selection to 
Class II, while staff of Operating department, though 
very junior to them in age and length of service \ are 
called for selections to Class II on account of their 
higher grades, and"are actually posted as A.C.Cfe, 
inspite of having little or no previous experience of 
Commercial work. There is no chance of a Commercial* 
or Claims Inspector being promoted as Assistant 
Operating Superintendent but there is no such 
difficulty for a Controller or Yard Master to 
become an Assistant Commercial Superintendent. 

5116. As the position is invidious, the separation 
of cadres will have to be effected even in Class II. 
Some categories of Class III staff will be declared as 
purely Transportation and some as purely Commercial and 
they will be eligible for promotion only in their 
respective departments. Some other posts, for example 

those of Station Masters, who do both Transportation 

, ■ • '1 '• .;o a ': ... i.-« i . •••„.•.• . e • 

and Commercial work, will be eligible to be considered 
for promotion to Class II on both Commercial and 
Transportation sides. Details of this scheme will have 
to be worked out and quotas probably will have to be 
fixed for the promotion of joint staff to Class ±1 
posts on Commercial and Operating sidesj A \r 
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CHAPTER 52 

Organisation to implement recommendations 

5201. A number of suggestions for prevention and 
more efficient disposal of claims have been made 
in this report. They all require intensified 
supervision and constant chasing of station staff 
as well as closer scrutiny of work in claims offices. 
They will throw additional work on Divisions and on 
Claims Offices at headquarters. To illustrate the 
point, the necessity for cent per cent compliance 
with the basic rules regarding documentation, address¬ 
ing, packing, loading,labelling, etc. of goods and 
wagons will have to be explained to large numbers of 
staff and despatchers all over the Railways. It will 
also have to be ensured that stations are provided 
with the necessary facilities, stationery and stores. 
as it is a question of breaking old habits and getting 

new habits firmly fixed, frequent checks will have to 
. * < * - 

be made by officers on the working of Tranship 

Sheds, goods and parcel offices in order to prevent 

the staff from relapsing into the old ways of working. 

Large despatchers like Pertilizer and Cement factories, 

Pood Corporation of India, Steel Plants, Telegraph 

Engineering department, betel leaf merchants are some 

of the biggest defaulters in this respect and they 



- 432 - 


will all have to be brought round to carry out the rules 
rigidly. It will have to be explained to them how 
observance of the basic precautions will be to their 
own interests. Likewise prompt and proper fixation of 
responsibility will require that investigations will 
have to be made and disciplinary enquiries will also 
have to be made in a much lar^ar number of cases than 
hitherto. All this work will be of a permanent nature 
spread all over the railways. 

5202. , In 1951» Shri A.A. Brown was plaoed on 

special duty by the Railway Board to suggest and initiate 
measures to combat the rising trend of claims. One of 
his recommendations was to set up a small Claims 
Prevention Organisation on each railway under the 
charge of a Senior Scale Officer. The Claims Prevention 
Officer.was to be assisted by a few Inspectors and 
clerical, staff. Some of the general duties of this 

A ' 

, Organisation, in particular of the Inspectors, were 
enumerated in Shri Brown's report as followst- r 

" (j,) irregularities are not permitted in respect 
of acceptance, weighing, marking (or 
labelling) handling and loading of outward 
traffic; 

(ii) care is exercised in the selection of wagons 
for valuable or vulnerable traffic and that 
arrangements for removing old labels and for 
cleaning wagons before loading are adequate; 
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(iii) wagons containing perishable traffic or 

traffic liable to serious damage if rough 
shunting occurs are appropriately labelled; 

(iv) guidances, seal cards and bracket labels 
are accurately and legibly prepared and 
carefully placed in or on wagons as the 
case may be; 

(v) no consignment is held over unduly and that 
the despatch of smalls is rational and 
calculated to minimise en route handling , 
and delays; 

(vi) railway receipts/way bills and connected 
documents are accurately and' legibly 
prepared and handed over to consignors or 
despatched to junctions and destinations, 
as the case may be, without delay; 

(vii) shunting staff are not negligent in the 

performance of their duties and in particular 
that loose shunting of wagons containing 
damageable goods is avoided; 

(viii) inward traffic (including transhipment 

traffic) is carefully unloaded and tallied 
and all damages and deficiencies accurately 
determined and reported, no tendency to 
exaggeration permitted and no opportunity to 
obviate further loss by effecting temporary 
repairs or otherwise overlooked; 

(ix) other irregularities in connection with 
inward traffic (including transhipment 
traffic) e.g. faulty loading, dirty or 
defective wagons, bad riveting, failure to 
remove old labels, etc., are invariably 
reported; 

(x) all unconnected consignments are promptly 
registered and reported and the station 
staff take such action as is required by the 
rules; 

(xi) enquiries are instituted by the station 
staff for overdue consignments'at the 
appropriate time and suitably followed up; 
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(xii) all books, registers and records are properly 
maintained; 

(xiii) inward correspondence is given due attention 
and prompt replies; 

(xiv) the gate check system functions adequately 
and all unauthorised exits for merchandise 
are closed.” 

In addition, this organisation was to be utilised as 
a part of the machinery for training staff at stations 
in the correct performance of their duties. 

5203. It appears that claims prevention cells 
came into being on railways as a result of Shri Brown's 
recommendations. On the major Railways, they were 
placed under a Senior Scale Officer and on smaller 
Railways under an Assistant Officer. These small 
organisations have undoubtedly done good work. A 
tribute i was paid to them by the Estimates Committee 
(l967—6^) on Commercial matters relating to railways, 
in the following wordss- 

”The Committee appreciate the efforts made by the 
Claims Prevention Organisation of the Railways 
for the prevention of claims. They would suggest 
that the efforts may be further intensified so 
that the incidence of claims may be appreciably 
brought down in all the Zones.” 

The suggestion of the Estimates Committee to further 

intensify the claims prevention efforts deserves serious 

fact 

c oils i d e rati on Jjh', /the position sharply deteriorated 
thereafter. If the small claims Prevention Cells did 
not succeed in arresting the abnormal increase in 





claims, it was not their fault® As a little reflect 
tion will show, it could not have been otherwise* 

As the claims started mounting up, the claims 
Prevention Officers had to be deployed for settlement 
work and now they are Prevention Officers only in 
name. The claims Prevention Cells are now mostly ■ 
doing work of a routine nature. 

5204. As a matter of fact, the very idea that a 
small organization attached to the Claims Office can 
effectively prevent claims on a railway is 
fundamentally wrong* Although the claims office is 
entrusted with the responsibility of settling claims 
and initiating preventive measures, it is well to 
remember that claims are not bom in the claims 
office, but at stations, in yards and sheds. The 
safety of goods and parcels depends on many factors 
and requires the combined efforts not only of all 
stations but also of all the departments of the 
railway, I may give a few examples here, 

(i) The Operating department can give rise 
to claims by failure to provide the transport, 
by delaying, mis-despatching or rough shunting 
of wagons? 

(ii) The Stores department can contribute 
to claims by short supply of such essential 
items as cotton tape, seal card labels, blue 
pencils, tie on labels for parcels-, marking 
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ink, rivets etc. 

(iii) The contribution of the Railway 
Protection Force to claims is obvious* 

(iv) The Mechanical department can 
contribute to claims by inadequate 
arrangements for making wagons water¬ 
tight, by failure to fit anti-bleeding 
device near flap doors, by excessive 
detention to damaged loaded wagons in 
sick lines or at roadside’stations# 

This department is also responsible 

<i 

for the maintenance of weighbridges 
and weighing machines, which, as is 
well known, are essential for determine 
not only the weight for charge but 
also the extent of loss and damage. 

(v) Engineering department, by 
improper maintenance of roofs, walls 
and doors of sheds and surface of 
platforms, can give rise to loss or 
damage to goods and parcels. 

(vi) Even the Accounts Department 

can contribute to claims by withholding 

i 

.its concurrerice to works or staff 
badly needed for the efficient and 
safe handling of goods or parcels* 
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5306. It is idle to expect that a small claims 
prevention " • ,ion in charge of an Assistant or 
Senior scale Officer in the Head Office '/ill carry 
enough weight with the other departments or be 
able to direct the activities of station staff who 
are under the executive control of Divisional 
Officers and many of v/hom are in higher grades than 
the Claims Prevention Inspectors themselves. The 
Claims Prevention Cell attached to the claims 
office can only undertake special investigations 
suggested by its own observations or by a critical 
study of the claims statistics ard claims files 
in the Claim-' office. But it has nooauthority to 
control or guide the working of or.hcr departments 
or the line staff who have a direct responsibility 
for the safety of goods and parcels. Moreover, 
it is too small for the multifarious tasks required 
for effective claims prevention all over the 
railway. Preventive work to be successful will 
have to be dona on a railway wide scale, and for 
this purpose a jsuitable organization with 
adequate authority must exist on each Division 
as well as at the Railway headquarters. 
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5206, To intensify the supervision on the working 
of stations, yards and sheds, as discussed earlier 
in para 5101, the Divisions have to be strengthened, 
as this function of supervising the work of stations 
and sheds appropriately belongs to Divisions and not 
to the Head Office, 

5207, With increased passenger, goods and 
parcels traffic and new types of problems coming up, 
the work load of Divisional Commercial Superintendents 
has increased several times during recent years. 

For example, departmental catering is altogether a 
new subjectj so is reservation of seats and berths 
in third class. Then there are the greatly 
increased number of public complaints and enquiries 
under Disciplinary & Appeal Rules, greater emphasis 
on ticket checking, and shortages of various kinds 
(for example tickets, stationery and forms). With 
all these matters demanding immediate and frequent 
attention, the work of outdoor supervision goes 
into the background and one of its consequences 
is the Railways* ascending claims bill and 
descending public good will. The strength of 
Commercial Officers on Divisions was fixed many 
years ago and has remained unchanged in spite of 
the heavy increase in the volume and complexities 
of their work. For example, I have been informed 
that the strength of Commercial Officers on Divisions 
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of the Central Railway is the same today as it was 
in 1939, except that on Bombay Divisibn two new 
posts of A*C.Os were sanctioned some time back* 

The position is more or less the same on most 
Divisions of the other Railways. The Commercial 
Officers on Divisions are fully occupied at present 
and it will not be possible for them to take on the. 
additional work for the ‘'safety 1 * of Goods and 
Parcels, which I have suggested and which is 
inescapably necessary for the prevention cf Claims* 
The posting of additional officers on Divisions is 
therefore necessary. Keeping in mind that this 
work will require close liaison with other 
departments, such as,RPF, Police, Stores, Operating, 
etc*, and a large number of disciplinary action 
cases, an Assistant Officer will not be able to 


manage this work. After discussing the matter in 
detail'wi th n c?a.¥ s °%n( ) & 7 £$S&b 1 JnaSn# nfy ’tour, 

I recommend the creation of - 


(a) an additional post of Dy, D*S*(Com*) for 
ten of the most important and commercially 
most heavy Divisions, namely Bombay(Central), 
Howrah and Sealdah (Eastern), Allahabad 
(Northern), Samastipur (North Eastern), 
Vijayawada (South Central), Bilaspur and 
Chakradharpur (South Eastern), Madras 
(Southern) and Bombay (Western) j and 
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(b) an additional A ./ 0 st of D*C.S. in each of 
the otter Divisions, except that for 
Asansol and Dhanabad Divisions taken 
together one additional D.C.S, would be 
sufficient. Thus the total requirement 
would be 39 additional D,C,Sfr for the 
Divisions, 

5208# The following are some of the important 
items of Commercial work in the Division which at 
present are either neglected or are not done at all 
because of the inability of the existing D,C,S, to 
carry the entire load and for which an additional 
D,C«S 0 is justified, 

(1) to exercise better supervision on the working 
of Commercial staff at stations and to ensure that 
they carry out the instructions laid down for the 
safety of consignments, both in wagon loads and 
smalls, 

(2) to obtain from other departments all the 
help required for the safety of consignments and 
speedy settlement of claims, 

(3) to deal with disciplinary action cases 
whose number is negligible at present but is bound 
to increase enormously when my recommendation to 

fix staff responsibility in as many cases as possible 
is implemented. There will be a large increase in 
the number of charge sheets and departmental enquiries. 
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(4) to make timely arrangements in consultation 
with trade for the clearance of seasonal rush of goods 
and parcel traffic. 

(5) to meet despatchers frequently and educate 
them in the correct methods of marking, labelling, 
packing and loading of goods. 

(6) to see that stations receive regular and 
adequate supplies of stationery, forms, tape, sealing 
wax, card labels and other consumable articles which 
are essential to ensure the safety of goods and 
parcels in transit, 

(7) to make frequent inspections of stations, 
goods, parcels and transhipment sheds, yards and 
other railway installations to see that all the 
precautions laid down for the safety of goods and 
parcels are carefully observed by staff and goods, 
parcels and loaded wagons are not held up anywhere 
on the Division, 

(8) to make personal inspection of all consign¬ 
ments received with heavy shortage or damage, (Para 
811 of this report), 

(9) to make frequent surprise checks of wagons 
after loading to see v/hether the rules regarding 
counting of packages, marking of goods and parcels, 
use of dunnage bags, paste-on labels inside covered 
wagons etc. are being properly observed by staff. 
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(10) To jealously watch the freight earnings of 
every station and to take necessary steps to promote 
traffic. 

(11) The Committee has recommended in the last 

several functions, such as, 

chapter that/fcfce »xack xs£ allotment of wagons wJsLch are 
the 

truly a/function of Sales xmd shoul be transferred 
from the Operating to the Commercial Department. 

With the acceptance of this recommendation, D.C.S* 
will be required to deal with ,new'itenis of work,'. 

5209. The Commercial organization at Railway 
headquarters also will have to be strengthened so 
that proper attention may be given to the work of 
claims prevention and settlement and effective 
supervision may be exercised on the working of 
Divisions. 

5210. For many years, the work-load of the 
C.C.S. has been increasing not only due to more traffic 
and more terminals but also due to changes in the 

economic, social and political structure of the country. 

Public and staff grievances demand full attention. 
Public complaints, Parliament Questior^ Parliamentary 

Committees, meetings with customers and trade unions, 

etc,, appeals, departmental catering, reservations, 

ticketless travel, ticket printing and passenger 

amenities have assumed much importance and keep the 

C,C.S. very busy, leaving him little or no time for 

problems connected with Goods and Parcels traffic. 
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Claims work receives the lowest priority, because it has 
no immediate or direct repercussions* 

5211. My attention was specially drawn to one item 
of work, largely unproductive, which is taking up much 
of C.C,S*s time - punishments already reviewed by D.Ss 
having again to be reviewed by C.C.S. at the instance 
of Vigilance and S.P.E, These two departments are there 
only to deal with cases of corruption, and when 
corruption is proved heavy punishments are invariably 
awarded. But there is no reason why S.P.E, and Vigilance 
should want to know the action taken for other kinds of 
mistakes or supposed mistakes which they come across and 
why they should ask for a review or enhancement of the 
punishment awarded in such cases. Such matters are 
entirely within the competence of railways and it is not 
a healthy practice to bring them under dual control. 

With little knowledge or practical experience of railway 
work and using "hind sight" instead of foresight, 
Vigilance and S.P.E. often take a stand, which, if 
followed on a large scale, would curb all initiative and 
sense of responsibility of staff and would do incalculable 
harm to railway administraions. 

5212* The present system under which S.P.E, and 
Vigilance keep pursuing non-corruption mistakes is very 
demoralising for the staff, subversive of discipline 
(as the staff wonder whether their bosses are the S.P.E*/ 
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Vigilance or Railway Officers) and creates a good deal 
of unnecessary and fruitless work for senior Railway 
Officers. While fully endorsing the views of the 
VJanchoo Committee on this subject, I also reco mman d 
that railways should come- to an arrangement with the 
S ,E«/Vigilance whereby it would be left entirely to 
railways to deal as they deem fit with any non¬ 
corruption irregularities which S.P ,E./Vigilance may 
come across during the course of their investigations. 
There should be no need for railways to review or 
justify again and again the punishments awarded for 
non-corruption mistakes, simply because they were 
brought to light by S.P.E. or Vigilance. 

5213. Apart from intensified supervision, 
preventive effort will require continuous research into 
the methods of packing goods; methods of loading 
damageable goods, such as tins of oil; a review of the 
arrangements made by railways for the handling of the 
main streams of traffic most susceptible to claims, 
for example piece goods from Bombay and Ahmedabad, 
betel leaves from Tirur, hardware, cycle.parts, etc. 
from Punjab and tea from Assam. Samples of a few 
such studies made under the guidance of this Committee 
have been given earlier in this report* But many 
more such studies will have to be made by Railways 
themselves from time to time. In addition, a good 
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deal of publicity literature will have to be brought 
out to instruct staff in the correct ways of handling 
various types of goods. It would be interesting to note 
that American Railways, for example, have issued 1,000 
pamphlets on such topics, 

5214, After discussing the matter with C.C a Ss and 
examining their work load and the time they are able to 
devote to claims work, I have come to the conclusion that 
they are already overworked and will not be able to take 
on the additional burden of implementing my recommend¬ 
ations or even of supervising the day-to-day work of 
the claims branch in an effective manner. In the 
circumstances, there is no alternative but to take off 
the entire claims work from the present C.C,Se and 
place it in the hands of another Head of Department, 

He should be in Senior Administrative grade in the case 
of the Eastern, Northern, Central, V/estem and South 
Eastern Railways and in the grade Rs,1800-2000 in the 
case of the remaining four railways, namely, North 
Eastern, Northeast Frontier, South Central and Southern 
Railways, I strongly recommend the creation of these 
additional posts, 

5215 n The new post will have to be that of a 
Head of Department, as the incumbent will need sufficient 
sta.tus and authority in order (a) to exercise direct 
sup ervision over the Deputies and other Claims Officers 
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working in Claims Offices which will be under hid 
charge, (b) to co-ordinate with other Departments at 
headquarters and (c) exercise due supervision over 
Divisions in regard to all matters concerning the safety 
of goods and parcels. The principal duties of this new 
Head of Department will be as followss- 

(1) To secure the help and co-operdtion which 
are continuously needed from other departments for the 
safe and quick transit of'consignments and speedy 
settlement of claims by personal contacts, periodical 
meetings and demin-official letters. . ‘ • q.c 

(2) To exercise constant supervision on the 
working of Divisions and stations in all matters 
connected with the prevention and settlement of claims. 

(3) In addition to personally dealing with all 
heavy claims, to ensure efficient and businesslike 
handling of all claims receive^ in the different claims 
offices.on his railway which will be under his control, 

(4) To keep a watch on i^nusual and deteriorating 
trends in claims, order special investigations and 
studies of their major causes £nd initiate preventive 
action. 

(5) To review cases when complaints, appeals 
or noticescf suits are received 

(6) To study adverse ccjurt judgments and 
circulate the lessons drawn f^om them to all concerned 
for future guidance. 



(7) To keep a watch on the working of Railway 
advocates so that if any one is not pulling his weight 
he may be dropped out, 

(8) To maintain close liaison with his counter¬ 
parts as well as Divisional Superintendent on sister 
Railways so that both claims and suits in which two or 
more railways are involved, receive adequate and prompt 
attention from the point of view of settlement as well as 
prevention and fixation of responsibility, is mentioned 
earlier, 86 per cent of amount paid is on through 
traffic, and as such inter-railway co-ordination is a 
key to claims prevention, 

(9) To maintain constant pressure on Divisions 
to ensure that enquiries in all cases of loss or damage 
are started as soon as the loss or damage comes to notice, 
that disciplinary proceedings are finalised quickly and 
the punishments awarded are adequate. 

(10) To personally watch the enquiries into all 
incidents of heavy loss or damage just as the Chief 
Operating Superintendents does in regard to accidents. 
(Para 817 of this report) 

(11) To hold periodical meetings on matters 
relating to claim# with the bigger constituents of 
railways such as #teel plants, Tea Association, Cement 
Factories, Collieries, Oil Companies and with Chambers 
o*f Commerce, associations and merchants at large 
csommercial centres to sort out matters of common interest. 
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(12) To see that the various recommendations 
made by this Committee in regard to prevention and 
settlement of claims and litigation work which are of a 
continuous nature, are properly implemented, 

(13) To make frequent inspections of stations, 
yards, goods, parcels and transhipment sheds and other 
railway installations to see that staff are fully 
conversant with the rules laid down for the safety of 
consignments and follow them in daily work, 

(14) To see that loaded wagons, specially those 
which have become unconnected, are not being detained 
unnecessarily anywhere on the railway, 

(15) To undertake research work for modernising 
the carrying and handling equipment, reviewing packing 
conditions and methods of loading, rationalising and 
simplifying procedures, forms and documentation at the 
terminals, transhipment sheds and repacking points, 
revising Rules and Instructions on booking, allotment of 
wagons, leading, delivery, settlement of claims, etc, 
and improving the quality of service, 

(16) To produce and publish useful literature 
on transit safety for the information of users as v/ell 
as staff* 

5216, The officers selected for these newly created 
posts of Heads of Departments should be men of proved 
ability with a flair for getting things done not only 
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by their own subordinates but also by other departments 
as well as outsiders* They should have the energy and 
the enthusiasm to spend 15 to 20 days on the line every 
month meeting officers, staff and the public and 
explaining to them what is required to be done and why, 
and malting surprise checks on various aspects of railway 
work having a bearing on the safe and correct transport 
of goods and parcele. For example, it would be their 
duty - and a matter of pride for them ~ to see that no 
consignment would leave any station on their Railway 
without due documentation and without receiving proper 
care. 

5217* The S*C.0.(Claims) in the Claims Offices having 
been upgraded, there is no senior scale post left in 
Claims offices for settlement work. In other words, all 
cases within the powers of S*C.O. (Claims) have to be 
put up by A.C.Os to Deputy C.C.S., because there is no 
S.C.O .(Claims). To overcome this difficulty as also to 
cope with the increased work load, the S.C.O, Claims 
Prevention is being utilised by railways as a Settlement 
Officer, much to the neglect of preventive \/ork. In 
order to rectify the position, it is necessary to post 
One additional senior scale officer on each railway for 
settlement work, so that the S.C.O, or A,C,0./Claims 
Prevention may be utilised for his own proper work of 
prevention of claims. 
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5218# Chief Commercial Superintendents are at 
present able to devote so little time to Claims work 
that even when this work is taken away from them 
entirely, they will not get the requisite relief. 

It is, therefore, necessary that one of the non- 
claims deputies -be upgraded to Inter-Administrative 
grade, so that with greater authority, he can dispose 
of some of the work at present handled by the C,G,S, 
Without this step, I am afraid C.C.Ss* will not be 
able to do full justice to their work or find 
adequate time,for outdoor supervision. Incidentally f 
it will also, remove another source of weakness in 
the Commercial Department of the Railways, namely, 
the absence of an Inter-Administrative grade post 
in the Headquarters organisation, in consequence 
of which there is a tendency for officers of merit 
drifting away from the Commercial Department, thus 
depriving the department of continuity of tenure, 
maturity of experience and a second line of command 
in the organisational chain, 

5219, I understand that the target of 650 inward 
Claims cases per month was accepted by the Railway 
Board in 1958 for each A,C,S, Claims, If it is 
only a question of pulling up arrears of old cases, 
if the preventive aspect of the cases can be ignored, 
an A,C,S, can, of course, dispose of 800 or even 
1,000 cases per month. But if the cases are to be 
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dealt with efficiently, 650 is a reasonable figure 
and I recommend its adoption by railways as a yard 
stick# 

5220# For Outward and Cross Traffic work, one 
A.C.S. may be provided for every 1300 cases# If 
the Outward and Cross Traffic sections are abolished, 
as recommended by me, the yardstick of 650 cases for 
each A#C#S»(Claims)would probably be found to be on 
the high side, as in that case he would have to 
devote more time to claims on through traffic# 

5221• The Railway Board, too, will have to give 
a lead in the matter. Obviously, railways cannot 
take more interest in the safety of Goods and 
Parcels than is taken by the Board# Board will have 
to make it clear to every one that they are as much 
concerned with the safety of goods and parcels as 
with the safety of trains and passengers. Board 
will also have to take continuous interest in the 
prevention and settlement of claims and exercise 
adequate supervision on railways just'as they do 
in the case of ,, Safety ,, organizations# For this 
purpose I recommend that the Board should have an 
Additional Member Claims instead of a Director, so 
that he will have the requisite authority to give 
directions to railways on all matters pertaining 
to the speedy and safe movement of consignments. 
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He should be essentially an outdoor man with a 

capacity to galvanise the working not only of 

claims offices but of all departments in so far as 

they cover the safety of goods and parcels, 

5222, His principal functions will be the 

same as outlined in para 5215 for the Chief 

Claims Manager, except that his jurisdiction will 

cover all railways and he will be specially charged 

with the responsibility of directing and coordinating 

preventive effort on through traffic, which no 

railway can manage effectively by itself. As 

already mentioned in Chapter 38, through traffic 

is far more vulnerable to loss and damage than local 

traffic. The safe transit of through traffic 

involves many problems of inter-railway coordination 

and these are particularly difficult in the case 

of Port Railways, Many of these problems have been 

in existence for quite some time. These will have 

to be tackled by the new officer in the Board, One 

* 

of his first tasks will be the creation of additional 
capacity on long•distance trains for the movement 
of parcels and the rationalisation of parcel 
traffic passing over several railways, 

5223s When my recommendations are implemented, 
benefits should appear in several forms. There 
will be a toning up of the entire Commercial 
department. With intensified supervision on the 
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work of stations there should he a large reduction 
in the number of wagon load and small consignments 
lying unconnected at stations and in Lost 
Property Offices. The number of unconnected 
wagons standing underload and occupying valuable 
space in yards should show a definite decrease. 
There should be a corresponding reduction in the 
number and amount of claims on account of loss of 
complete packages or consignments, pilferages and 
perishables. The confidence of the public in the 
capacity of the railx^ays to carry goods safely and 
their ability to settle claims quickly and 
efficiently will be restored, resulting in the 
retention and capturing of high-rated traffic by 
the railways. 

5224, Normally, measures calculated to 
increase the safety of transport are justified, 
not on the basis of their financial return, but 
on the ground of their essentia lity and the 
extent to which they may be expected to minimise 
transit hazards. Judged in this way, the 
organisation I have recommended to implement my 
decisions is a necessity. But there is, in 
addition, ample financial justification for it. 

The actual savings effected through prevention 
of claims should be about Rs.1,5 crores under the 
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head '’Loss of entire consignments or packages” 
and Rupees one crore under the head ’’Pilferage”, 
adding up to Rs.2*5 crores per annum besides the 
savings under other heads. These savings are 
quite feasible and these should be the targets set 
for the Claims Organisation, 

5225, By abolition of inter-Railway liability 
as recommended in Chapter 38, the railway would 
be saving officers and staff worth Rs,36 lakhs 
per annum, who would become available for more 
productive work in connection with prevention and 
settlement of claims. Better attention to the 
prevention and settlement of claims should result 
in.a saving of Rs.20 lakhs in litigation costs 
(Para 4602), In other words, the total saving in 
staff and litigation costs, as a result of the 
implementation of my recommendations, should be 
Rs.56 lakhs in addition to Rs,2,5 crores in the 
shape of savings in loss and damage vide para 
5224 above, 

5226* I would urge that the new organisation 
recommended above be set up as soon as possible 
in order to improve the deteriorating position of 
claims on railways, and I am sure that the 
additional' expenses will be justified many times 


over* 
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CHAPTJR 53 

In spectors and Tracers 

>, 530'i* The Claims and the Commercial Inspectors 
on the Railways are generally in lower grades of 
pay in relation to their worth of chaise as well 
as in comparison to their counter-parts in the 
other Railway Departments* This has relegated 
them to an inferior position and as a result - 

(a) they suffer from a s* 2 nse of frustration, 

(b) many of them have becsn on the maximum of 
their grade for many y^ars without any 
prospect of further promotion, 

(c) being in a very low'grade they are not 
even called for selection to Class II, 
while staff of Operating Department with 
less service become eligible for 

Class II, and 

(d) they are not able to discharge their 
responsibilities effectively in their 
supervision over the station staff, in 
their dealings with their colleagues 
in other Departments, and in their 
meetings with the outsiders* 

5302 . It will be of interest to compare the 
total strength of Claims and other Commercial 
Inspectors on each R a ilway and their distribution 
in vaiaous grades with the position obtaining in 
Operating Department* 
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Approximate Number of Approximat* 

Inspectors# Number of 

~ *” ' Claims 

205- 250- 335- 370-450- Total Tracers 
280 380 425 -475 575 (150-240) 


Railways 


Central 
"61 aims 

Other Commercial 
Transportation 

pastern 

Claims 

Other Commercial 
Transportation 

Northern 

"Claims 

Other Commercial 
Transportation 

North Eastern 
Claims 

Other Commercial 
Trans portation 

Northeast Frontier 
Claims 

Other Commercial 
Transportation 

Southern 

"claims 

Other Commercial 
Transportation 

Sout h Central 
Claims 

Other Commercial 
Transportation 

So uth ^astern * 
’Claims 

Other Commercial 
Transportation 

Western 

Claims" 

Other Commercial 
Transportation 


1 

18 

3 

1 

- 

75 

9 

5 

N.A. 

N.A. 

' N, f. 

L. N.A 

38 

44 

2 

4 

13 

60 

27 

15 

20 

10 

13 

29 

45 

48 

4 

4 

6 

19 

18 

13 

23 

26 

38 

23 

21 

8 


4 

15 

41 

9 

2 

10 

12 

16 

20 

34 

28 

19 

1 

24 

32 

2 

2 

12 

6 

24 

10 

12 

*3gp * 

3 

1 

8 

36 

6 

1 
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40 

18 

19 

2 

7 

1 

1 

10 

48 

5 

3 

1 

33 

8 

27 

68 

27 

4 


12 

8 

52 

3 

36 

13 

40 

14 

26 

8 

1 

1 

22 

191 

19 

9 

27 

26 

36 

25 


- 

29 

81 

1 

90 


, N. 

A. N. A. 

*■» 


88 

59 

8 

123 

- 

25 

97 

- 

mm 

101 

62 

3 

59 


10 

120 

* ~ 

1 

37 

5l 

. 1 

68 

2t 

8 

66 


1 

83 


2 

62 


2 

54 


2 

34 . 

26 

1 

52 


9 

86 

- 

«#• 

11 

19 

1 

67 


6 

75 

— 

. — 

99 

93 


75 


15 

118 

w* 


2 38 23 

3 244 

6 130 


* 4 Inspectors of *Other Commercialf and *8 T of 
f Transportation* in the grade of Rs.2i 0-320 have been 
shown under the group of 205-280# 




53 03* The following conclusions emerge from this 
comparative statement - 

(i) There seems to be no uniformity in the 

number and grades of Commercial Inspectors 
sanctioned on the different railways* 

(ii) The posts of the Commercial Inspectors, and 

particularly of the Claims Inspectors, In the 
higher-grades are very few, which is brought 
out conspicuously by the following summary 
for all railways (except Central Railway) 




205- 

250- 

335- 

370- 

450- 

Total 



2 gO 

360 

425 

475 

575 - 


u 

Claims 




l6 


Inspe ctors 

246 

166 

37 

6 

491 

2 • 

O+her 

Commercial 

110 



46 

19 

750 

3. 

Inspectors 

Total 

435 

138 












Commercial 

Inspectors 

356 

621 

175 

64 

25 

1241 

4* 

Total 








Transports- 







tion 

Inspectors* 

129 

166 

193 

167 

9l 

746 

sj 53 04* The 

figures 

speak 

for 

themselves and 

make out 


a strong case for upgrading some posts of Claims and 
other Commercial Inspectors* 

5305# In fact, not only the Inspectors but also 
the other categories of Senior Supervisory staff in 
the Commercial Department have been denied the higher 
grades*. This will be amply borne out from the follow¬ 
ing figures of number of Class III staff drawing 



more th.anRs.465/- in different departments (other than 
workshop and running staff) published in Statement 40 
of the Supplement to the Report by the Rahway Board on 
Indian Railways (1966-69) - 


Department 

Total number 
of class III 
staff (other 
than work¬ 
shop & running) 

No. of staff Perce: 
drawing of co' 

Rs.405/- and to 2. 
above. 

(1) 

(2 ) 

(3) 

(4) 

Medical 

7,576 

f 

}k 3 * 

7 1 

4 ./ 

Electrical 

11,930 IPkj* 

3J9 


Mechanical 


/ 

/ 

Engineering. 

4i,iq§l \ 

* i 

,067 

¥ 

Accounts 

27,492 / 

601 

/; 2 

'i 

Signal & Tele- 

_£ jtt-1*1 IJ.UL/4-. 


communicati on. 

9,123 
* / 

166 

r; 1 

Engineering 

30,4-5? - < 

36? 

lr z 

R.P.F. 

4,5$V 

,26 

L 

Stores 

p,978 

76 

6.5 

Transpo rtation 

69 ? 773 

277 

M 

Commercial 

6^,557 

7$ 

0.1 


5306# These figures indicate that the percentage of 
higher paid staff to the total class III staff is 0.Y 
in the Commercial Department, which is rsy't only th^ 
lowest of all the Departments but several times lower - 
4 times lower than that on Transportation, 12 tiroes 
lower than that on Engineering, 2Z times lower ^Han 
that on Accounts and 45 times lower than that/on Medical* 


/ 
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These figures bear glaring testimony to the complaint 
that the Commercial Department of the Indian Railways 
has been relegated to the inferior most position* 
5307* Regarding the recruitment and distribution 
of strength in various grades, of the Commercial 
Inspectors (of all functional groups), I would 
recommend the following - 



Grade 

Designation Mode of ' 

Recruitment. 

Percentage of 
the total 
strength 

Grade 

I 450- 
575 

Senior 

Inspector 

By promotion 
“from Grade II. 

20$ 

Grade 

II 370- 
475 

inspector 

By selection 
from Grade III. 

20$ 

Grade 

III 335- 
425 

Inspector. 

By promotion 
from Grade IV. 

20$. 

• Grade 

IV 250 - 
380 

Junior 
Inspector, . 

One third direct 
recruitment, the 

, ‘ 40$ 


(basic balance by 

grade) selection of which 

2/3 from line 
staff and i/3 from 
tracers* 

530C# The Claims Tracers who are now in grade of 
Rs, 150-240, should be divided into two grades - 


Grade Mode of Recruit— Percentage of 

ment. the total 



Grade I 205-280 By promotion from 50?*' 

grade II. 

150-240 By selection - 50$ 
from Ministerial 
staff and 50$ from 
line staff. 


Grade II 


50$ 
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5309* I understand on the Northern Railway there 
is a Task Team attached to the Claims Of.fice« It 
consists of ten men drawn from Divisions* They are 
detailed for going out on the Railways to connect up 
unconnected wagons* As such they are really doing the 
work of Claims Tracers* Though they have been working 
in the present capacity for the last eight to ten 
years, they are still borne on the pay rolls of the 
Divisions and hold their substantive posts* In fairness 
to them and considering the good xvork they have been 
doing, the Northern Railway should consider absorbing 
them in the cadre of Claims Tracers* 
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CHAPTER 64 

Staff at Loading, Unloading 
and Transhipment points . 

5401. As a result of its investigations, this 
Committee has como to the conclusion that 
insufficiency of staff at loading, unloading and 
transhipment points is one of the major contributory 
causes of increase in the Railways' Claims bill. 

5402. This problem is by no means new. The 
Railway Police Committee of 1921 commented on it 
in their report and more recently the High Powered 
Committee on Security and Policing on Railways 
(1966-68) also drew pointed attention to it in 
paras 47 and 50 at page 10 of their Report. 

5403. This Committee has received several 
complaints from railway users, Chambers of Commerce, 
etc. that in many instances railway staff are not 
supervising the loading operations and are issuing 
receipts with such remarks as "Said to contain", 
"Loading not supervised by Railway Staff", etc. 

Such remarks, it has been repeatedly pointed out to 
the Committee, prejudice the consignee's rights 
against the Railway. Moreover, the consignee, 
when he pays for the goods, does not always know 
what remarks the Railway Receipt contains. Another 
consequence, even more important from the Railways' 
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point of view, is that when the work of marking, 
checking, loading, etc. is slurred by staff, the 
goods run a grave risk of going astray and becoming 
'unconnected* and 'lost' on the Railways. 

5404. It has been brought to the notice of the 
Committee that records of 'transit parcels* 
indicating receipt and despatch particulars are not 
maintained at several junction points, like Delhi 
and Mughalsarai and the usual explanation given is 
'Shortage of Staff*. 

5405. In one of the letters sent to this 
Committee, it has been mentioned that sometimes 
supervisory staff adopt the following practices 
which are harmful to railways'work and railways* 
interests 

(i) In goods shed favourites are posted to 
attend to loading; and 

(ii) in transhipment or repacking sheds, senior 
and experienced men who are favourites of 
the supervisor are detailed for office 
work while only junior and inexperienced 
hands who are non-favourites are utilised 
for the actual work of transhipment. 

2406. It is possible that while in some places 
there is an actual shortage of staff, in others the 
shortage is only the result of an injudicious 
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disposition of staff, while in others there is no 
shortage at all but only slack working. The 
Committee suggests that a quick survey be made of 
the utilisation and sufficiency of staff at all 
the larger goods sheds, transhipment sheds, parcel 
offices and private sidings and early steps taken 
to make such adjustments or additional appointments 
as may be necessary for full compliance with the 
rules regarding acceptance, booking, loading, 
unloading and transhipment of goods and parcels. 

In this connection, reference may also be made to 
recommendation No. 2 of the aforesaid High Powered 
Committee already quoted in para 403 of this Report. 
3407. In estimating the requirement of parcel 
clerks at junction stations due regard must be 
given not only to the total number and weight of 
the packages handled but also to the number of 
trains required to be attended simultaneously at 
the time of grouping of trains. Similarly in case 
of stations booking large number of perishable 
parcels, the total time available for attending to 
these parcels before their actual dispatch should 
be kept in view. 

5406. While providing the requisite staff, it is 
also necessary to intensify and improve the 
supervision. This has become all the more necessary 
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because the laxities in working which need to be 
rectified, have existed for many years and have 
become more or less habitual with the staff. 

Elsewhere this Committee has stressed the need for 
(a) closer supervision on the working of stations, 
and (b) frequent checks on loading and unloading 
operations and the shortages found at transhipment 
and destination stations. 'This would necessitate 
the raising of the grades of the supervisors at 
the large goods sheds, parcel offices and trahshipment 
sheds. The Committee considers that even the 
posting of a Gazetted Officer would be more than 
justified to hold overall charge of the 5a rge depots 
like Howrah Parcel Office, New Delhi Goods Shed' 
and Garahara transhipment shed. 

5409. The additional cost of improved supervision 
would be repaid many times over in the shape of 
fewer consignments becoming unconnected and lost 
and greater satisfaction to railway u$ers. It is 
well known that important post offices and police 
stations are placed under the direct charge of 
gazetted officers and this Committee feels that 
Railways can adopt this practice with great . 
advantage to themselves in respect; of the bigger 
goods sheds, parcel offices and transhipment 
sheds. This Committee is also supported .in this 
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view by the following para appearing at page 10 of 
the report of the High Powered Committee (1966-68):- 

”51. have noticed that the local 
supervisory head in fairly large goods 
sheds :i comparatively a low grade 
employee whose control on the 
organisation of the goods and the staff 
working there cannot be of the desired 
level. The goods sheds at Delhi, Patna, 
Asansol, Lucknow, Ahmedabad, Salt 
Cotaurs (Madras) and many others come 
in this category. We suggest that the 
Railways should prescribe a yardstick 
in the light of the pattern, quantity 
and complexities of the traffic dealt 
with in a goods shed to determine the 
status of its supervisory head. In 
certain cases, supervision even by 
gazetted officers would be a worthwhile 
investment." 

5410. The staff posted to transhipment sheds have 
to work under very hard conditions and are very 
liable to punishments. For this reason, transhipment 
sheds are invariably regarded as punishment stations. 
They are responsible for many claims and occupy a 
key position in the transit of smalls as well as 

of all traffic involving change of gauge. For the 
prevention of claims it is very necessary to make 
Transhipment Clerks interested in their work. For 
this purpose, I recommend the grant of a special 
allowance of Rs. 50/- and Rs. 30/- to each Class III 
and Class IV staff respectively posted at Transhipment 
sheds. 

5411. In addition, I consider that a system oj. 
rewards be introduced for all Tranship sheds - ^a‘nd 



- 466 - 


also large Goods sheds and Parcel sheds. Suitable 
norms should be laid down fot the purpose and 
rewards may be given only to those sheds whieh, 
after an annual review, are found to have passed 
the minimum qualifying standard. 

5412. Office clerks as well as Law Assistants 
recruited for Claims Offices should be given short 
duration training in Goods and Parcel work as well 
as the basic procedures followed in the settlement 
of claims, tracing of missing goods, fixing staff 
responsibility, etc. Equipped with this knowledge, 
they will be better able to appreciate the implications 
of a claim case and to make their own contribution 
to its efficient and speedy disposal. So far as 
existing staff are concerned, it will be useful to 
arrange special courses for those who are young and 
keen to learn. 

5413- Refresher courses for Commercial Staff are 
held at Zonal Training Schools. Staff normally 
avoid going to school due to personal and domestic 
reasons. It is suggested that short refresher 
courses, of one week duration or so, should be held 
at important stations pn each Division where the 
staff can assemble every morning by a convenient 
train and disperse every evening to go back home. 

In this manner, the staff will be able to look after 
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their families even while attending the refresher 
courses. Such an experiment has been tried on 
Lucknow Division for holding classes for refresher 
•courses for class IV transportation staff, and I am 
told that staff showed keenness to attend such 
refresher course. The required equipment, records 
and books can be carried by the Inspectors with 
them to the various stations where such courses are 
held. The Institute buildings can be used for 
holding the classes. Lectures of Officers and 
Inspectors of the Division should also be arranged 
at such courses. This should also provide a good 
opportunity for establishing personal contacts 
between the officers and the staff. 
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Summary of observations and recommendations 

For the reader's convenience, I have 
summarised in the following paragraphs the observa¬ 
tions and recommendations made in this Report, I 
would, however, suggest that for a proper apprecia¬ 
tion of the purport of what is given in the summary, 
it is necessary to go back to the observations in 
the main paragraphs which set out the back-ground 
and facts and figures on which these observations 
are based, 

CHAPTER 1 - Introductory 

1, This report naturally high-lights the weak 

spots in railway work which need strengthening. Much 
of it is devoted to a recountal of defects and 
short-comings resulting in loss of or damage to goods 
and parcels. But it would be wrong to infer from 
this that our railways are not running efficiently. 
Claims represent a negative and small, though 
important, side of railway work, and do not in any 
way detract from the devoted service railways render 
to the nation, the high standards of efficiency they 
maintain and the impressive progress they have made 
in many directions. 
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2. This does not mean that there is no room 
for improvement. Vhat this report does, within this 
Committee's terms of reference, is to indicate the 
directions in which improvement is necessary and 
possible and the ways of achieving it. (Para 104) 

CH4PTSR 2 - Nature and Magnitude 

of the Problem 

3. Loss, damage or deterioration of goods in 
transit is nothing but an accident or mishap to the 
particular consignment. To prevent claims is to 
ensure greater "safety" of goods and parcels. 

4. Safety when applied to commodities should 
be understood to mean not only that the consignment 
does not suffer any loss or damage but also that it 
reaches its correct destination. Both these aspects 
have to be attended to by railway staff, since goods 
and parcels cannot take care of themselves. (Para 201) 

5. Compared to the train kilometres, the 
number of accidents is negligible. The same is true 
when the number and amount of claims are viewed in 
•relation to the total value of goods, or even the net 
tonne kilometres carried. 

6. Nevertheless close *nd constant attention 
must be paid to the safety of traffic; and this is 
no less necessary for goods and parcels than for 
passenger traffic. 

7. Very little has been done so far for the 
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safety of goods and parcels. Since goods and parcels 
account for 67 per cent of railway revenue, since 
goods traffic is more remunerative than passenger 
traffic and since the movement of Goods is well 
recognised to be essential for the development of a 
country, the ’'safety” of. goods and parcels certainly 
deserves a better deal from railways than it has 
received so far. (T>ara 202) 

8. A. claim arises when goods are lost, delayed 
or damaged. Therefore, every claim is a complaint 
against the railway and not simply a- demand for 
compensation. (Para 203) 

9. To the owners a claim may mean much 

inconvenience, stoppage of a factory, holding up of 
an important construction, breach of contract with 
another party, loss of business, locking up of 
valuable capital, etc. ("Para 203) 

10. The Railway Freight Structure Committee 

(1957) observed, what the consignors and 

consignees are most anxious about is not so much 
the rate of freight charge as the timely and safe 
arrival of goods at destination." 

11. To the railways, every claim means loss of 
goodwill. When railways pay Rs. 10 Crores as 
compensation, their total loss may well be put down 

l 

at Rs. 100 Crores in view of the loss of goodwill 
and the resulting diversion of high rated traffic. 
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Undoubtedly this is one of the major factors 
responsible for driving away traffic from the 
railways. (1’ar* 203) 

12. In 1968-69 railways received 7,20,000 

claims, and if in each claim five persons were 
interested, railways lost the goodwill of 36 lakhs 
of their customers, with so many railway users 
losing confidence in the ability of railways to 
carry the goods safely or to settle the claims 
gracefully, it may well be imagined what an uphill 
task the Marketing and Sales and the Public Relations 
Organisations of railways have in retrieving either 
lost goodwill or lost traffic. (Para 204) 

13. Claims are an important index of Railway 

efficiency. Tt is not sufficient for railways to 
increase the tonnage and earnings of goods and 
parcels traffic; they must also speed up the movement 
of the latter and at the same time ensure their 
greater ’safety’. (Para 206) 

14. The prevention And settlement of claims 

must be given the same importance by railway 
administrations as is given to the safety of trains 
and the disposal of accident cases. (Para 207) 

13. Statistics shov/ that both in absolute terms 

and in relation to earnings claims have been g^ing 
up. The rate of increase has become rather steep 
during recent years. (Para 208) 
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16, Tven when an allowance is made for the 
increase in traffic and the general rise in prices, 
the index of increase in compensation indicates 

59 pen cent deterioration in the last two years. 

This deteriorating trend has continued in 1969-70, 
with a 12 per cent increase in the gross amount of 
compensation raid during April-September, 1969 as 
compared with the same period of 1968, (Para 209) 

17, Available statistics show that one out of 
every 21 consignments becomes a cesuality in transit. 
There is an abvious need for .improving the safety 
factor of goods and parcels on railways. (Para 210) 

18, Compared to Canadian, German and Japanese 
Railways, the "position of Indian Government Railways 
in resnect of claims is much worse. A better "picture 
emerges in comparison to the figures of American Rail 
Roads, But while making this comparison, +he follow¬ 
ing facts should also be kent in view - 

(a) On American Rail Roads, 91 per cent of 
claims are paid; the corresponding 
figure on Indian Government Railways is 
53 per cent. 

(b) On American Rail Roads, loss of entire 
packages accounts for 2.6 per cent of the 
entire amount paid; the corresponding 
figure on Indian Government Railways is 
51 per cent. 
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(c) Most of the claims on A merican Rail Roads 
are due to improper handling of goods, 
train accident and concealed damage. (Pa.ra 211) 

19. When some of our officers go to foreign 

countries, it will be useful if they study and report 
on the efforts railways in those countries make for 
the prevention and speedy settlement of claims and 
how their claims organizations stand in nublic 
estimation. (Para 211) 

20. If we compare the claims on goods and oa.rcels 
traffic, it is seen that parcel traffic is more 
vulnerable to loss and damage, even though most of 

it is beina handed from guard to guard, and the mode 
of transnort is faster. 

21. For every rupee earned as freight the 
compensation paid on parcels is thrice as much as 
on goods. Among parcels, perishables are more 
susceptible to loss and damage than non-perishables. 

(Para 212) 

22. Most of the claims preferred and paid are 
on consignments of ’smalls* (less than wagon loads) 
whether booked as parcels or Foods, though their 
earnings is much less. Taking all goods and parcels 
together 71$ of the claims are on smalls, though 
parcels and goods smalls conttibute only about 13$ 
of the earnings. (Para 213) 

23. Preventive effort has, therefore, to be 
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specially directed to perishables, parcels and to 
goods in small lots* (Para 214) 

24i Articles of food account for 55 per cent 
of the number and 47 per cent of the amount of claims 
paid. (Para 215) 

25. Special studies of some of the important 
commodities like betel leaves, tea and piece goods 
have been made by this Committee and the results are 
given in separate chapters*. These studies are only 
given as illustrations of what Claims Offices them¬ 
selves should do every now and then in order to 
determine the direction of their preventive effort. 
(Para 215) 

26. For appreciating the problem of claims# one 
should look not merely at the amount.of comoensation 
paid but at the total value of the claims received. 

In 1968-69, the gross amount of compensation paid 
was Rs, 10.2 Crores. But the total value of claims 
received in the same year was about Rs. 55 Crores. 
(Para 217) 

27. The sharp rise in claims is partly due to 

the general deterioration in law and order position, 
soaring prices and scarcity of many articles of 
daily use, abnormal rains and floods and may to that 
extent be regarded as beyond the control of the 
Railways. (Para. 218) 
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28. But a substantial part of the claims arises 

from causes well within the control of Railways, and 
it is to the eradication of these causes that 
railways' efforts should be directed with greater 
vigour. (Para 218) 

29. The numerous memoranda this Committee 
received from railway users are unanimous in their 
criticism of lack of care in the transport of goods 
and parcels and of apathy in the disposal of claims 
by railways. 

30. I was also struck by the fact that many 
of the observations made in these memoranda show 
remarkable insight in the working of railways in 
general and of claims offices in particular. It is 
clear, therefore, that railways will not be able 

to put off much longer the various reforms v/hich 
are self-evident to the public and are necessary to 
ensure greater ”sa.fety w of goods and parcels and 
more efficient handling of claims. (Para 2?2) 

31. Fortunately there is greater scope for 
improving the safety of goods than the safety of 
trains. Greater human care given to goods will be 
handsomely rewarded in the form of improved safety 
of consignments, (Para 223) 

32. Another bright side to the picture is that 
claims prevention offers a great opportunity for 
producing results. Because so little was done in 
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the past, much can be done now - with more effort 
and determination. "Safety* of goods and parcels 
is practically a new field only waiting to be 
exploited by the railways. (para 224) 

CHAPTER 3 - Claims Consciousness 

33. If any scheme for the prevention of claims 
is to be successful it must begin by arousing the 
interest of all officers and staff in the safety of 
goods and by educating them in the various ways in 
which they can assist in oreventing loss and damage. 
(Para 301) 

34. The safety of goods requires the concerted 

efforts of staff of all departments - R.P.F., 
Transportation, Mechanical, Engineering, Stores, 
etc. Claims consciousness has, therefore, to be 
instilled in the officers and staff of all depart¬ 
ments. (Paras* 302 and 305) 

35. "It is necessary for the Railway Board to 
give a lead in the matter and for General Managers 
to take keen and sustained interest in the safety 

of goods and the efficient disposal of claims. Only 
in this way can concern for the safety of goods 
filter down to Goods Clerks, Trains Clerks, Train 
Examiners etc. (Para 302) 

36. General Managers at their periodical meetings 
with their Heads of Departments should scrutinise 
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the general position recording the incidence and 
settlement of claims and matters of inter-departmental 
coordination having a bearing on claims. 

37. General Managers should also regard the 
high value claims, which are sent to their office 
for sanction, as the pulse of the Claims Office and 
as indications of the weak spots which may need 
strengthening. 

38. General Managers c r n galvanise the working ‘ 
of the Claims organizations and improve the safety 
of goods, if they devote two minutes per day, or 
one hour every month, to matters connected with the 
prevention and settlement of claims. ('Para 302) 

39. The large numbers of staff who are actually 
responsible for the safety .of goods, should be 
educated and got interested in various aspects of 

m 

claims prevention and settlement. One way of doing 
this is for railways to issue frequent claims 
bulletins in their fortnightly Gazette or separately, 
if so desired, (Para 303) 

40. Every issue of the Railway's Gazette should 
have some pages devoted to 01 a -Ira a r,mat. t£i? s'j*'' ■ (pfe 
writeups should be easy to understand and also as 
attractive, instructive and varied as possible. Some 
of the matters which can be profitably brought home 
to staff ?re listed in the report, (Para 304) 
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CHAPTER 4 - Commercial and Claims 

Organization 

41. As the Claims branch is resronsible not 
only for the settlement but also prevention of 
claims, a. weak Claims organization itself becomes 
a major cause of increase in claims. (Para 401) 

42. No one would think of making or maintaining 
100 engines with the man power or material sanction 
-ed for 10 . No one would think of maintaining 100 
or even 40 kilometres of track with the staff 
sanctioned for 10, But when it comes to Commercial 
work there seems to be a general feeling that 
whatever the increase in work load, the existing 
officers and staff will always be able to manage 

it somehow, 

43. Railways are carrying ever increasing loads 
of traffic and all other departments have been 
suitably strengthened. But all these years very 
little or nothing has been done to augment the 
outdoor Commercial staff who actually deal with the 
traffic, the Commercial Officers and Inspectors who 
supervise their work or those who deal with Claims 
in the Claims Offices. 

44. In such circumstances, a progressive 
deterioration in the efficiency of commercial work, 
with a consequent increase in claims and public 
dissatisfaction, is inevitable. (Para 402) 
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45. Compared with 1950-51 the number of claims 
registered annually has more than doubled and the 
amount paid has more than trebled. But nothing has 
been done to strengteh the Claims Organization on 
Railways. This is undoubtedly one of the major 
contributory causes of the increase in claims, ^or 
when a Claims organization is weak not only is 
settlement work done in a dilatory and slipshod 
manner but the preventive side is largely neglected. 
Thus a vicious circle is set up; as the quality of 
work goes down, the number of claims goes up and with 
every rise in claims, the quality goes down further. 
(Para 405) 

46. In the last two years, the amount paid by 
Eastern Railway shot up from Rs. 98 lakhs to Rs. 167 
and Rs. 262 lakhs, What has happened on Eastern 
Railway is by no means a strange or unjllpected 
phenomenon. It may well be taken as a warning of 
what is going to be repeated, sooner rather than 
later, on the other railways unless energetic steps 
are taken to arrest the deterioration. (Para 406) 

47. While prevention and settlement of claims 
are inter-related and inter-dependent, of the two, 
prevention is the more fundamental and more fruitful. 
Unless the major sources of claims are plugged, the 
number of claims goes on increasing unendingly, 
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completely throwing out of gear the machinery that 
deals with claims as well as the resulting litiga¬ 
tion. Therefore effective prevention holds the key 
to the entire aroblera of claims. 

48. Whether judged from the viewpoint of 
railways' good name, public satisfaction or retention 
or development of high rated traffic, prevention of 
claims should be considered an essential work and 
given very high priority. And this requires a 
strong Claims organization and effective supervision 
of Commercial work at stations on all railways-* 

CHAPTER 5 - Unconnected Goods 

and Parcels 

49. In the cause-wise analysis of claims paid 
a distinction is made between theft of complete 
packages or consignments and loss of complete packages 
or consignments. In 1968-69, the number and amount 

of claims paid on account of thefts of complete 
packages or consignments were 992 and Rs. 8 lakhs 
respectively, while the number and amount of claims 
paid on account of loss of complete packages or 
consignments were 104609 and 315 lakhs respectively. 
(Para 501) 

50. Since packages or consignments shown under 
"Loss” were not stolen, the obvious question is what 
happened to them and how they were lost on the rail¬ 


ways 
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51. My conclusions are that while some of these 
'Lost' cases should have been classified under the 
head of thefts, the vast majority would fall under 
the fallowing categories:- 

(i) Goods mislaid and lying unconnected 
on the railways; 

(ii) Surreptitious removals from Sheds by 
consignees or their agents; 

(iii) Goods wrongly delivered to private 
• sidings or out-agencies though not 
belonging to them, and 

(iv) Small packages disappearing from the 

custody of railway staff such as guards, 
travelling Goods or Parcel Clerks. 

(Para 502) 

52. A thing mislaid is a thing lost and there 
is no doubt that in many claims paid for loss of 
packages or consignments the goods are actually 
lying unconnected at other stations - perhaps 
hundreds of kilometres away. Striking confirmation 
of this explanation is seen in the wagon load.and 
smalls consignments lying unconnected on railways, 
whose numbers run into hundreds and thousands res¬ 
pectively. (P^ra 503) 

53. Figures furnished by railways show that on 
1.9.'69, 1295 unconnected wagon load consignments 
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(excluding coal) were lying on the Indian Railways, 
some of them for even 3 or 4-years-. If, addition, 
the number of unconnected coal wagons on the 
railways must run into hundreds. (para 504) 

54. A physical check made by a couple of 
Inspectors at Mughalsarai between 15.12. *69 and 
27.12.’69 showed 489 unconnected wagons standing 
underload in that yard for long periods. Of these 
the arrival particulars of 336 wagons could not be 
traced and the other 153 wagons, whose arrival 
particulars could be traced, had been received at 
Mughalsarai during the period June 196Q to 
November 1969.. (Para 505) 

55. The problem of connecting wagons found 
without labels at Mughalsarai is formidable. In 
the 11 day period from'21.12.'69 to 3\12. , 69, 

1103 wagons were either received without labels or 
lost their labels in the yard. Many of these wagons 
remain in Mughalsarai yard for months awaiting 
connections and despatch. (Pars 506) 

56. When a. wagon becomes unconnected, it is 

detained underload while efforts are made to 
ascertain its correct destination. Uetentions to 
unconnected wagons mean diminished wagon availabili¬ 
ty and loss of valuable space in yards. And such 
detained wagons are liable to be losd sight of 
completely and the they become the more 
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difficult becomes the task of connecting them, 'The 
detentions to unconnected wagons may vary from a 
few days to a few weeks or even months. Old dated 
unconnected wagons may he found in most of the large 
yards. This is another aspect of unconnected wagons 
which railways will do well to bear in mind, 

(Para 507) 

57. Lists .of unconnected wagon loads compiled 
by railways are by no means complete. There is 
every reason to believe that the actual numbers of 
unconnected wagon loads on railways would be much 
more than what are reported by stations. (Para, 508) 

58. In addition to these wagon load consign¬ 
ments, there are large numbers of smalls packages 
lying in,the various Lost Property Offices, goods 
sheds and Parcel offices. Many of these packages 
are very costly. (Para 510) 

59. Unconnected consignments - wagon loads 

and smalls - present a gold mine for claims oreven— 
tion as the goods are still in the custody of 
railways when claims are paid. 

60. Many of the unconnected consignments 

undergo deterioration and pilferage while they lie 
with the railways for months together. Most of 
these goods are eventually sold at throw away 
prices, (Para 511) 
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61. The usual approach to the problem of 
unconnected packages/consignments is to try to 
connect them. But railways should not be content 
merely with efforts to connect up the goods which 
have become unconnected. m hey should go down to 

the root of the matter and do all they can to prevent 
the goods from becoming unconnected. (Para 512) 

62. The consignments of goods loose or in 
bulk, such as minerals, coal, fire-wood, sand, etc. 
become unconnected if the labels on the wagons 
containing them get detached or are intentionally 
removed. m herefore, the way to tackle this part 

of the problem is to take steps to ensure that 
wagon labels are correctly prepared and properly 
secured and in case of deliberate removal of labels, 
people responsible are taken to task, (Para 513) 

63. Packed goods become unconnected if - 
(i) wagons containing them lose labels 

and if in addition, 

(ii) the packages do not show the railway 
marks and senders' and consignees* 
addresses. 

The way to prevent such goods becoming unconnected 
is to insist on a meticulous compliance with the 
rules for marking of goods and for labelling and 
guidancing of wagons. (Para 514) 
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64. When packed goods lie unconnected for 
months, it shows four-fold failures, viz., 

(i) The seal cards and bracket labels 
somehow disappeared. 

(ii) None of the packages were marked or 
addressed. 

(iii) No 'guidance or invoice was placed 
inside the wagon, and 

(iv) No paste on labels were affixed 
inside the wagon. 

(Para 509) 

65. Railways do organise P.L.M. (Packing, 
Labelling and Marking) Campaigns from time to time 
but the station staff do not take these campaigns 
seriously. If the nroblem of unconnected goods is 
to be solved Railways cannot afford to be satisfied 
with even 99.9$ eomoliance with the rules: the 
target for the station staff must be 110$ compliance 
with the rules which are very simple to carry out. 
There is no reason why, for example, a bale of 
piece goods, a case of machine parts or of medicines 
should not bear the mark or address on two sides. 
(Para. 510) 

66. A post office would not accept even a bundle 
of old newspapers unless it bears sender's as well as 
consignee's full address, but on the railways even 
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packages worth thousands of rupees are accepted for 
booking without proper documentation. An examina¬ 
tion of the packages passing over the railways shows 
that contrary ta rules many of them, especially parcels 
of -perishables, are marked asd addressed very 
inadequately, (Para 518) 

67. Jfole 1537 of the Commercial Manual requires 
that (a) covered wagons will carry seal card or tie 
on labels in addition to bracket labels and (b) open 
wagons will have tie on labels in addition to bracket 
labels. But it is very rare to find a wagon carrying 
four labels. Usually they carry either bracket labels 
or seal card/tie on labels but not both. Tie on labels 

f 

are very rarely used on wagons. Labels are often 
written out illegibly. Contrary to the Rules, code 
initials of station names are used. Some labels are 
of brown colour on which the blue pencil does not show 
off well. Many are written with black nencil or in 
ink which fades away or is washed down. (Para 519) 

68. Out of to, 3.15 Crores that railways paid 
under this head in 1968-69, they could easily have 
saved at least to. 1.5 Crores if their arrangements for 
the documentation of wagons, goods and parcels had 
been satisfactory. (Para 519) 

69. To every unconnected consignment or package 

on which a claim is paid, there are several unconnected 
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packages which are eventually taken to the 
correct destination and do not result in 
actual payment. Even the latter type of 
goods, for which no statistics are readily 
available but whose number must be larae, 
throw a good deal of strain on the railways 
and at the same time cause loss and 
inconvenience to the public. 

70. The problem of unconnected goods is 

a major one to be tackled by railways in 
right earnest, quite apart from its large 
financial implications to the railways 
themselves, (P^ra 519) 

71. Unconnected goods are ootentially a 
very rich field for claims prevention and one 
which will respond quickly to determined and 
concerted effort, seeing that though claims 
are paid, the goods are still in the custody 
of the railways and are eventually auctioned 
for trifling sums after suffering damage, 
deterioration and pilferage. (Para 520) 

72. I.R.C.A. office near New Delhi station 
maintains a daily account of all wagons 
interchanged between Railways, These records 
are very useful for connecting up unconnected 
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wagons, but full use is not being made of 
them. Railways should notify all conoemed 
staff about the availability and utility of 
the records maintained in I.R.C.A., which 
should be consulted as soon as wagons become 
unconnected without waiting for claims or 
complaints from the public. (Para 521) 

73, I.R.C.A, Office also receives 

transhipment particulars of wagon load con¬ 
signments at some break of gauge tranship 
points. But no use is being made of these 
records. Railways should give wide publicity 
to their availability and utility through 
circulars and notifications, I.R.C.A. should 
also ensure that the returns are received 
from the break-of-gauge points regularly. 
Copies of these returns should also be sent 
to the adjoining Railways/Bivisions for ready 
reference. (Para 522) 

74. It will be helpful if the work of 
connecting unconnected wagons can be compu¬ 
terised, In the same process, over-due wagons 
can be traced - as what is an unconnected 
wagon °t one station will be an over-due wap-on 
at anc^er station. 


(Para. 523) 
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75. While the Railways paid Bs.3.15 crores in 
1968-69 on account of loss of complete packages, the 
amount recovered from the sale of "both unconnected 
and unclaimed goods was only Rs.63.6 lakhs (Para 524) 

76. The yalue of unconnected goods realised 
during 1968-69 works out to Rs.46.40 lakhs or about 
one sixth of the total compensation paid on loss of 
entire packages. It is obvious that Railways are 
not able to get a fair price for the unconnected 
goods in auctions. This confirms the conclusion of 
the Committee that if we can bring down the number of 
wagons/packages becoming unconnected, a substantial 
reduction can be made in the Railways' claims bill. 
(Para 525) 

77. The economics of the working of the existing 
Lost Property Offices deserve examination. If the 
annual rental value of buildings and godowns occupied 
by the above-mentioned Lost Property Offices and the 
other miscellaneous expenses, such as cost of 
transport of goods from the stations to the L.P.O., 
cost of auction-notices, amounts paid to professional 
auctioners, value of stationery, etc. are added to 
the staff costs, expenditure on L.P.Os may perhaps 
work out to be even more than the sale-proceeds of 
goods. (Paras 526-527) 

78. Thus, the gains from the auction sales of 
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unconnected goods seem to be largely Illusory, if 
not altogether negative. This is another fact that 
underlines the necessity of preventing goods and 
parcels from becoming unconnected. 

79• As far as possible unconnected goods should 

be set off against 'missing' consignments or delivered 
on valuation. And this should be done as soon as 
possible after the goods are found to be unconnected. 
(Para 527) 

80. Auctioning of unclaimed and unconnected 
goods should be deoentralised. As far as possible, 
goods should be auctioned at the station where they 
are found or at the nearest marketing centre, with 
the least possible delay. Some Railways are already 
arranging local auctions and this should.be encouraged. 
At the same time, the work-load in the existing 
L.P.Os should be reviewed and staff adjustments 

made. (Para 527) 

81. Kailways should consider the desirability 
of conducting auctions departmentally instead of 
through professional auctioneers. (Para 527) 

CHAPTER 6 - Addressing and Marking 

82. Addressing and marking of packages are 
essential in order to identify them, to take them 
to their correct destinations and to correlate them 
with particular bookings. 
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83. Goods of a non-perishable nature can be 
kept on hand for some time while efforts to connect 
them with their specific bookings are being made, 
but perishable articles become a dead loss if they 
are so detained. 

84. Though railways may succeed in connecting 
up at a great cost of time and labour a percentage of 
unconnected articles of a non-perishable nature, there 
is no chance of such success in case perishable goods 
become unconnected. Therefore it is extremely 
important - in fact indispensable - that all 
consignments of perishables whether in smalls or full 
wagon load?, be marked in a fool proof manner and 
wagons or vans containing them be provided with proper 
seal cards, bracket and perishable labels. 

85. Tie-on labels used on perishable bags or 
baskets are not very suitable. The writings in ink 
on them may be washed away* they may easily get torn 

or detached or may be intentionally removed or detached 
in order to make them unconnected and available for 
memo-delivery or auction, 

86. When tie-on labels are attached to baskets 
containing perishables, consignee’s address be also 
shown on the basket itself, and when the basket is 
of such a make that the consignee's name and address 
cannot be shown on it, it should either be enclosed in 
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gunny or at least have a gunny patch spread and 
attached on to it lor writing both sender's and 
railway marks, and the gunny patch should be large 
enough to accommodate all this. Such gunny patches 
are already in use on some railways. Separate 
clauses should be added in order to bring this out 
in Rule 705 of Coaching Tariff and Rule 121 of 
Goods Tariff. (£ara 601) 

87. It will be better if the headings of the 
rules in the Goods and Coaching Tariff are changed 
so as to read "Addressing and Marking of Goods/ 
Parcels" instead of simply"Marking of Goods or Parcels" 
as at present. This change is necessary in order 

to emphasise the fact that addressing - and not merely 
marking - of consignments is an essential condition 
for safe transport. (Para 602) 

88. Rule 705 of I.R.C.A. Coaching Tariff Pt. I 
should be amended so as to make it obligatory for 
the sender to show the consignee's name and full 
address on all packages which are not booked to 
self. In case of parcels booked to self, the 
sender should also show "Self" and full name of 
destination station together with an identifying 
private mark on each so as to distinguish the 
packages booked to different consignees from one 
another as a safeguard against exchange, cross 
delivery and possible claims. (Para 603) 



- 493 - 


89 . It should also be clarified in the Goods and 
Coaching Tariffs that perishables cannot be booked to 
self. Consignee's full name should invariably be 
shown on each package containing perishables.(Para 603) 

90. Senders should be prohibited from using Code 
abbreviations of either the forwarding or the 
destination station. They must show the full name 
of the station in all cases and as a further 
precaution they must also show after the destination 
station name (except in case of large and well known 
stations like -Calcutta, Allahabad, Madras) either 
the state or the Kailway where it is located. 

(Para 604) 

91 . Railway staff should also be prohibited from 
using Code abbreviations of station names in railway 
marks, in railway receipts and in wagon labels. 

This will go a long way in reducing the high incidence 
of losses of entire packages or consignments.(Para 606) 
,92. It should be clarified in Rule 705(1) of 
I.R.C.A. Coaching Tariff and Rule 121 (l) of Goods 
Tariff (Part I) whether packages in full wagon loads 
and not requiring transhipment should be marked by 
the sender in full or only 10 per cent. It is also 
necessary to add a new clause in both the Rules in 
order to clarify that whenever transhipment en route 
is involved the sender must mark every package even 
in case of consignments in full wagon loads,(Para 607) 



- 494 - 


93. In case of marking by railway also, it is 
necessary to add a new clause under Rule 705(2) of 
the Coaching Tariff (Part I) and Rule 121 of Goods 
Tariff (Part I) so as to leave no room for doubt 
that when goods are consigned in full wagon loads 
but require transhipment, the Railway marks are to 
be given on each and every package by railway staff, 
(Para 608) 

94. Many kinds of goods which can be easily 
marked are not being marked. Railways should make 
all out efforts to train their staff and persuade 
the despatchers to mark all the goods which can be 
marked. Special arrangements in this connection 
are required to be made with big despatchers. 

(Para 609) 

95. I'or quick connection of consignments reaching 
destination station without a copy of Invoice, with 
the help of the machine abstracts of railway receipts, 
it would be advantageous to adopt the system of 
marking railway receipt number on the packages at 

all stations. Any Railway who envisages difficulty 
in changing over to this system should study the 
working at Wadi Bunder and other stations of the 
Central Railway where this method of marking is 
already in vogue. (Para-610) 
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CHAPTER 7 - labelling, sealing and 

riveting of wagons. 

96. If the labels on a wagon are not affixed or 
lost or torn or deficient or illegible, the wagon 

is liable to become unconnected as it would not then 
be known at what station the wagon was loaded and 
to what station it is booked. (Para 701) 

97. Large stations usually have several big 
consumers of coal, such as Power House, Loco Poreman, 
Textile Mill, etc. It should be ensured that 
collieries show the consignee's name on all wagons* 
(Para 702) 

98. Railways should make para 1537 of Indian 
Railways Commercial Manual known to all staff and 
take steps for its rigid compliance. (Para 703) 

99. Wagon labels should all be made of white 
card board so that the writing on them will stand 
out dearly against the white background. The seal 
and tie-on labels should have at least two holes 
through which tape may be passed. The eyelets on 
seal and tie-on labels should be suitably reinforced 
with paper, cloth or tin, so that the labels will 
not easily tear away at the holes. These labels are . 

, required to be tied to handles or other suitable 
..places on the wagon by means of cotton tape and the 
f use of sootlie for this purpose is prohibited, 

(Para 704) 
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100. In actual practice the supply and use of 
wagon labels are seen to be far from satisfactory 
in several respects as enumerat> d in this report* 

(Para 705) 

101. Correctly prepared and firmly secured labels 
are the key to the correct transport of wagons. 

(Para 706) 

102. The Committee does not recommend the use of 
paste-on labels outside wagons at present.(Para 707) 

103. The existing rules, which are being carried 
out half-heartedly and partially, should be 
implemented in their entirety. (Para 707) 

104. Railways should collect information about 
the practice in vogue in other advanced countries 
in regard to the labelling of open and covered 
wagons.(Para 707) 

105. Railways should see that the use of code 
initials on wagon labels is completely stopped. 

(Para 708) 

106. Names of selected pairs of stations (from 

and to stations) between which traffic is fairly heavy 
(say, 20 wagons or more per month) should be got 
printed on both sides of the 'bracket' labels and 
'tie-on' labels and seal card labels in bold letters 
as is done in the case of printed card tickets. 

This would eliminate the problem of illegible labels. 
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An alternative suggestion is the use of a 'Bradma' 
machine at large goods depots and transhipment 
points for printing of 'Station Prom' and 'Station 
To' on the labels at the time of loading.(Para 708) 
107* Marshalling yards should exercise proper 
checks on wagon labels, where label on one side 
is found missing it should be replaced by the 
Trains Clerk taking the particulars from the label 
on the other side of the wagon. When both sides 
labels are missing, fresh labels should be put in 
on the basis of the incoming guard's vehicle 
guidance. Similar action should be taken by guards 
at stations where trains have long halts.(Para 709) 

108. In case of loaded bogie wagons, there 
should be two brackets labels and one tie-on label 
on each side. (Para 710) 

109. Rule 1536 of the Commercial Manual requires 
that 'Paste-on' labels should be pasted on inside 
panels of the doors on both sides of the wagons. 

This rule should be enforced. (Para 711) 

110. The pasting of labels and their subsequent 
removal both present difficulties. Some wagons have 
pockets on the inside panel for keeping such labels. 
A more extensive provision of such pockets inside 
covered wagons, preferably on the doors, will be 
useful. (Para 711) 
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111* For various reasons about 90 per cent of the 
wagons found with defective seals are allowed to go 
through without checking. Of the seal defective 
wagons whose contents are checked only a small 
percentage is found with shortages.(Para 713) 

112. Railways should consider whether a change 
is required in their outlook towards seals and seal 
checking. The practice obtaining on railways in 
some foreign countries may be ascertained to see if 
we can profit by their experience in this respect. 
(Para 717) 

113* So long as the rules stand as they are, 
sealing wax of good quality, seal card labels of 
strong and standard design and tape should be 
regularly supplied to stations in adequate quantity, 
so that seal card labels may be firmly tied to wagons. 

114. Railways may also consider the relative 
merits of lac seals and lead seals, (Para 718) 

115. Rule 1551(b) of the Commercial Manual 
should be made known to all staff and should be 
enforced. (Para 719) 

116. The Committee examined many wagons during 
its tours and observed that only one rivet on a 
door is generally used though there are four places 
for it. (Para 720) 



117. 
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Method of riveting has also been explorel 
in the Manual with a diagram. In several eases, 1 
found that. the riveting had not been, done prerc-rly * 
and. the rivet cov:. be easily taken out,(Para 720) 
118. In the case of wagons loaded with valuable 
commodities, I recommend that (i) nut and bolt type 
of rivet of ordinary size may be used in the latch 
of the .vertical bar - one end of the rivet has to 
be hammered and flushed, (ii) thicker type of nut 
and bolt rivet may be fixed at the place where 
seal cards are now tied. Some stations have already 
started using these types of rivets for better" 
security of goods, (iii) on some wagons, the 
vertical bar used as locking bolt has a riveting 
hole near the top 0 Staff should put a rivet 
through this hole on wagons where it is provided 
and which are loaded with valuable goods. On account 
of its height thieves will f&nd it very difficult 
to remove this rivet, (Para 721) 

/ 119* I would emphasise the necessity for taking 
stringent measures to ensure proper locking of 
brake-vans, luggage vans and parcels vans. Many 
big thefts are reported from time to time from 
brake-vans of Mail and Express trains and it is 
essential that their luggage compartments be kept 
properly locked at all times. (Para 722) 
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CHAPTER 8 - Staff Resp on sibili ty 

120, The usual custom in dealing with cases of 
damage, loss, etc. is that responsibility of staff 
is fixed and disciplinary proceedings are started, 
if at all, only when a claim has been paid. This 
practice is untenable. It is contrary to the 
universally accepted principle that punishment 

should follow default with as little delay as possible. 
Moreover, the longer an investigation ‘is deferred 
the greater the difficulty in bringing the charge 
home to the defaulter ~ and in the meantime he goes 
on committing similar offences either wittingly or 
unwittingly. (Paras 801 ‘and 803) 

121, The present system has done much harm to 
the railways as staff are very rarely taken to task 
for carelessness and even wilful negligence resulting 
in claims; and whatever punishments are inflicted are 
generally very mild and delayed and, therefore, quite 
ineffective. This is undoubtedly one of the major 

,.eauses of the increase in claims. (Para 803) 

122, The Committee examined a number of claims 

files on different railways and found that except 

\ 

in a very few cases enquiries to fix staff 
responsibility, even if started, were not completed 
and this is even more true of through traffic 
than of local traffic. Even in cases where packages 



worth thousands of rupees disappeared from the custody 
of staff files did not show that any vigorous action 
was taken either to trace the missing goods or to 
fix the responsibility of the staff. (Para 804) 

123. Statistics furnished by railways show that 
the number of staff penalised for loss, damage, etc. 
is insignificant compared to the total number of 
claims attributable to their default and the punishments 
awarded are generally very light. (Para 806) 

124» Statistics furnished by railways show that 
disciplinary action was taken in barely one case out 
of every 100 in which it was due. Stated differently, 
it means that the chances of being caught and 
punished for causing loss or damage to goods are one 
in a hundred; that is to say, a man can safely 
commit 50 hr 80 irregularities resulting in loss of 
goods without running any serious risk of being 
penalised. (Para 807) 

125. On the Western Railway, there is a system 
according to which Railway Protection Porce fixes 
responsibility on staff in cases of shortages found 
from seal intact wagons, but Divisions only issue 
warnings to staff in such cases. Such warnings 

in stereotyped form, act as an encouragement rather 
than a deterrent to staff. (Para 808) 

126. In case of a detention to a train, engine' 
failure, accident or fraud, no one would v^sit for 



a complaint before starting investigations with a 
view to disciplinary and preventive action. Yet this 
is precisely what is happening in dealing with cases 
of loss of or damage to goods. 

127* That the claims bill is not more than what 
it actually is, inspite of a permissive system of 
supervision, is a reflection of the high sense of 
duty of the vast majority of railwaymen. Nevertheless 
the few staff who wittingly or unwittingly cause 
loss or pilferage, cannot be allowed to have their 
own way as their example will prove infectious. 

(Para 809) 

128* This Committee recommends that in order to 
arrest the alarming pace of increase in claims 
railways must resort to a system of taking prompt 
and deterrent action against all staff found 
responsible for thefts and losses. (Para 809) 

129. , Enquiries should be started to trace a 
missing package or localise the loss and fix 
responsibility as soon as loss or damage or 
pilferage comes to notice and without waiting for 
the claim. In other words, action should be 
initiated promptly on the basis of Damage and 
Deficiency advices issued by transhipment and 
destination stations or the Missing Goods Reports 
submitted by destination stations. (Para 810) 
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130* ' The work of enquiries may be suitably 
apportioned between Claims Offices and Divisions, 
avoiding duplication and keeping in mind the fact 
that enquiries under Disciplinary Rules are properly 
the function of Divisions, (Para 810) 

131, Whenever the loss or damage is heavy, say 
Rs,3,000/“ or more., it should be arranged that the 
Divisional Commercial Superintendent or Assistant 
Commercial Superintendent will personally witness 

it as far as possible and in any case order immediate 
enquiries to localise the loss, fix responsibility 
and suggest preventive measures. (Para 81l) 

132. Commercial Officers/inspectors should 
regularly scrutinise inward D.D. messages of their 
stations or transhipment sheds (i«e» the reports of 
loss and damage on the goods or parcels despatched) 
and take immediate action where the responsibility 
of staff of their Division is clearly established 
e.g. shortage from seals intact wagon,, mis-despatches 
wrong or inadequate marking, non-provision of 
dunnage, non-compliance with compulsory packing or 
loading conditions, etc, (Para 812) 

133, During the course of regular as well as 
surprise inspections, Commercial Officers and 
Inspectors should check up whether the discrepancy 
reported in the outward D.D. messages tallies with 
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the goods unloaded and whether wagons have been 
correctly loaded. Stall responsible lor any 
irregularities detected during the course ol such 
inspections should be taken to task as a regular 
practice. (Para 815) 

134* Some ol the typical cases in which' 
responsibility should be fixed and disciplinary 
action taken promptly are detailed in the Report. 
(Para 814) 

135* In heavy claims* an Inspector should trace 
the movement ol the consignment right Irom the 
booking station to the destination station. He 
should record statements ol the stall concerned and 

V 

lix responsibility lor loss, damage or delays,. 

136. In order to ensure quick tracing ol valuable 
packages and the prompt lixation ol responsibility, 
the dillerent railways will have to.function in these 
matters as zones ol one and the same organization and 
not as separate and independent railway systems. 

There should, therefore, be no objection to a senior 
Inspector ol one Railway making enquiries on another 
Railway or his report being sent by one Railway to a 
Divisional Superintendent ol another Railway lor 
disciplinary action. (Para 815) 

137* A copy ol the enquiry Report should be sent 
to the Division or Railway concerned to take up with 
the stalf responsible and intimate the action taken 
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to the claims offiqe of the destination railway,, 

(Para 816) 

158. . Heavy claims deserve the same importance 

and attention as the Operating Department gives to 
accident cases, 

159* Chief Commercial Superintendents should treat 
it as their personal responsibility to watch that in 
all cases of heavy loss or damage due to irregular 
working on the part of railway staff, the defaulters 
are brought to book promptly and the penalty imposed 
id adequate, (Para 817) 

140.. Demi-official letters should be written 
and, meetings held at various levels from time to 
time ;Ln order to ensure that prompt and adequate 
actipn is taken against defaulting staff - even 
tho^e working on foreign railway — in all outstanding 
Cases where the loss was heavy, (Para 818) 

141. t Enquiries will have to be instituted not 
only promptly but also in a much larger number of 
ca^es r I'rom the figures given in para 807 > it 
appears -that where responsibility is fixed in one 
case a/t present, it will have to be done in 100 
case,a. Por this purpose the organization in claims 
pffiees and on Divisions will have to be adequately 
strengthened. This is an indispensable requirement, 
(Para 819) 
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142* Examplary punishments in proved cases will 
have a widespread • a.Lutary effect and the number of 
cases of heavy loss and the workload on the claims 
offices will both decline* Earlier completion of 
enquiries in advance of receipt of claims will also 
go a long way to speed up the settlement of claims 
and help in the tracing of missing packages*(Para 820) 
CHAPTER 9 - Pilferage through Panel cuts 

143* Rs.106 lakhs or nearly l/4th of the total 

compensation was paid due to pilferage through body 
holes or panel cuts. The corresponding amount in 
1966-67 was Es.31 lakhs only. (Para 901) 

144* Incidence of payment due to panel cuts is 
very high on the Eastern, Southern, Northeast 
Frontier, South Eastern and Central Railways.(Para 901) 

145. The main commodities pilfered are foodgrains,- 
sugar, oilseeds, spices, jeera and turmeric on which 
some payments in individual cases have been very 
heavy. (Para 901) 

146. Sometimes as many as 20 to 90 bags (along 
with coverings) were reported stolen through panel 
cuts of a wagon with forwarding station seals intact» 

(Para 902) 

147. A sample check made by the Southern Railway 
for a week at Raichur disclosed that 42 per cent of 
the covered stock handed over at this inter-change 
point had body holes or panel cuts. It indicates 
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that a large number of such wagons are in circulations 
Northeast Frontier Railway has been compelled to 
make an arrangement under which contents of panel 
cut wagons are transhipped into good wagons at 
Katihar. (Para 904) 

148, It is not clear why thieves should take the 
trouble of cutting panels of wagons and extracting 
large quantities of goods through them, which must 
be a slow process, when they can more easily remove 
the rivets of the doors of the wagons and take away 
entire bags. 

149* Security Department should collect information 
as to how these thefts are being committed and 
where. (Para 905) 

150. While the incidence of shortage found per 
victimised wagon is eery heavy on certain Railways 
like Eastern, Northeast Frontier and North Eastern 
it is not so heavy on other Railways like Southern 
and Central, It is quite possible that in certain 
cases the shortages are being- exaggerated by staff 
in collusion with the consignees. (Para 906) 

151. Trains/wagons loaded with foodgrains, sugar, 
oil seeds etc. should be shadowed by Railway 
Protection Porce staff in order to detect the 
modus-operandi of such crimes and the areas where 
they are common and to arrest the criminals. 

(Para 907) 
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152. Machinery should be created for more large 
scale and wide spread Repairs of panel cut wagons 
not only in workshops and Sick lines, but also in 
Goods Sheds and Yards in order to restrict the 
circulation of the damaged wagons. 

I found three methods being used for the 
repair of panel cuts - namely welding, riveting and 
patching with a plastic compound. Even the last method 
is quite effective as a temporary expedient.(Para 908) 
153* The lower portion of the wagon panels upto, 
say 60 cms., above the floor level may be strengthened 
and thicker plates used over this portion in new 
constructions. (Para 909) 

154. To minimise the possibility of fradulent 
claims being preferred under this head, Commercial 
Officers and Inspectors should make spot checks 
to ascertain - 

(i) The number of packages actually found loaded 
in a wagon compared with the number shown 
in railway receipt/guidance. 

(ii) Number of paokages actually unloaded and 

t 

their condition compared with the shortages 
shown in the station records, viz., Damage 
& Deficiency Advice. There should be 
instruction^ to all stations which are in 
the habit of reporting heavy shortages 
from panel cut wagons that all such wagons 
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should be unloaded in presence of an officer 
or an Inspector or the senior moat staff 
present at the station# 

155. The loading of bagged and valuable consign¬ 
ments in wagons having body holes or panel cuts 
should be completely banned. (Para 910) 

156. Where a full wagon load of broad gauge is 
transhipped into two full metre gauge wagons or where 
one wagon load of metre gauge is transhipped into one 
full broad gauge wagon, the bags should be loaded in 
the middle of the wagon» leaving about 30 to 60 cm. 
of empty space near the walls all around.(Para 911) 

157. Section Controller should advise sub-inspector, 
Railway Protection Force, as soon as a goods train 
with loaded wagons is stabled at a roadside station. 
Sub—inspector, Railway Protection Force, should 
promptly despatch at least 2 rakshaks to guard the 
stabled loads at road-side stations. Commercial 
Controllers and Officers should also watch and 
ensure this. (Para 912) 

CHAPTER 10 - Damage by We t 

158. Claims paid in 1968-69 on account of damage 

1 \ * 

by wet numbered 35»021 and the amount paid was Es.1.12 
crorep* Numerically they represent 8.3$ of all the 
claims paid and monetarily 11$ of the total amount 
paid.^ 



159• The chief commodities, on which claims for 

damage were paid, were foodgrains, spices, sugar, 
piecegoods, tea and cement. They accounted for 
Rs.83 lakhs or 74 per cent of the amount paid for 
dmage by wet. (Para 1001) 

160. Foodgrains are often carried in open wagons 
even during the monsoon months on account of the 
imperative necessity of moving the grains soon after 
harvesting and shortage of covered stock. Though 
railways have issued instructions that foodgrains 
loaded in open wagons must be covered with tarpaulins, 
this precaution, even when it is carried out, does not 
afford enough protection to the grains. Railways 
should see that the movement of foodgrains in open 
stock is totally stopped. (Paras 1002 and 1207) 

161. Railways set up a special organization for 

repairs of leaky roofs of wagons during the monsoon 

months, viz., June to October. But these arrangements 

do not adequately meet the needs of even the monsoon 

months, not to speak of other months of the year. 

(Para 1003) 

162. Whatever the arrangements for making wagons 
water tight, either many non-water tight wagons have 
perforce to be used for loading damageable goods or 
the wagons are made water tight in such a way that 
their roofs are unable to withstand heavy showers* 

The Mechanical department should look into the 
adequacy of the existing arrangements for making 
wagons water tight, specially the durability of the 
waterproofing plastic compount or compounds used 

at present. (Para 1004) 
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1^3• As high rated traffic, which railways are 

anxious to develop and retain, is all susceptible 
to damage by wet, water tightness of wagons deserves 
much greater attention. (Para 1 OO 5 ) 
l64* Though the recognised monsoon period is 

from June to October, cases of damage by wet 
are reported at some stations all the year round. 
Obviously water tight wagons are needed even during 
the so called dry months-. (Para 1005) 
l65* The organization which railways set up 

temporarily during monsoon months for making the 
wagon water tight should be retained, on a suitable 
scale, all the year round for patching up both roofs 
and panels of wagons. (Para 1 OO 7 ) 

1 66 * During the monsoon period arrangements 

for making wagons water tight should be made not x 
only in sick lines but also in goods sheds and 
hidings where there is heavy loading of sugar, 
grains and pulses, C.P. goods, spices, tea and 
cement. (Para 100$) 

167 . For commodities like cement which are 

worthless after becoming wet, the damaged stuff 
should be segregated and weighed to arrive at the 
extent of damage, instead of giving ad hoc 
percentage assessment. Use of this method has 
resulted in considerable reduction of 
claims. (Para i009) 
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CH\PT.3R 11 - Railway Protection Force. 

l6g. The various memoranda sent by the public 

have voiced great concern at the working of the 
Railway Protection Force. 

l69* Many railway officials too, from Heads 

of Departments and Divisional Superintendents 
down- to Commercial Clerks, have complained 
bitterly of indifferent working -and aggressiveness 
on the part of R*PiF* (Para 11 Oi) 

1 70. Though R*P*F» has on the whole done 
good work, it could have done better, and not 
all the criticism levelled against it is 
unjustified. (Para 1103 )* • • 

171. The present difficulties stem primarily 
from the fact that in recent years the R.P.F. has 
sought to grow up as an altogether independent 
organization. Some of the officers drawn from 
the Police have in the past been liabilities 
rather than assets to the railways. They started 
with the initial handicap of being unfamiliar 
with the details of railway work and did,not 
identify themselves with the great organization 
which they were called upon to serve. 



- 513 - 


172. This department has shown some evil 
tendencies: for example, reluctance to cooperate 
with other departments, departmentalism and even 
aggressiveness-* The weaknesses of the R*P.F« arise 
chiefly from these causes# Jiven though I have drawn 
pointed attention to them, it is not with the 
intention of implying that they are universal 
or wide spread, but merely to emphasise the necessity 
for early remedial measures so that they may be 
checked before they have spread too far# (Para 11 04) 
173# Railways should adopt firm measures to 
inculcate a spirit of service and cooperation among 
the personnel of the R.P.F* As the largest organized 
enterprise in the country, railway cannot function 
for a moment unless a spirit of mutual cooperation 
permeates the working of all their departments. The 
R.P.F. cannot be allowed to.be an exception to this 
general principle. (Para 1107) 

174* Railways spent Rs*l3.30 crores in 1963-69 
on R.P#F# and if they are to get full value for the 
money spent, the R.P*F» - more particularly the 
Police Officers in it - will have to identify 
itself whole heartedly and completely with all the 
other departments of railways, especially with the 
Commercial Department. (Para 1107) 
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175* So far as keeping watch on goods and 

parcels is concerned, the R*P*F« staff deployed 
on such duties must be trained to regard themselves 
for all practical purposes as members of the 
Commercial Department and not its masters* (Para 110S) 
- 1 76. Efficiency, cooperation and esprit de corps 

have to be built into the organizational pattern 
itself so that no one will be left in any doubt as to 
what is expected Of him, particularly in regard to his 
responsibilities to other departments* (Para 1109} 
177* For this purpose, the recent trend to . 

develop the R*P.F* as an entirely independent 
organization should be reversed and steps should be 
taken to secure its emotional and organizational • 
integration with the other departments of the 
railway* (Para 11 lO) 

l7$* At the Divisional level, the Security 

Organisation should be placed under the Divisional . 
Superintendent, like Engineering, Transportation 
and other branches* At present, Assistant Security 
Officers are left more or less to themselves without 
adequate supervision by the Chief Security Officer 
or the Security Officer who have extensive jurisdic¬ 
tions and multifarious pre-occupations* (Para 1111) 
l79« The R.p*F», when it is placed under the 

Divisional Superintendent, will itself reap the 
benefits of the Divisional system* (Para 1113) 
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180. The recruitment of Rakshaks is at present 
done by a committee of Assistant Security Officers. 

This, I was told, has resulted in many complaints 
and Vigilance cases. 

181. The recruitment of Rakshaks should be made 
in the sam$ way as for other Class IV staff on the 
railways. In other words, the Selection Committee, 
should include the Assistant Security Officer and at 
least two other officers of other departments. (Para 1114) 

182. At present, training in goods and parcel work 
is given to Sub-Inspectors as well as Rakshaks by 
R.P.P. Inspectors. Instructors in Commercial work 
for R.P.P. schools and college should be drawn from 
the rank of senior and competent commercial hands as 
is done in the case of Transportation Schools on the 
railways.(Para 1115) 

183. I understand there is a rule that o’nly 
Police Officers can become Chief Security Officers. 

Owing to the difficulty of getting really first class 
officers from the Police Department and in view of 
past experience, this policy should be changed. 

184. railways should develop their own officer 

cadre for R.P.P. In course of time, the posts of 

Security Officers and Chief Security Officers will 

have to be thrown open to these officers. But even 

at present, there is no reason why "cbmpetent officers, 
whether from the Security or Traffic Department, should 

not be selected to fill some of the posts of Chief 
Security Officers. 
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1&5» It is recommended that one third to one 

half of the C*S*Os posts may be filled by promotion 
from within the railway* For this purpose, due 
consideration may be given to ex Army Officers 
already serving on the railways in J*A* and I*A. 
grade* 

1$6* The utmost care should be exercised in 
selecting officers from the Police for 
Railway Board should not go merely by the confiden¬ 
tial reports but should also have a personal interview 
with the proposed candidates and if possible make 
independent enquiries before arriving at a decision* 
(Para m7) 

1&7* I understand that under the existing rules, 
appeals against the orders of C*S*Q* are disposed of 
not by the General Manager, but by the Director, 
Security Force* This, again, is a wrong arrangement 
indicative of a spirit of departmentalism. (Para 1118 ) 
1&B* for the Armed Wing, Training School and 
the Intelligence Branch, posts may be reserved for 

n 

Police Officers* But there is no compelling 
necessity to employ Police Officers for general 
posts in R* p *F* (Para 1119). 
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lB9* Promotion to Class II in R.PVF* is also 

done at present on a purely departmental basis 
inasmuch as the Selection Committee consists 6f 
R*P*F* officers* For the reasons already mentioned 
earlier, selection for promotion as A»S»0* should 
be made railwaywis© and the Selection Committee 
should include the chief Commercial Superintendent 
and the Chief Operating-Superintendent or any other 
Head of Department in lieu of the Chief Operating 
Superintendent# (Para 1120) 

190* One retired Chairman, Railway Board, 

expressed the view that as the* Security Department 
exists on railways primarily for the Security of 
packages, the C»S*0« should be under the C*C*S* 
There is much force in this suggestion, especially 
because General Managers, under whom the C*S*Os 
are nominally placed at present, have really no 
time to exercise any supervision or check on the 
working of the R.P«F* 

l9l* As a first step I recommend that (a) the 

Security Department be placed under the General 
Manager for all purposes like Operating, Mechanical 
or Engineering department and (b) General Managers 
should see to it that the Chief Security Officers 
give the fullest cooperation to other departments, 
specially the Commercial department* (Par$ 1l2l)* 
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192. R.P.F* have been doing g^od work in combating 
crime with the help of the Railway Property Unlawful 
Possession \ct. When they have gained more experience 
of this work and placed it on a proper footing, it 
will be advantageous to extend their powers so that 
they can deal with all cases of theft within railway 
premises even when the stolen property has not been 
recovered* iSventually the best arrangement for 
railways from every point of view would be -to have 
their own Railway Protection Police by taking over 

the G.R.P* and merging it with the R.P»F* (Para 112 2) 

¥ ^ 

193* It is recommended that the post of assistant 
Security Officer be upgraded to senior scale in 
the heavier Divisions, particularly at the major 
State capitals such as Lucknow, Patna and Jaipur, ; 
vihere the Security Branch is often required to 
liaise with Senipr Police Officers. (Para 112 3) 

194* It will be better to have Divisional 

Security Officers in direct control of the Divisional 
Security forces, in replacement of the existing 
Security Officers, whose work is / more or less of 
an administrative nature. (Para 1124) 

195* To arrest the rising trend of crime, 
railways should consider strengthening the x 
Intelligence branch of R.P.F. 
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196* The Intelligence branch should’ Work i 
close cooperation with Claims offices and assist 
not only in checking thefts but also fraudulent and 
exaggerated claims. (Para 1125) 

197* Places like Mughalsarai, Garhara, Chitpur, 
Farakka and Kalyan, which are infested with thieves, 
pose a challenge to the R*P*F* and should receive 
special attention. (Para 1126) 

198* Shortages of entire packages from open 
wagons, seal defective and seal intact wagons should 
be classified as ttheft*. Participation of the R.P.F. 
in the investigation of such cases will be helpful* 
199* I suggest that in their crime Reports, 
the Security department should show two sets of 
figures in juxtaposition - (1) No. of Reports 
received and (2) No* of cases registered. The 
station staff must docket a copy of D*D. message, 
wherever they suspect any criminal interference, 
to the concerned official in charge of the R.P.F* 
post. The Commercial officers and the Security 
officers should check whether these docket copies 
have been received by official-in-charge of R.P.F. 
and whether it has bean duly included in t No. of 
Reports received 1 by the R.P.F. (Para 1126 ) 
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200. Principal of the R#P.F# College at Lucknow 

mentioned that he was not able to get good instructors 
because of non-availability of quarters- for them# 

There are no private houses nearby and people are 
reluctant, to come on deputation without living 
accommodation# The allowances given to these Instructors 
are also not at par with- those given to the teaching 
staff of the other Area Schools of the. Railways# . 

These matters deserve consideration# ... 

20-j# There is a need for mope equipment in the 

Model Room of the College for practical and visual 
demonstrations in regard to the working of goods sheds, 
tranship sheds and parcel offices# 

202# The trainees should also be taken to the 

field for mock trials of thefts# 

203* The College should invite Security and _ 

Claims Prevention Officers and Inspectors from 
different zonal Railways to give lectures on the general 
and specific problems connected with loss and theft 
of goods# 

204# Facilities should also be developed in 

the training college for giving proper coaching in 
the art of detection or intelligence# (Para 1127) 

205# To facilitate surprise inspections it will 

be useful to provide a jeep to the A#S#0s or S*Os at 
large commercial centres like Bangalore and 
Ahmedabad where there are several important depots 
to be inspected# 
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CHAPTER 12 - Bagged Consignments * 

206. The Commodities, which are packed in bags 

contribute most to the claims bill* These commodities 

are - grains and pulsesj' sugar* oil-sbeds, spicies, 

cement, chemical manures and salt* 

207* Among these, the more important 

commodities from the claims prevention point of 

view are (i} Foodgralns, (ii) Sugar, and (iii) Oil 

seeds, which accounted for 35$ of the total amount 

of compensation paid in 196S-69* (Para 120l) 

20S* 1 The incidence of loss aijd damage on 

foodgrains and sugar has more than doubled in two 

years, although the traffic has dropped* (Para 1202 ) 

209* Statistics show that (i) the relative 

incidence of claims paid on foodgrains is very high 

on N.F*, S*C*, Central, Eastern and Southern 

Railways; (ii) the incidence on sug?r and jagree 

is abnormally high on Eastern and quite high on 

N*F* Railway; and (iii) that incidence on oil .seeds 

is abnormally high on Eastern and quite high 
on Central, South Eastern and South Central 
Railways* Vs paying Railways, these Railways will 

have to make greater efforts to bring down the claims 

on these commodities, even though the causes of 

some of the claims may actually lie on other 

Railways* (Para 1203) 
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210, The standard of bagging, particularly in 
the case of imported foodgralns loaded by the Food 
Corporation of India, needs to be improved* 

2fU Railways should ( i) insist on the sender 
to give clear and specific remarks as to how 
the packing is defeotive in the Forwarding Note - 
such as, bags with hook-holes, mouth corners open, 
stitching weak, bags not of prescribed tare weight 
and size, etc; these remarks should be reproduced 
on the railway receipt in toto; and (ii) when the 
shortage in a bag is due to wastage and if sweepings 
are collected from the wagon floor, it should be 
invariably mentioned in the deficiency 
message* (Para 1205) 

2i2* Use of hooks for lifting of bags is 
prohibited* The Railways should persuade the trade 
to ensure that bags are provided with ears or lifts 
to facilitate their lifting at the time of loading 
and unloading* The R*P«F* staff should be. given 
instructions to seize the iron-hooks* In the 
agreements with the labour contractors, use of 
iron hooks should be prohibited with a clause 
for penalty* (Para 1206) 
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213• To meet any sudden influx of traffic at 

certain specific points in a short span of time, it 

i 

is desirable that the Food Corporation of India 
builds enough storage capacity at the producing 
centres# This would facilitate despatch of consign- 
ments on a programmed basis spread over the whole 
year instead of rushing the railway loading during 
a few weeks# (Para 1207) 

214. *5very Railway should have a mobile squad 
of Commercial clerks to be deployed at different 
stations during rush of seasonal traffic. In any 
case railways should collect prior information and 
make advance arrangements for heavy rush of goods 
traffic just as they do in case of heavy passenger - 
traffic at the time of holidays or Melas* (Para 1208) 

215. Covered wagons loaded by Food Corporation 
of India (Senders) should also be sealed by them, 
and if these seals are intact, the railways should 
have no liability for short receipt of full bags 

or shortage from torn bags,, found in the middle of 
the stack. (Para 120 .8) 

216 . It would also be worthwhile po post a 
representative of F*C»I., at important transhipment 
points to supervise loading and unloading of the-ir 
consignments at these places and to affix their 
seals on the transhipped wagon. The seal 

to be used by the senders should be. of a type 
which will not give way under the usual 
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strains of transit* S*C. Railway has prepared 
a design of an aluminium tape seal, which could 
be tried for the purpose* (Para 120#)* 

2i7* . For preventing pilferage through flap-door 

crevices, it was decided as fa** back as 1926 to 
fit plates or angle irons at the doors of covered 
wagons* .But.many wagons are still without this 
device* (Para 1 209) 

2-|&. . The R a ilway Board must lay down the target 

time for completing this work on all wagons, so 
that the recurring loss arising due to pilferage 
through flap door crevices can be checked* It 

ft * 

must also be ensured that in new wagons, this 
device is invariably fitted* (Para l2il)* 

2i9. Examination of a number of wagons loaded 

with foodgrains, sugar, etc* has convinced the 
Committee that provision of dunnage, as per condition 
S/27 of the Goods Tariff is a fairly effective 
precaution against bleeding through flap door 
crevices* 

220* While railways should make every wnort 

to fit all covered, wagons with anti-bleeding device, 
they should also (a) insist on provision of dunnage 
as required in the rules, and (b) make this 
condition S/27 applicable to other pilferable 
commodities such as Zeera, Turmeric, Pepper, Cloves, 
Dhania and other spices, as also Milk powder in 
bags* (Para l 2 i 3 ) 



221* In regard to the-use of dunnage there are 
several points which require clarification by the 
Board* These points have been detailed* (Para l2-|4) 
222 * *tfhen the claims for pilferage through flap 
door crevices are not payable under specific agree¬ 
ment, the Food Department or the F*C*I* would do 
well not to prefer such claims, so as to avoid 
unnecessary clerical work at both ends* The number 
of such claims now preferred and repudiated is by 
no means small* 

223* Cases have come to notice where consignments 
are loaded by the F*C*I* but consigned to a private 
trader who insists on the claim being paid* despite 
dunnage not being provided by F*C*I* In such ' 
cases, the Railway Board should clarify its 
policy* (?ara l2i5) 

224# Railway staff should see before booking 
that the bags have not already been damaged by 
water either in the godown of the consignor pr 
in the truck/cart or in the course of handling* 

If so, necessary remarks must be obtained in the 
^Forwarding Note and reproduced in the Railway 
Receipt* 
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225* At unloading points, damageable 

consignments should be stacked in covered sheds 
and protected by tarpaulins* Supervision at 
the loading and unloading stations has to be 
tightened up* (Para 1216 ) 

CHAPTiHR 13 -« Parcels* 

226* Railways should compile (i) separate 

statistics of number of claims and amount 
paid on parcels traffic - which should be 
further divided into perishables and 
non-perishables and (ii) the figures of 
total tonnage of parcels traffic carried* 

(Para 1301)* 

227* One would expect that as parcel 
traffic is fast and is usually passed from 
hand to hand, it would ery'oy a high safety 
factor like registered postal parcels. 

But as a. matter of fact the incidence of 
claims is even higher on parcels than on 
goods* 
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22S* Though parcel earnings are about 
5 per cent of the total freight receipts for 
Goods and Parcels, the amount of compensation 
paid on parcels is about 16 per cent of the 
total amount paid and the number of claims 
received on parcels is about 30 per cent of the 
total number of claims received* 

229# There is a very strong case for Parcel 
traffic being given much better attention than 
at present. (Para 1302) 

230. Many consignments of parcels are being 
detained in transit* Some examples of this are 
given* (Para 1303) 

23 1 * At Mughalsarai whenever there is a rush 
of traffic parcel vans are detained for want of 
room in the siding* Parcels for Gomoh and Dhanabad 
are sent via Danapur and Asansol in four-wheelers, 
because there is a shortage of bogie parcel vans 
which alone are permitted on passenger trains on 
the Grand Chord* (Para 1304) 

232* With better programming, the movement of 
parcels can be rationalised, eliminating unnecessary 
delays and handling en route. (Para 1304) 

233* Many parcel vans, luggage vans and brake 
vans move without being locked. In fact, some of 
the staff are under the impression that sealed 
compartments of luggage vans or brake vans need 
no t be lo eked# 
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254* Railways should make an adequate supply 
of locks to Guards and Brakesmen and should 
arrange for frequent surprise checks to ensure 
full compliance with the rules. (Para 1307) 

235. No packing conditions have been prescribed 

for parcels, although all kinds of valuable things 
are being carried by passenger trains# Suitable 
packing conditions should be prescribed for parcels 
on the same lines as for goods. (Para 1308) 

236. Fresh fish is required to be packed with 

ice, but the proportion of fish and ice has not 
been specified. (Para 1309) 

237. The railways should pay special attention 
to the eradication of the causes that' give rise to 
claims on parcels, specially perishables. These 
causes are discussed in the report* (Para 1310) 

238. Insufficient accommodation for parcels in 
trains is unquestionably one of the biggest causes 

of malpractices, complaints and claims. (Para 1311) 
239* Due to inadequate room on trains 
(a) many packages are left behind at loading and 
transit points and (b) loading is done in a 
haphazard, uncheckable or mixed up condition with 
the result that difficulties arise at the time of 
unloading and many parcels are either overcarried or 
unloaded short of destination. Lack of proper marks 
on the packages, insufficient stoppage of some 
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trains and shortage of staff are also partly 
responsible for these irregularities. (Para 1311) 
240* Railways should provide adequate transport 
capacity for parcels - at least for perishables ■» 
and as far as possible such additional capacity 
should be developed on Mail, Express or long 
distance fast passenger trains, so that both 
transit time and transhipments en route are reduced 
. to the minimum. This matter deserves the highest 
priority. (Para 1311) 

241• I recommend that as soon as possible 
selected unimportant or less popular Express trains 
should be dieselised and their loads should be 
augmented with adequate parcels vans for clearance 
of parcels between important points like Calcutta- 
Delhi, Madras-Bombay, Delhi-Bombay, AhmedabacUDelhi, 
Bombay Central-Dehra Dun., Pathankot-Sealdah. In 
this way, not only will parcel earnings be increased 
but claims on parcels will also be reduced. (Para 1311) 
242, The public, I feel, would even be willing 
to pay a small surcharge on the parcels carried by 
direct Mail or Express trains, (Para 1311) 

213 a Many parcel offices have a shortage of 
staff - particularly at stations where booking of 
perishables is heavy. Shortage of staff results in 
short cut methods of work and inevitably takes its 
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toll in the form of claims. Acceptance, marking, 
counting, weighment and loading or unloading of 
parcels are altogether ignored or left to 
merchants or to porters* 

244. . One serious flaw, well known to railway 

administrations, is that there is no proper system 

* ' 

of taking over and making over of parcels between 
station staff and guards; parcels, far from being 
tallied with summaries, are not even counted at 
the time of taking over and making over because 
neither time nor staff are available* 

245. Since trains are run in order to carry 

traffic, adequate stoppages should be provided on 

v ’i ; - 

passenger trains to permit of loading and unloading 
in a proper manner; and there should also be 
adequate staff for this purpose on trains and 
adequate labour and staff at stations, 

246. Railways should keep under constant 

review the requirements of labour and staff in 

} 

parcel offices, Luggage Guards or Parcel Delivery 
Clerks on trains and the stoppages of passenger, 
Mail and Express trains, 

247. Provision of staff and labour should not 

be based on the average number of parcels handled 
but should take full account of the conditions 
prevailing at the time of grouping of passenger 
trains. (Para 1312) 
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248. As railways have lost and are still losing 
high rated traffic and are making serious efforts 
to recapture it, it is worthwhile for railways to 
make a determined effort to get back high rated 
traffic in the form of parcels rather than goods. 

(Para 1313) 

249. parcel traffic bears high freight. Even 
the traffic carried at half paroel rates earns as 
much freight as the so-called high rated traffic 
(piece goods, tea, leather goods) when carried by 
goods trains. And the cost of parcels carried by 
regular passenger trains is only marginal. (Para 1314) 

CHAPTER 14 - Perishables 

250. It is necessary to draw special attention 
to the claims on perishables, as one out of every 
four claims is. a claim on perishables. (Para 1401) 

251. In recent years there has been a sharp 

increase in the number of claims as well as amount 
paid on perishables.. (Para 1405) 

252. Rules regarding marking of perishable 
baskets will have to be revised and strictly 
followed* There cannot be any substitute for or 
short cut to the 'correct address* on a package 
which has to travel hundreds of kilometres} and 
requires to be handled at junction points and 
delivered to the right consignee at the destination 
station. 
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253. The present state of marking on perishables 
is anything but satisfactory. (Para 1406) 

254. It is essential that the consignee»s full 

name and address and the destination name in full 
be shown on all packages containing perishables 
because generally their delivery has to be given on 
General Indemnity notes in absence of the Parcel 
Way Bills, and the only authority by which the 
rightful owner can be identified is the address on 
the package itself. Delivery of perishables cannot 
be deferred even for a day in order to make 
enquiries about the correct destination or 
consignee. (Paras 1407 and 1412) 

255, One of the chief causes of loss of 
packages is loading in a mixed up condition due to 
insufficient space in the luggage compartment of 
brake vans, 

256, The Committee checked‘unloading of parcels 
from 17 Dn Madras-Delhi Janta Express at Jhansi on 
24,12,69 and found that 8 packages of Bina and 15 
of Bhopal had been over-carried to Jhansi while 7 
packages of Gwalior, 51 of Agra and 44 of Mathura 
had been unloaded short of destination. This 
happened because of haphazard loading at Madras 
making it impossible to sort out the packages 
during the scheduled halts at the stations 

en route. (Para 1408) 
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257, Railways must study the flow of perishable 
traffic destination-wise, and rationalise their 
loading programme at each important booking station, 
258# It would be helpful if the vans are 
suitably compartmentalised, with movable or 
immovable partitions, so that packages meant for 
each big destination or junction are loaded in 
separate compartments* Ample parcel room should 
be provided on trains, so that parcels can be 
stacked therein in separate and checkable lots# 

259# For destination stations, with less 
traffic, the suggestion to provide big coir- 
containers to accommodate 5 to 10 packages in each 
could be considered and tried out# 

260# Southern Railway should consider the 
running of a regular Parcel Van between Madras and 
Lucknow, containing parcels for Jhansi, Kanpur and 
Lucknow* (Para 1409) 

261# Another peculiar feature of perishable 
traffic is that large numbers of baskets are 
tendered at the station for booking in the nick of 
time, that is, just before train time. In 
consequence, enough time is not available for 
checking the condition and weight of packages, 
writing of railway marks and preparation of Railway 
Receipts and loading summary* Sometimes, booking 
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is done after despatch* 

262* The problem of tMemo-deliveries* at large 
stations like Howrah, Bombay V.T., Delhi, Ahmedabad, 
Kanpur and Nagpur has assumed such large proportions 
that unless booking, weighment, marking and loading 
of perishables are set on a proper footing Railways 
would continue to pay heavy claims. The problem 
should be tackled in two ways* 

263* Every effort should be made by railways 
to persuade trade to bring their packages to the 
station for booking as early as possible.. 

264* The number of railway staff and labour 
should be enough for completing all the work - 
including issue of railway receipts and loading - 
within the time available before the departure of 
the train. This is a matter which should receive 
attention at fairly high levels, (Para 1410) 

265;> Delay in transit is undoubtedly one of 
the main causes of deterioration of perishables. 
Movement of perishables by the fastest available 
trains, without any detention at junctions 
en route is an obvious necessity, (Para 1413) 

266* Because of its perishable nature, it is 
necessary to consider the condition of the 
consignment at the time of booking. The fruits 
or vegetables or beter-leaves may be over-ripe or 
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even in partly rotten condition at the time of 
booking; if so, they may get damaged even within 
the normal transit time. (Para 1414) 

267. Paring the course of my examination on 
one railway, I found that claims on perishable 
parcels - even those where heavy amounts and long 
hauls are involved - are being paid whenever the 
time taken in transit exceeds the normal or minimum 
transit time by a day or more and the consignment 
is found deteriorated at destination. (Para 1415) 

268. According to the law, Railways are not 
responsible for deterioration of such goods if the 
detentic s to them were unavoidable or if the goods 
when tendered for despatch wore already in - a ripe 
or over-l'ipe condition and therefore unable to 
stand th< normal duration of transit* (Para 1417) 

269. In dealing with petty claims on perishables, 
whose number is large, the use of a rough and 

ready formula based on the normal transit time is 
inescapable. But In case of heavy claims or when 
a large number of small consignments are received 
by the same train or wagon in a deteriorated 
condition, thorough enquiries should be made right 
from the. booking station up to the destination 
station to determine - (a) the location and causes 
of detentions, and (b) the condition of the 
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consignment at different points daring the course 
of its transit* (Para 1418) 

270* Even when the detentions are found to 
have been due to carelessness on the part of 
railway staff, the Railway is liable only for 
the extent of deterioration attributable to the 
delay that occurred on the Railway and not 
necessarily for the full amount of damage assessed 
at destination* (Para 1419) 

271# It would be useful to get studies made 
of the- deterioration of perishables within the 
normal transit time and circulate expert opinions 
to the assessing officials and the mercantile 
community. (Para 1420) 

CHAPTER 15 - Be tel-leaves 

272. One single commodity amongst perishables 

which accounts for the t number of claims 

is ’Betel-leaves*. On the Northern Railway, the 
number of claims received on betel leaves has been 
38 to 43 per cent of all claims on perishables 
during the last three years. (Para 1501) 

273. On the Central Railway, 25$ to 30$ of 

the amount paid on perishables is paid on betel 
leaves traffic alone, (Para 1502) 

274. Iforth Eastern Railway made a test analysis 
of 200 cases paid on betel leaf consignments in 
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March, 1969 and found that 83 % of the claims were 
for non-receipt, 13 per cent for pilferage and 
4 per cent for damage,, (Para 1505) 

275* A similar study made by Varanasi Claims 

Office showed that claims on betel-leaves are 
substantial; it details the main irregularities 

responsible for them* (Para 1506} 

276* Special study of the booking cf betel 
leaves at Tirur was made by the Committee, 

Nearly 1000 Parcel Way Bills are issued and 3000 
baskets of betel leaves are despatched per day 
from Tirur during the busy season, A large number 
of these packages are destined for Delhi and via, 
t'Para 1508) 

277, Consignee’s name is nowhere shown - 
instead, some code marks are given, which do not 
convey anything to the Railway staff, 

278, Even in Parcels Way Bills, railway staff 
have been showing only the code of the consignee’s 
name. The rules require the consignee’s name 

and adlress to be shown on each parcel and this 
is inescapable if the parcels are to reach the 
correct persons, 

279, To reduce the high incidence of claims 
the following system should be adopted in regard 
to private marks*- (1) In all Forwarding Notes 
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full name of the consignee should be shown by the 
sender, (2) on the card lable attached to each 
basket senders should show the full name of the 
consignee and the destination station as in the 
Forwarding Note, and (3) .on the body of each 
basket the consignee’s name in brief and the code 
initials of the destination station will be shown* 
(Para 1510) 

280. Tie-on lables for baskets are always in 
short supply. Indents placed in 1967 had not 
been met till November, 1969* Thereafter only 
700 labels were received from Stores, although 
the daily consumption is 3000 lables* The railway 
should fix the scale of supply and ensure that 
the supply is made regularly. (Para 1511) 

281. To cope with the rush of traffic, Tirur 
station has devised its own system of railway 
marks. For each basket the serial number of 
acceptances (called the Forwarding Note Number) 
is shown on the sender’s label instead of the 
Parcel Way Bill number. 

282. The Forwarding Note numbers are also 
shown on the Parcel Way Bills, but as many way 
bills do not reach the destination and as the 
consignee’s name is shown in codes, the staff at 
destination have no means of knowing to which 
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merchant any particular basket belongs which has 
arrived without Way-bill. This is a major cause 
of the high incidence of memo deliveries at 
destination stations and also of claims. (Para 1512) 

283. To enable P.W. Bill number to be shown in 

railway marks, the merchants should make out a 

separa te Dispatch list .of consignments comes- 

/book 

ponding to each money value,/ . Thus, all consignments 
for one and the same Money Value will be already 
sorted out and booking staff will be readily able 
to allot Parcel Way Bill numbers to them in serial 
order* (Para 1513) 

284. Many, parcels have to be dispatched 
before their Parcel Way Bills have been prepared. 

At present, the acceptance time is from 5 to 10 
hours and all the parcels have to be despatched by 
14 hours. During this period about 3000 baskets 
have to be weighed, marked and loaded and about 

1000 Parcel Way- Bills have to be prepared* The 
man-power available is not sufficient to complete 
all the work within the time available. The 
dispatch of hundreds of perishable parcels before 
their parcel Way Bills have even been prepared 
is a major cause of claims. 

285„ Southern Railway should review the arrange¬ 
ments for the handling of this traffic. Earlier 
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timings may be fixed for the acceptance of betel 
leaves* some of the merchants were agreeable to 
bring their baskets even at 2 or 3 A.M., if railway 
work is facilitated thereby, (Para 1514) 

286, Adequate staff should be provided at this 

station so that all Parcel Way Bills and guidances 
can be prepared well before the departure of the 
train, that is, 14 hours, (Para 1515) 

287, I would like to stress that saving of a 

few Parcel Clerks at the cost of efficiency is bad 
economy; for much more is being paid in claims than 
what the additional staff would cost, (Para 1515) 
288* To facilitate weighment of such a large 

number of baskets in a short time the existing 
weighing machines should be replaced with Dial 
type or automatic weighing machines® (Para 1517) 
289, Provision of automatic weighing machines 

Should be considered for all stations where booking 
of parcels is heavy, 

29.0* In the past, failures in the daily supply 

of parcel van have been frequent* During the summer 
season, there is an increased demand for movement 
of mango traffic, and as such the parcel van, on 
its return trip, is sometimes detached either at 
Madras or some other station depriving Tirur 
of its regular traffic. It is recommended that 
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there should be an adequate number of Parcel Vans 
so that the requirements of all stations at the 
peak of the ’Perishables’ season may be met 
properly* A close watch should also be kept on 
the movement of Parcel Vans both loaded and empty* 
(Paras 1518 and 1519) 

291* In loading baskets of betel leaves running 
lines have to be crossed. If possible, this 
should be avoided by providing the loading 
platform and parcel office in the same place* 

(Para 1520) 

292* Southern Railway should make efforts to 
persuade trade to dispatch betel leaves in baskets 
of 10 Kgs, each. If this can be arranged, the 
magnitude of all the problems connected with 
marking, weighment, booking and loading, etc. 
will be reduced. (Para 1521) 

293* Last minute disturbance of the original 
packing in order to reduce weight is one of the 
potential causes of further loss in transit. 

Such last minute disturbance of the packing 
should not be allowed and the trade should be 
persuaded to pay freight as per weight originally 
offered. (Para 1522) 
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CHA.PT ER 16 - Tea 

294* 4*55 per cent of the total compensation 

paid is en tea* There was a phenomenal increase 

of 119$ in the amount paid on this commodity in 

a period of two years. (Paras 1601 and 1602) 

295* The ratio of amount of compensation paid 

to goods earnings from tea was 5*97 in 1966-67, 

9*76 in 1967-68 and 14 P 29 in 1968-69* (Para 1603) 

296* The Eastern Railway pays more than 

two-third of the total tea claims. About one-third 

of the payment is on account of damage by wet and 

about two-third on account of partial shortage due 

to breakage or pilferage or both* (Para 1604) 

297* The packing condition for tea as per 

I.S.I. specification should be brought up to date 
basic 

and its/requirements should be notified to staff, 
(Para 1606) 

298* It is necessary for Northeast Frontier « 
and Eastern Railways, where most of the tea is 
booked, to have periodical checks made to satisfy 
themselves that the ply-wood chests used by trade 
satisfy the prescribed specifications* (Para 1606) 
299* Investigations show that the amount paid 
per claim is much less when tea is packed in 
wooden cases than when it is packed in chests* 

(Para 1607) 
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300# Even when tea is packed in chests, but if 
it is covered with gunny, the incidence of 
breakage and pilferage is much reduced, (Para 1607) 
301* I am of the opinion that to cover with 
gunny the tea chests booked to long distances 
would be a distinct advantage, and the additional 
cost of packing involved would be comparatively 
insignificant* The important point to be borne 
in mind is that if some dispatchers can voluntarily 
cover their tea chests with gunny, why cannot the 
others do likewise? (Para 1607) 

302* It is of utmost importance that tea is 
loaded in good water-tight wagons and there is 
adequate covered area at stations and in -the 
sidings for protection against rain at the time of 
loading* It is not enough merely to see tWT* 
mark on the wagon. Water-tightness of the wagons 
supplied for tea loading should be carefully 
examined by the Station Master personally* 

(Para 1608) 

303, The assessment of damage allowed by Tea 
Brokers on consignments of tea booked to Calcutta 
area is very much higher than that allowed by the 
Claims Inspectors/Senior Subordinates at other 
stations 0 There is no reason for the Eastern 
Railway to depend on a third party in case of 
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consignments of tea booked to Calcutta area# The 
matter needs taking up in consultation with the 
Tea Board in order to have a better control# 

(Paras 1609 and 1610) 

304# The incidence of breakage/pilferage on 
consignments booked to Calcutta Port Commissioners" 
area has been found to be on the high side# There 
is a strong presumption that shortages are being 
exaggerated in the Port Commissioners*, area* It 
is, therefore, necessary for railways to take 
suitable remedial action# (Para 1611) 

305* Efforts should be intensified to divert 
tea traffic from stations on C,P#C, Railway to 
stations on the Eastern Railway such as Sealdah 
and Kalighat# This has also been suggested by 
the Indian Tea association* (Para 1612) 

306# For the greater safety of the goods, 
trade should be encouraged to book their export 
tea by the all metre gauge route from Assam to 
Kandla port* I was told that some block rakes 
sent in this manner some time back reached 
destination with their contents in very good 
condition# (Para 1613) 

307# As claims on the consignments, are paid 
by Eastern Railway, that Railway should exercise 
some supervision over the deliveries and assess- 
rnents made at Calcutta Port Commissioners# A 
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suitable working arrangement should be arrived at 
in consultation with the Port Trust. (Para 1615) 
308. The present practice in regard to tea 
consignments received in Calcutta area is that the 
quantitative assessment of damage or shortage is 
made at the time of delivery, but the determination 
of its monetary value is done only after the 
individual packages affected have actually been 
sold. Such auctions are usually held two months 
after the arrival of goods. Claimants$ therefore, 
prefer their claims in instalments. (Para 1616) 
309* The Eastern Railway should come to an 
arrangement with the Tea Association so that the 
monetary value of the loss or damage is determined 
at the time of delivery on the basis of the 
prices then prevailing, as is done in the case of 
other commodities. Truly speaking, the prices 
prevailaing on the date of delivery are more 
relevant than those prevailing two or three 
months later. (Para 1616) 

CHAPTER 17 - Iron and Steel ' 

310, A sum of Rs.39.75 lakhs was paid as 
compensation on iron and steel consignments in 
1968-69 s This formed 4 per cent of the total 
amount paid and 0 C 60 per cent of the total 
earnings from this commodity. 


(Para 1701) 



- 546 - 


S11, One of the major difficulties in regard 
to steel structurals is that of marking, addressing 
and labelling. It has been reported to the 
Committee that structurals despatched by steel 
plants bear neither any private marks nor railway 
marks and as a result they often go astray, 

(Para 17 03) 

312* Somehow the thinking hitherto has been 
that marking by the railway is not feasible, but 
steel plants should do their own marking and 
steel plants have been resisting it on one ground 
or another. So the present position is that 
neither railways nor steel factories do any 
marking. To break the ice, railways should take 
the initiative and give a practical demonstration 
as to how the marking can be done at the time of 
loading. (Para 1705) 

313, In my opinion, it should be quite easy 
for railways to mark not only the name of the 
destination station, but even the invoice or 
Railway Receipt number on the packages at the 
time of loading. (Paras 1706 and 1707) 

314. Another difficulty pointed out in this 
connection is that sometimes owing to the 
imposition of movement restrictions the 
destination station is required to be changed 
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after the wagon has been loaded. As a matter of 
fact, sich occasions should not arise. (Para 1708) 
315* It is suggested that the steel plant 

stations should send a daily list of all wagons 
loaded with iron and steel structurals, showing 
full booking particulars, to the Head Office of 
each Railway, for the purpose of ready reference. 
This will be helpful in connecting unconnected 
wagons and preventing mis-delivery or fraudulent 
delivery. (Para 1709) 

316« There are complaints of heavy shortages 

of pig iron from open wagons in which it is 
generally loaded. Pig iron is an expensive 
material and has to be treated with more care than 
coal. As far as possible, pig iron should be 
loaded in covered wagons, which should be riveted. 
(Para 1710) 

317. The Security Branch should use its 

detective forces to find out the foundries which 
use such stolen goods and break the racket. 

(Para 1710) 

313. When there is an apparent heavy shortage 

in the contents of a wagon, it would be only fair 
to allow re-weighment, of course, on recovery of 
re-weiglvient charges, (Para 1710) 
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319. It is recommended that facility of a free 

escort already granted by railway in case of wagons 
loaded with live stock be extended to tractors, 
motor vehicles and heavy machinery loaded in open 
wagons, (Paras 1711 and 1712) 

CHAPTER 18 - Piece-goods 

320. In 1968-69, Railways paid Rs.65,77 lakhs 
as compensation for loss and damage in 18,329 
claims on piece-goods. This was 6,5 per cent of 
the total amount paid in 1968-69. (Para 1801) 

321. Compared with 1966-67 there was a 17 per 
cent increase in the number of claims paid and 
about 43 per cent increase in the amount paid in 
1968-69. (Para 1802) 

322. Statistics show that in relation to 
terminating traffic, the payment is very high on 
the Northeast Frontier, North Eastern, South 
Contral, Eastern and Northern Railways, Eastern 
Railway has to pay particular attention to losses 
from seals intact wagons, N.F, Railvreiy to pilferage 
and damage by wet, N.E. Railway to unlocalised 
loss of entire bales and pilferages and Western 
Railway to loss of entire packages from the 
possession of the guards/van clerks.(Para 1804) 

323. Many claims are being paid for damage 
to cloth due to rubbing of comers. Railways, 
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particularly Northern Railway should examine 
whether it is due to mishandling at the forwarding 
and destination stations, or due to oscillation in 
transit or due to defective packing or it is 
fictitious, (Paras 1805 and 1806) 

324, Northern Railway should get the damages in 
a number of such cases inspected personally by a 
responsible officer so that suitable remedial 
action may be taken, (Para 1806) 

325, The study also confirms the belief that 
repacking or handling of goods in transit and 
carrisge thereof in road-vans is largely responsible 
for loss and pilferage of packages. This brings 
out the necessity for a thorough investigation of 
the shortages reported by guards. Prompt fixation 
of staff responsibility should go a long way in 
reducing such cases, (Para 1807) 

326, P-14 is the packing condition prescribed 
for bales of piece-goods. An inner lining of 
polythene is compulsory. There is a prohibition 
against Chatai being used in contact with polythene. 
This prohibition is not known to most of the 
despatchers with the result that they continue to 
use Chatai along side the polythene. Some railways 
have been repudiating their claims for damage by 
wet on this ground. The prohibition against the 
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use of Chatai in contact with polythene needs to be 
brought to the notice of all despatchers of piece- 
goods as also of railway staff. Further, as trade 
apparently finds Chatai useful, it is ad/isable to 
legislate that a layer of gunny be interposed 
between the polythene linking and the Chatai* 

(Para 1808) 

327 i According to a study made by N.E* Railway 

many thefts are occurring on Varanasi-Moghalsarai 
section where according to newspaper reports, 
many shops are flourishing on stolen goods only* 
This is a field in which the Intelligence Wing of 
R.P.F. should be able to suggest effective 
remediesj (Para 1810) 

328* More strict supervision is required at 

booking stations like Wadi Bunder, Camac Bridge 

and Kankaria in the matter of correct weigbment* 

During the investigations made by the Committee, 

several types of irregularities in the booking and 

loading of bales of picegoods came to light, as 

listed in this report. (Paras 1811 and 1812) 

329. Se ing that each bale of piecegoods costs 

thousands of rupees and in the aggregate railways 

paid Rs*65 lakhs in one year in claims on this 

commodity, it is worth while for railways to post 

a senior man in the Piecegoods Loading shed to 

double check the work of the Goods Clerks who 
accept, weigh and load the bales.(Para 1812) 



- 551 


CHAPTER 19 - Detention to Wagons 

330* Detention to a loaded wagon/van en route 
is a prolific cause of loss, theft, damage, 
pilferage and deterioration of goods and parcels 
booked. The longer a wagon is detained, the 
greater the chances of its victimisation by 
thieves*. (Para 1901) 

331, While detentions to goods trains and 
stock from the movement point of view are the' 
special responsibility of the Operating Department, 
it is necessary for Commercial Officers, Inspectors 
and Controllers to watch the delays to loaded 
wagons from the claims point of view - specially 
the types of loaded wagons which are liable to be 
overlooked, as mentioned in the report, (Para 1902) 

332, tabling of trains* of loaded wagons 

should be watched.daily and arrangements made for 
temporary posting of Railway Protection Force staff 
at such stations for guarding and checking of 
seals/cutting of. panels* (Para 1903) 

333, Commercial Controllers should be picked 

men of adequate experience and status, (Para 1904) 
CHAPTER 20 - Stationery and Forms 

334, The supply of stationery, forms and books 
to stations is generally unsatisfactory on the 
railways. The shortages appear to be chronic, 

(Para 2001 ) 
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335• There is a general complaint of the 
shortage of carbon paper, whose scale of supply, 
it is said, was curtailed sometime back as a 
measure of economy. (Para 2002) 

336. Ctanding orders require that only tape 
and not twine or Sootlie is to be used for 
preparing Seal Card Labels. Now a days, one rarely 
finds tape used on any wagon. Sootlie is useless 
for the purpose as it gives way easily, resulting 
in loss .of the labels and wagon becoming 
unconnected. (Para 2002) 

337# There is no doubt that shortage of 
essential stationery and stores is one of the 
contributory causes of the alarming increase in 
claims. It is, therefore, necessary that the 
supply of such essential stores to stations be 
placed on a proper footing - not only in regard 
to the regularity but also the quantity and 
quality of the articles supplied. (Para 2004) 
338. The scale of supply and the period and 
system of distribution should be reviewed and it 
should be ensured that under normal circumstances 
every station will have an ample stock of all 
items of stationery, forms and books, etc. to 
meet its day to day requirements, (Para 2004) 
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339, On several Railways it was suggested 

that their powers for emergency purchase of 
stationery items should be doubled, that is to 
say they should be authorised to make emergency 
purchase of six months* consumption, instead of 
3 months permitted at present. I endorse this 
suggestion. (Para 2006) 

340, Commercial Officers and Commercial 
Controllers on Divisions should have an arrange¬ 
ment whereby shortages of stationery, stores, 
forms, etc* will be brought to their notice in 
good time for necessary action. They should view 
these shortages more seriously and take vigorous 
and urgent action to make good the deficiencies, 
(Para 2007) 

341, Divisional Superintendents should 

exercise their powers of emergency purchase 
whenever necessary and it should also be 
considered whether these powers should be 
increased#. (Para 2007) 

342, A list of the most essential items of 
stores, stationery and forms should be furnished 
by the Commercial Department to the Stores 
Department, so that the latter may give them 
priority in order to keep their ample stocks for 
regular supply to stations. 


(Para 2009) 
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343* Shortages of forms are generally due to 
the Railway Printing Press being overloaded. 
Where nuch is the case there should be no 
hesitation in off-loading some of the vork to 
private presses* On each railway the Commercial 
and Stores Departments should make a joint 
examination of the existing capacity, to what 
extent shortages are occurring at present, and 
how the printing work may be rationalised in 
order to ensure regular and ample supplies of 

all forjfcs and money value books, (Para 2010) 

COPTER. 21 — Rules and Refe rence Books 

344» Many officers and inspectoi'lTTl&vu nut 

seen tfce Commercial Manual published by Board 

and are unaware ever of its existence* The Area 

Trainlf-3, Schools have got a few copies but are 

cl iff Ilf 

not able even to lend/copy to each of the 
trainees for study. Copies of the Commercial 
Manual should be supplied liberally to stations, 
goods §«d transhipment sheds etc. and to each 
Commercial Clerk, Every one, who attends a 
training or refresher course in an Area School, 
should be given a personal copy - unless he 
already has one. All, who have been gjfcven a 
copy, will be responsible for keeping it posted 
up to date with correction slips,' (Para 2t0l ) 
345. During their inspections of stations, 
offifsars and Inspectors should make it a point 
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to test some of the staff in their knowledge of 
$he rules of daily application and record the result 
in their Inspection Notes, (Para 2101) 

346* The Alphabetical List of stations was out 
of stock for several years. The new edition just 
brought out should be brought up to date. 
Alphabetical List of stations and Junctions 
Distance Tables which are basic documents should 
be revised every alternate year at the most, 

(Paras 2102 and 2103) 

CHAPTER 22 - Damage and Deficiency 

Messages _ < 

347. D.D. messages are not properly issued by 
stations.. The common defects found in D.D. 
messages have been detailed. Railways should 
instruct station staff about the correcc procedure 
of issuing D.D. messages, which must contain the 
information detailed in the report, (Pa^as 2201 
and 2202) 

348. It should be the duty of Co mm ercial 
Officers and Inspectors during their visits at 
stations to test and educate the staff on the point 
of correct issue of D.D. messages, (Para 2203) 

349. It should be the personal responsibility 
of the Station Master/Goods Inspector/Chief 
Transhipment Clerk/Chief parcel Clerk to ensure 
that all messages received are serially numbered 
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and entered in the register, to call for 
explanations from staff and to initiate such 
other actions as may be necessary# (Para 2204) 
550. Some staff, particularly of transhipment 
sheds, have a tendency to issue unnecessary D.D, 
messages or report inflated shortages to save 
themselves from being held responsible for 
further shortages, if any# This should be 
discouraged# (Para 2205) 

351 t As the D.D. messages are specialised 
types of messages which are valuable records 
for settlement of claims and fixation of staff 
responsibility, it would be better to evolve and 
print a separate type of D.D. message form 
instead of using the ordinary telegram : form as 
is now done, (Para 2207) 

352. To keep the workload on telegraph 
offices to the minimum, telegraph codes should 
be used in D.D. messages as far as possible. A 
list of relevant telegraph codes of the phrases 
generally used in the D.D, messages should be 
got printed separately and a copy supplied to 
each sta.t: on/goods shed/parcel office and also 
to the claims office# (Para 2207) 

353, D.D. messages should be treated by 
the Commercial Department as accident messages 
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are treated by the Operating Department* On the 
Western Railway, there is a system of classifying 
D*D, messages on the basis of the val^e of the 
loss involved. It would be useful to adopt a 
similar system on other railways so that due 
attention may be paid according to the importance 
of each message, (Para 2208) 

354, I suggest that it should be made 
compulsory for each Divisional Commercial Officer 
and each Assistant Commercial Officer to check, 
study, analyse and take up D.D, messages of one 
large station and one small station of his 
Division every month, (Para 2209) 

CHAPTER 23 - Claims Statistics 

355, Very little use is being made of claims 

statistics for preventive action, because most of 
the claims organizations are short handed and 
barely able to do justice even to settelement 
work, (Para 2301) 

356, Claims offices could make special 

statistical analyses of claims from time to time 
in order to spotlight the weak spots on which 
preventive effort could be focussed. Some 
examples are given in the report, (Para 230t) 

357, Cause-wise statistics are now compiled 
for ’claims paid* only, Railv/ays should direct 
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their efforts to prevent even those claims which 
are repudiated and settled otherwise. It is, 
therefore, recommended that cause-wise statistics 
of ‘repudiated and otherwise settled claim s’ should 
also be compiled. (Paras 2302 and 23 09) 

358. Railways* requirements will be adequately 
met by having detailed statistics on * settled 
basis* only, and those on ‘received basis* can be 
dispensed with* (Para 2303) 

359. It is necessary that R.P.F, be made 
responsible to a greater extent for the investi¬ 
gation of cases of loss. It is, therefore, 
recommended that the shortage of complete 
packages from seal intact wagons, seal defective 
wagons and open wagons be classified as ’’Thefts** 
and not as •'Loss 1 *, (Para 2304) 

360. ‘Loss of complete packages’from seal 
intact wagons should be further sub-classified as 
indicated in the Report* (Para 23 05) 

361. For claims on parcels and luggage, 

separate causewise statistics should be maintained 

all 

on the same lines as for/claims * , The 

mode ’’f transport of parcels and luggage is 
differ'.nt from that of goods and, therefore, 
preventive action for the former has to be 
different from the preventive measures for 
the later. (Para 2306) 
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362, Completeness in compilation of statistics 
needs to be improved. Enquiries should be made 
more promptly and in a much larger number of cases 
than at present in order that they may be 
correctly classified under their appropriate heads 
and a fuller picture of the causes may be available 
for remedial action, (Para 2307) 

363, While going through cause-wise and 
commodity-wise statistics of the Zonal Railways, 
the Committee noted some obvious mistakes. There 
is need for greater care in compiling these 
statistics^ as wrong statistics are liable to put 
preventive actions on a wrong trail, (Para 2308) 

364, At present, monthly claims statistics are 
reported by the Zonal Railways in one set of 
proforma tc the Commercial Directorate of the 
Railway Board and in another set of proforma to 
the Statistical Directorate of the Railway Board, 
Several items included in these two statements are 
common. This duplication of work is avoidable. 

It would be better if these two statements could 
be combined and dealt with in the Commercial 
Directorate only, (Para 2310) 

365, Each railway has its own computer and 

use thereof could be made for disclosing the 

fields on which preventive action should be 
directed, I must, however, utter a warning, 

A costly system for compilation of detailed 
statistics will be a waste, unless a suitable 
organization exists to make use of them, 

(Paras 2311 and 2312) 
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CHAPTER 24 - Miscellaneous 
Packing conditions 

366* Some of the packing conditions are very- 

difficult to understand# They should be reviewed 

and simplified* (Paras 240l and 2402) 

367* Pamphlets should be issued explaining 

details of the packing prescribed for different 

types of commodities for the guidance of the staff 

as well as the consignors* (Para 2403) 

36 S* Railways should consider the following 

suggestions which have been made to this Committee: 

(1) that the packing of general merchandise 

by 

consignments booked/military authorities is generally 
of a poor standard and should be improved; (2) that 
the packing of cigarettes, Godrej locks, electric 
bulbs and cycle and machine parts is generally 
weak; (3) that Zeera, cloves and pepper should be 
required to be packed in cases and not in double 
gunny as at present; (4) that dunnage be made compulsory 
To • Turmeric; (5) that provision of polythene lining 
be made compulsory for bags of turmeric* (Paras 24 O 4 & 

2405), 

the 

369* In/ease of regular customers, the use 

of defective packing should be stopped by persuasion 
and personal contacts* The officers in the Division 
should take more interest and initiative in this 


matter!, (Para 2406) 
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Out-of-co u rse transhipment » 

370 * T 7agon loads detached en route due to hot 
axle, accident, over-weight or any other cause 
should be quickly transhipped or repaired and 
despatched. Further it should be ensured th a t 
particulars of such transhipment are communicated 
by the transhipping station to the destination 
station without fail. The Commercial Controller 
should maintain a separate list in duplicate 
showing booking particulars, commodity, number of 
the wagon from which contents unloaded .and number 
of the wagon to which contents reloaded, and send 
one copy every month to the claims office for 
reference in case of claims or for connecting 
unconnected wagons* (Para 2i+07) 

Rational isation o f delivery points • 

371• To ensure greater security of costly 

goods, rationalisation of delivery points in 
big cities like Calcutta and Bombay should be 
considered* Some points of destination are more 
vulnerable to thefts while others are comparatively 
safe. would be only prudent to concentrate 

highly costly items of goods traffic on safer 
stations and the less costly or less amenable 
to theft or pilferage on those stations where 
thefts are regular and systematic. 


For instance, 
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thefts of oil-seeds booked to Chitpur and sugar 
booked to Kantapukar (C.P.C. Railway) are common. 
Damage and pilferage of tea booked to Tea Ware House 
(C«PcC*) are more than that booked to other stations 
in the Calcutta area. Diversion of such traffic 
to safer stations should be tried. (Para 240S) 
Newspapers and Magazines. 

372. The traffic of newspapers and magazines is 
very sensitive and important. Railways should give 
it the game urgent and careful attention, as suggested 
for' perishables. 

373. Destination station should be written or 
printed in bold and conspicuous letters on the top 
of each bundle of newspapers/magazinee so that the 
guard makes no mistake. 

374. Special arrangements should be made for 
sorting out the bundles of .newspapers/magazines 
at train changing points and despatching them by 
first available train. 

375. All Station Masters should be authorised 
to grant shortage delivery, as newspapers cannot 

fwait arrival of Inspectors. 

376. Advance booking of periodicals and 
magazines from the publishing centres should be 
permitted so that issue of Railway Receipts is not 
delayed* Its necessity and arrangements required 
for the purpose would depend on the local conditions 


of each place. 
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377# There is no need for calling of ’Beejuck* 
for ascertaining .the price of newspapers and magazines 
which is well known# 

37B# Magazines are of topical value# Agents 
refuse delivery of delayed consignments which are 
returned to the publishers who prefer claims# Such 
claims should be entertained if the monthly magazines 
are not delivered within 30 days, forpightly magazines 
in 1 5 days and weekly magazines in 7 days, subject 
to the minimum of normal transit time# 

379« If the system is to send the Railway Receipt 
along with the bundles, production of original 
Railway Receipt should not be insisted on in the 
case of claim, for non-delivery of the entire 
consignment-# 

Li quid Consignments# 

380# To cater for the growing petroleum- traffic, 
Railways should pay special attention to the 
maintenance of tank wagons# While many claims were 
repudiated, a sum of Rs#23 lakhs was paid on account 
of leakage in 1 963-69# Apart from the question of 
payment or repudiation, it should be realised th a t 
the POL traffic is a high-rated traffic which should 
receive more careful treatment# (Para 24i2) 
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3Si. All b ase stations for POL traffic should 

be well equipped with staff and material so that 
tank wagons are thoroughly examined and all deficiencies 
of equipment rectified before the tanks are supplied 
for loading. (Para 24l2) 

Breakage 

3B2. To minimise breakage due to handling, 
better handling facilities, such as, rubber tyred 
hand barrows, loading and unloading mats, dunnage 
bags, etc. should be provided and maintained in 
good order at the stations. For lifting heavy 
packages, the railways should also go in for 
tForklifts 1 to be provided at selected places. 

(P a ra 2413) 

3S3. The labour should be taken to task for 

carelessness in handling. The penal clause in the 
labour contract should be invoked, if the labour 
provided by the contractor is responsible for 
rough handl-ing. (Para 24l3) 

3B4. T r anshipment and repacking sheds should 
have arrangements for repairing packages and bags 
which may be found torn, damaged or broken. (Para 2414) 
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Fra ud s__ 

335 .” Care should be taker to accept parcels an 
goods in regard to items where on the face of it, 
it would appear that the Senders are 

sending "Ice to Iceland" or "Coal to Ne* C a stle" 
or using any particular booking station which in 
the usual course is not the convenient station of 
hooking for the particular party and particularly 

where goods are found covered by Insurance. (Para 
Fvrepted ^ advisable to add the following 

articles to the list of Ixcepted articles published 
in the I.R.C.A. Goods Traffic - U> Terylene 
(2) Nylon (3) Terycot (4) T e rywool (5) Woollen 
fabrics (6) Medicines. (Para 24l6) 

Py>otect ion \lorkv — 

There should be adequate covered and closed 
accommodation in the goods sheds, transhipment sheds, 
repacking sheds and parcel offices for protection 
of goods and parcels against rains. (Para 241 

3g 8 There should also be enough accommodation 

for # keeping the transit parcels and wherever 
necessary additional cages or rooms on or near the 
-platforms should be constructed. (Para 2417) 



389. The following suggestions made by 

the High Powered Committee on Security and 
Policing on the Railway (1966-63) should be 
implemented on a programme basis : (i) there 

should be proper lighting arrangments in 
all goods sheds and transhipment sheds, 
apart from all other arrangements for their 
basic security; (ii) all big and important 
yards should be protected by perimeter wall 
or fencing; (iii) watch towers should be 
erected at focal points of the yards 
fitted with flbod lights; and (iv) there 

should be no built-up habitation either 
permanent or temporary in yards. 

(Para 24l3) 
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CHAPTER 25 - Main complaints of 

the 'Public 

390. The various memoranda received by the Committee 
have ell complained bitterly about the manner in which 
Railways dispose of claims, the following 1 being the 
principal points emphasised - 

(i) that settlement of claims, particularly of 
heavier amounts, is inordinately delayed; 

(ii) that delays occur in verification, fixation 
of inter-railway liability, accounts 
concurrence and issue of nay orders and 
cheques; 

(iii) that claims notices are seldom acknowledged; 

. reminders and appeals remain unattended for 
long periods; 

(iv) that the amount of claim paid is insufficient 
and less than that nayable under law; and 

(v) that claims are repudiated on flimsy and 
unjustifiable grounds. 

The Committee examined a number of cases on 
different Railways and found that the complaints made 
by the public are not baseless. (Par® 2501) 

391. A large number of appeals and complaints are 

received by the Railway Minister and Railway Board 
every day, the average for one fortnight being 19 per 
working day. (Para 2502) 
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392. Suits are being filed against railways even 

by Government departments and public sector under¬ 
takings. (*»» 2502) 

393. The number of claims lying unsettled with 

the railways has also been on the increase even 
according to official statistics. (Para 2502) 

CHAPTER 26 - Opening of Cases and 

Issue of AcknoM’gdgments 

394. In many Claims offices, there are serious, . 
delays in opening a file on receipt of e fresh claim* 

It is necesssiy for all claims offices to rationalise 
the handling of fresh claim letters in the receipt 
and index sections and ensure that all new claims 
files are opened and are ready for dealing within 

72 hours of the receipt of letters in the claims 
office. (Paras 2602 & 2603) 

395. While the zonal Railways may adopt any system 

which suits them most to reach this target, they may 
consider decentralisation of section (Case opening 
section). Within the existing claim dealing sections 
divided on a geographical basis, claims pertaining to 
each destination station should be marked to one or 
more dealers; the Index registers/cards should be main¬ 
tained in each claim dealing section instead of in a 
separate centralised section. (Para 2602) 

396. If decentralisation of Index section is not 
considered feasible, an alternative arrangement would 
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fee to locate Index and Acknowledgment clerks of all 
sections in the Receipt section itself where they 
can sort out the incoming letters, give numbers to 
new claims, issue acknowledgments then and there and 
thereafter pass on the files to the respective dealing 
sections. (Para 2603) 

397. It is essential that acknowledgments bearing 
proper references are issued simultaneously with the 
opening of the file. 

398. The form of printed acknowledgment card for 
use by claims offices, as per sample at /nnexure II, 
is recommended. The general hints given on this eard 
for the information of the claimants will fee useful 
in obtaining the relevant information and documents. 

(Para 2604) 

CHAPTER 27 - Missing Goods Reports 

399. Delay in the submission of Missing Goods 

Reports fey stations, contrary to standing instructions, 
is a general cause of delay in the settlement of 
claims. (Para 2701) 

400. Tha whole attitude of the station staff to 

damage to goods and parcels should fee brought on par 
with their attitude to accidents, and the prevention 
and settlement of claims should receive the same urgent 
and careful attention at the hands of Commercial Officers 
as is given to the prevention and disposal of accident 
cases by the Operating Officers. (Para 2701) 
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401. It is essential that the rules regarding timely 
submission of MGR's be rigidly enforced; and enquiries 
on them be started within a week of their receipt with 
the triple object of - , 

(a) settling the claim expeditiously when 
received; 

(b) taking up with the staff responsible 
irrespective of the claim; and 

(c) taking other preventive action as 

warranted. (Para 2702 ) 

402. Different Railways have different types of 

forms of KGR’s, and some of them are vexy lengthy 
covering four pages with as many as 50 to 80 entries. 
Railways should consider adoption of a combined form 
of simplified M.G.R. and shortage certificate. A 
draft is suggested at -^nnexure III. (Para 2703) 

403. Normally a case should be opened according to 
the booking particulars on receipt of the advance 
Missing G<J$ds Report and there should be no necessity 
to allot any separate or new number to the letter of 
claim received subsequently. If this procedure is 
followed, the general complaint of the station staff 
that advance M.G.R's are not proparly connected in 

the claims offices will be removed. (Para 2704) 
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CHAPTER 28 - Assessment and Short 

-age Certificates 

404. Several Chambers of Commerce have complained 
that heavy delays occur in getting damages assessed 

by Clains Inspectors, etc. (Paras 2801 to 2803) 

405. As the number of consignments requiring 
assessment delivery has increased, the railways should 
examine the workload of Claims Inspectors and should 
take such steps as are necessary to ensure that assess¬ 
ments are made by Claims Inspectors within two or three 
days of the receipt of a consignment at destination. 

(Para. 2804) 

406. While there may be some excuse for consignments 

getting damaged in transit, there can be none for 
allowing that damage to get worse owing to delay in 
assessment* ’ (Para 2804) 

407. There is a common complaint that when consign¬ 
ments of machinery are received in a damaged or 
deficient condition, heavy delays occur in getting 

the damages assessed. (Para 2805) 

408. Whenever a Station Master receives a request 
for assessment of damages on a consignment of machinery, 
he should report the matter immediately by telephone to 
the D.C.S.or A.C.S, who will make the necessary arrange 
-ments in consultation with his colleagues of the 
Electrical and Mechanical Departments, If there is any 
hitch, the D.C.S. orA.C.S, should bring the matter to 
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the notice of the D.S. or Dy.C.G.S./Claims to ensure 
that the assessment is made promptly. (Para 2806) 

409. In respect of packed consignments, the assess 

-ment or open delivery report should specifically 
state th* source of breakage or leakage of tins or 
barrels ea route, (Para 2807) 

410. It is also complained that in many cases 
considerable delay takes place in issuing shortage 
certificates without which claims cannot be preferred. 

411. Railways have already framed rules according 
to which shortage certificates are issued at the time 
of granting delivery, Railways must insist on strict 
compliance with these rules. It is understood that 
on some Railways shortage/assessment certificates are 
issued only on applications from the consignees. While 
an application from the consignee for granting of 
open/asseflsment delivery is necessary, issue of 
shortage/assessment certificates should automatically 
follow open/assessment delivery and no separate appli 
-cation need be insisted upon for the purpose. 

(Paras 2808 and 2809) 

CHAPTER 29 - Summary disposal of claims 

of small valuation 

412. 56 par cent of claims are for the values upto 

Rs, 200 apd about 15 per cent for value between Rs, 201 
and Rs, 500, (Para 2901) 
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413. Once a Missing Goods Report is available in 
a claims office, which should be received in advance 
of the claim, it should be possible to dispose of 
most of the petty claims cases (e.g. those of partial 
shortage, damage and non-delivery of small consign¬ 
ments of perishables) without further enquiry. (Para. 2901) 

414. Settlement of petty claims is often prolong 

-ed for various reasons detailed in the report. (Para 2901) 

415. Selling rates of articles of common use should 
be available with **11 claims offices and should be 
made up-to-date from time to time, they should be 
used as a guide for determining the amount of compensa¬ 
tion payable and it should not be necessary to get the 
price verified by Claims Inspectors in individual 

cases of small valuation. ("Para 2903) 

416. In the low valuation claims for damage, it 

should not ordinarily be necessary to verify the 
actual loss suffered by the claimant from his account 
books. (Para 2904) 

417. Settlement of claims should not be deferred 

for fixation of staff responsibility, (Para. 29fy9) 

418. Railways will have to make an all out effort 
to establish traditions of settling claims in a 
businesslike, graceful and efficient manner. Prompti¬ 
tude in disposal will have to be given top priority and 
for this purpose, the first and Indispensable step is 
to concentrate on the prompt settlement of all claims 
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which are either of small valuation or easy to 
dispose of, (para 2906) 

419. Twice or thrice every month all claims 
office® should turn up their pending files to make 
sure that no case of small valuation or partial 
shortage and damage has been lost sight of. (Para 2907) 

420. Petty claims of the station where a claims 

office is situated should be disposed of within 7 
days and should not in any case take more th»n 15 
days even in the case of other stations on any railway 
system. (Para 2908) 

421. Several claims are kept pending for confirma 

-tion of brokings from the forwarding stations when 
the destination stations do not receive copies of 
invoices, 's a consequence of mechanisation, each 
station is now receiving monthly abstracts of all con 
-signments booked from all stations to that station 
and normally an entry in these abstracts should be 
enough to confirm booking. (Para 2909) 

CHAPTER 30 - Enquiries in high 

valuation claims 

422. In heavy claims, the officer should personally 
direct all enquiries at the earliest nossible stage 

and all foreseeable action should be taken simultaneous¬ 
ly. The senior officers should apply their minds to the 
facts of the case right from the beginning and take full 
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responsibility for prompt disposal. This might 
necessitate an increase in the number of senior 
officers in claims offices. (Paras 3001 and 3002) 

423. .Enquiries are often made piece-meal or 
claimants are required to furnish certain documents 
or information -piece-meal. This tendency to get 
rid of a file anyhow without giving it proper atten 
-tion is a prolific cause of delays and multiplica¬ 
tion of work. One of its effects is the tendency 

to repudiate any claim in the first instance, hoping 
to arrange payment if pressed to do subsequently. 

(Para 3002) 

424. For quick determination of the amount payable 
and verification of the Beejuck, all claims offices 
should be equipped with market reports. In addition, 
they should maintain a rates diary recording rates 

of original trade invoices and rates verified by 
Inspectors in individual files for future reference 
in similar cases. (Para 3003) 

425. In case of big customers, a customer-wise 
list of claims preferred/pending for non-delivery of 
full wagon loads should be s4irtained. If the wagon 
remains untraced inspite of reasonable enquiries, 
the claims officers should be authorised to dispose 

of a claim by delivery of unconnected materials. (Para 3004'* 

426. Enquiries should be instituted as soon as the 
consignment becomes overdue so that the settlement of 
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claims, when subsequently received, is not held up 
for tracing the missing goods. (Para 3006) 

CHAPTER 31 - Financial concurrence 

427. Having noticed abnormal delays in obtaining 

financial concu rrenoe and arranging payment of 

* 

to. 1,000/- and above, I sent a special report 
recommending that the lower limit for financial 
concurrence be raised from Rs. 1,000/- to to. 2,000/-. 
This recommendation was accepted by the Railway 
Board. (Para-s 3101 to 3104) 

428. This recommendation was only an interim 
measure designed to meet the' immediate needs of the 
situation. But going deeper into the matter it is 
necessary to reassess the gains achieved by Railways 
in getting proposals for payment vetted by the 
Accounts Department, in other words, the advantages 
of pbe-audit over post-audit which was in force 

fo rmerly . (Pa ra 3106) 

429. Pre-auditing of claims cases means division 
of responsibility and duplication of work which in 
my opinion, is not a healthy system to follow. With 
pre-auditing, higher officers, who have ultimately 
to sanction the amount, take things for granted and 
overburdened v/ith work as they are, do not apply their 
minds fully; thus claims work is largely deprived of 
their guidance. Unless the higher officers are made 
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to study the claims, which they alone are empowered 
to sanction and accept full responsibility for their 
own actions, neither the delays and deficiencies of 
dealing will be taken up nor will preventive action 
be initiated. (para 3109) 

430. Most of the claims are concurred in as 

proposed, and only a few cases are returned without 
concurrence or with minor modifications in the 
amount proposed. The instances of objeetions 0 r 
modifications are given in the Report. (Para 3109) 

431. On one Railway, the Committee found that 

the objections or suggestions made by the acoounts 
departmeBt were not always reasonable. Some 
examples are given in this report. (Para 3110) 

432. The Railway Board should give serious 
thought to the question whether Railways .cannot 
revert to the old practice of post-audit, instead 
of pre-audit, even when the payment involved is 
over fis. 2,000/-. In any case, further raising of 
the limit will have to be considered if the present 
enhancement does not give adequate relief to the 
Accounts Department and delays still persist. (Para 3111) 

433. From clause (13) of para 2248 of Accounts 
Code Part II, it is apparent that this Rule only 
gives details of the checks to be exercised at the- 
time of post audit. "s there is no separate Rule 
regarding the checks to be made at the time of 



- 578 - 


pre-audit, Recounts Department has been applying 
this very rule, with varying degrees of rigidity, 
before giving financial concurrence; and necessarily 
there is delay in doing so because of the numerous 
details required to be scrutinised in each case. 

(Btra 3112) 

434•' X, therefore, recommend that there should 
be a separate rule for pre-audit of claim cases. 

This new Rule should simply require the Accounts 
Officer to see before giving financial concurrence 
that (a) the claim is one for payment, and (b) the 

*1 

amount proposed to be paid has been correctly arriv 
-ed at. It should also be clarified that the exist 
-ing Rule 2248A-II applies only to post audit, (Para 3112) 

CHAPTER 32 — Procedure for Payment 

435. $vAn after the sanction of the amount by. the 

competent authority, inordinate delays take place in 
arranging a'ctual payment - in issue of pay orders as 
well as cheques, ’ (Para 3201) 

436. The railways should issue station pay orders 
upto fc. 1,000/- on selected and specified stations 
and upto Rs, 500/- on all other stations. (Para 3205) 

437. -On most railways, there are delays in the 
preparation and dispatch of Pay Orders. Railways should 
take steps to ensure that station pay orders as well as 
accounts pay orders are despatched within 5 days of the 
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date of sanction. The Committee is of the.view that 
decentralisation of pay order section would obviate 
unnecessary transfer of files, enable better super¬ 
vision and expedite preparation of pay ordexsf^Para 3206) 

438. The tendency to accumulate cases for disposal 

at the end of each month resulting in bunching of 
work in pay order and despatch sections should be. 
avoided by evenly spacing out the work of out-door 
staff throughout the month, (Para 3207) 

439. The practice either to back-date the nay 

order or to count the date of sanction and not the 
date of pay order as the date of disposal to show 
better statistics is deprecated. Falsification of 
figures should not be permitted under any circums¬ 
tances, (Para 3208) 

440. To obviate back references for issue of fresh 

pay orders involving unnecessary additional work and 
harassment to claimants, the currency of station pay 
order should be three months. (Para 3209) 

441. The arrangement for issue of cheques should 
be streamlined. The railways may examine the sugges¬ 
tions of dispensing with issue of accounts pay orders, 
issue of cheque at the same time when the Accounts 
concurrence is given and authorising Commercial officers 
to issue cheques on behalf of the F.A. & C.A.0,(Para 3210) 

442. Regardless of the amount, payment may be made 
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by cheque to those who specially ask for it or reside 
at a station other than the destination station of 
the consignment in question. (Para 5211) 

445 ! . Delays in despatch of cheques or pay orders 
by registered nost should be eliminated by making 
suitable arrangements with the Post Offices.(P*»ra 5212) 

444. To avoid unnecessary clerical work, pay 

order and pay order advice (sent to the claimants) 
can be combined as is done in the case of railway 
receipts and invoicesi (Para. 5213) 

445. All pay orders sent to the Chief Accounts 
Officer on any one day should be forwarded under a 
single covering letter and not under a separate 
covering letter for each, as is the practice on 

some railways. (Para. 5214) 

446. On VT estem Railway, the station is required 

first to acknowledge receipt of pay order and then 
to intimate the fact of encashment to the claims 
office. This procedure is unnecessaxy and may be 
discontinued. (para 3215) 

447. On Bwae Rail ways each P»y Order Clerk pre¬ 

pares 15 Pay Orders daily. The out-put of Pay Order 
Clerks on North©?, stem Railway and Northeast 

Frontier Railway should be brought at par with South 
Central, Central and Western Railways where each Pa;y 
Order Clerk prenares °5 to 30 Pay Orders daily. (Para 3216) 
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448. Whenever the amount raid is less than the 
amount claimed, the covering letter should contain 

a brief explanation as to how the payable amount has 
been arrived at. (Para 317) 

449. To curtail the work-load involved in writing 

as well as in adding of amount paid, the total amount 
of compensation paid should be rounded off to the 
nearest rupee. (Para 3218) 

450. Claims of higher valuation need close 

scrutiny by senior, experienced and more mature 
officers. At the moment such attention is largely 
lacking on most of the railways and the inevitable 
result is slipshod disposal of claims and neglect 
of preventive effort. It is a well known principle 
of administration that responsibilities should be 
commensurate with status and pay and what claims 
offices need now is not further enhancement of the 
powers of A.C.Os and S.C.Os but the posting of 
additional officers of senior and administrative 
rank according to requirements. (Para 3221) 

451. The decision taken by the Food Corporation 

of India not to prefer claims of less than Rs. 10/- 

is a wise step and other large customers should be 

■nersuaded to do likewise. (Para 3223) 

CHAPTER 33 - Strengthening of the 

Claims Settlement 
Organization of Eastern 
Railway 

452. * A study of the claims compensation on 
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eastern Railway revealed that that railway.needed 
immediate assistance in order t© cope with the 
increasing intake and arrears of claims* An interim 
special report was, therefore* sent to the Railway 
Board on 20.11.’69 for strengthening the claims 
settlement organization of Eastern Railway which has 
since been partially accepted* (Paras 3301 to 3314 

CHAPTER 34 - Repudiation of Claims 

453* Normally one would expect that after assump 

-tion of common carrier liability railways would be 

admitting a larger proportion of the claims, but 

statistics do not show that this is so. (Paras 3402 

and 3403) 

454. It has been stressed in several of the 
memoranda received by the Committee that the policies 
followed by Claims Offices in dealing with claims 
are not in conformity with the law and many of the 
repudiations are unjustified, I have found, after 
studying a number of claims files on railways, that 
this complaint is not without some justification. 

(Para 3403) 

455. Non-complianoe with paeking conditions doos 

not protect the railway against pilferage (as dist¬ 
inct from wastage), and yet several claims of this 
nature sre rejected on that plea. (Para 3404) 

456. Even when the Railway Receipt bears remarks 
that dunnage bags have bee» provided, some claims 
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for pilferage through flapdoer crevices are reject 

« 

-ed #n the plea that "bags were not found at the 
destination station (wagon having passed tranship¬ 
ment point) fcr the dunnage hags were of sub¬ 
standard size. • (Para 3404) 

457> Number of claims for damage by wet were 
repudiated by railways on the plea, of non-provision 
of dunnage. (Para 3404) 

458. There is also a complaint that claims have 

been repudiated on ground of non-provision of 
dunnage, though shortage was found in the middle of 
the wagon. (Para 3405) 

459. Repudiation of claims on the ground of non 

-provision of dunnage bags or provision of sub¬ 
standard dunnage bags is being indiscriminately 
resorted to by the Southern Railway and it was 
noticed that the repudiated cases, when taken to 
court, are compromised and paid. This is not a 
healthy practice "as it gives rise to the widespread 
feeling that railway claims offices do the right 
thing only under extreme pressure. (Para 3406) 

460. Even when the liability of the railways was 
that of a bailee, they had to bear responsibility for 
theft and loss of entire packages from open wagon. 
Under Section 75A of the Railways Act, railways' 
responsibility has in no way diminished and the 
railways are responsible for theft and less from 
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open wagons even when open wagons are used at 
sender’s'own request* But there is a complaint that 
claims are being repudiated on ground of shortage 
found from open wagons i (Para 3407) 

461* One complaint made by many public bodies is 
that railway staff posted in Private Sidings and 
sometimes even those working at railway stations do 
not count the number of packages/bags and make such 
remarks on the railway reoeipts as 'Loading and 
unloading by owner*> ’Loading not supervised by 

railway staff', 'one wagon said to contain . 

bags'. Such remarks are prejudicial to the interests 
Of the owners of the goods, especially the consignees 
who when they pay for a railway receipt do not know 
what remarks it bears. (Para 3408) 

462. It should be made clear to staff that even 

though a consignment is required t<* be loaded or 
unloaded by owners, still railway staff are respon¬ 
sible for. supervising the loading and unloading 
operations. (Para 3408) 

463. I consider that in the ease of 'said to 
contain' railway receipts, if a consignment is tran¬ 
shipped en route from a wagon with forwarding station 
seals intact, enquiries at the transhipment point V 
should be made. The owners wotfld be responsible for 
the number of bags found short at the transhipment 
point and railways would be responsible for any 
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further shortage found at destination. Railway 
Board should issue an authoritative ruling on this 
point for the guidance of railways aa» 6 o how such 
claims are to be disposed of* (Para 3409) 

CHAPTER 35 - Statistical disposal 

and Re-ofttningof 

464. If there is any delay on the part of the 
claimant in furnishing material information or 
documents, such as original railway receipt, Beejuck, 
letter of authority, eto., the claims are statisti¬ 
cally closed till the receipt of such documents. 

This type of disposal has been permitted by the 
Railway Board under certain specified conditions. 

(Para 3.501) 

465. This Committee found that on Central, 

Eastern, South Central and South Eastern Railways, 
number of claims closed due to non-receipt of 
documents from the parties as compared to the total 
disposal is very high. (Para 3502) 

466. It was also observed that in several eases, 
railways ;,are not fully following Board’s orders of 
serving two registered notices to the claimants. 

(Para 3502) 

467. In some claims, the railways-close the 
cases simultaneously with the writing of a letter 
to the claimant calling for certain documents but 



the claimant is not advised that the case had been 
closed. Nor are such letters always sent "by regis¬ 
tered post. XPara 3502) 

468. The Committee also observed that once a claim 

is treated as statistically closed, the actual settle 
-ment of that case even after receipt of requisite 
documents, is delayed for months and on one Railway 
for years* (Para 3503) 

469. I recommend that the claims office must wait 

for at least two months from the date of the first 
letter calling for documents before closing the case, 
and that the party must invariably be hdvised about 
such closing, (Para 3504) 

470. Cases which are statistically closed, pend¬ 
ing receipt of requisite documents from the claimants, 
should continue to be kept with the Dealing clerk and 
should not be sent to the Record section so that 
letters received from the claimants may be quickly 
attached to the file and dealt with further.(Para 3505) 

471. Statistics of disposal should separately 
indicate the number of cases closed on account of 
delay in receipt of documents from the claimants; 
large incidence of this type of di^ppsal should be a 
matter for the management to investigate., (Para 3506) 

472. Efforts should be made to educate the people 

as to what documents should accomnany the claim 
application. (Para 3507) 



- 587 - 


475. Printed standardised application forms 
indicating all requisite entries should be made 
available at every station to be handed over to the 
merchants at the time of granting open/assessment 
delivery. (Para 5507) 

474. By stricter supervision over the work of 

receipt of letters and attaching thereof to the 
files in the claims offices, a sense of trust should 
be cultivated in the minds of the claimants that 
their documents will be properly linked in the 
claims offices and the original documents would be 
returned, if the claimant needs them for other 
purposes, (Para 3508) 

475. There should be no hesitation in re-opening 

and paying a claim if it is found on review or 
appeal that the same had been earlier repudiated on 
insufficient grounds. What is undesirable is the 
repudiation of or closing of cases merely to 
complete the fixed quota or just to get rid of a 
file. Unfortunately this has become quite a common 
practice. (Para 3510) 

476. According to the Statistical Manual, the 
time taken for the disposal of a reopened case 
should be reckoned from the date of receipt of the 
communication which caused reconsideration leading 
to amendment of the previous decision. But in 
pradtice, the average time far disposal of reopened 
cases is counted from the day of- order of reopening 
and is generally taken as one day only. (Para 3511) 

477. Statistics of reopened cases should be 
compiled strictly according to the instructions. 
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CHAPTER 36 - Time Limit for Settlement 

478. One of the pressing demands of the Chambers 

of Commerce as well as individual members of public 

is that there should be a time limit for verification 

of facts and settlement of a claim by the Railway - 

in the same way as there is a time limit of six months 

for lodging a claim. 

479* The Railway Board have constantly stressed 

the need for expeditious disposal of claims, and 

have also prescribed average time limits within which 

claims should be disposed of. The overall average 

time for disposal of a claim laid down by the Board 
% 

is 30 days. The Railways have also been told that 
no claim should remain outstanding for more than one 
year and six months old cases should not exceed 50 
on each Railway. But these targets are nowhere 
being observed. (Paras 3601 - 3605) 

480. As the number of claims has increased,the 
arrears of pending claims - specially old cases - 
have been mounting up. Obviously there is need for 
taking effective measures to speed up the settlement 
of claims - inspite of the erroneous belief held in 
some quarters that the faster the claims are settled, 
the more will they increase, (Para 3606) 

CHAPTER 37 - Quantum of Compensation 

481 . The High Courts have generally taken the 
view that the claimant is entitled to the market 



- 589 - 


price of tfce goods prevalent at the destination 
station at the time when the goods were damaged or 
should have reasonably reached the destination. This 
view has been accepted by the Supreme Court as a 
settled law. (Paras 3701 - 3703) 

482 . In olaims offices, the general practice at 
present is that if a claim is preferred by the consignee, 
payment is made at the price of the sender’s Sale 
Invoice (Beejuck) and if the claim is preferred by 

the Sender, payment is made at 5 to 10 per cent less 
than the Beejuck price. When Beejuck is not available 
or goods are known to be despatched for sale on 
commission basis, compensation is allowed on the basis 
of market value, deducting 10 to 15 par cent toward 
the element of profit. (Para 3704) 

483. This practice of settling compensation claims 
at Beejuck value only and sometimes even less than 
the Beejuek value has been the subjeot matter of 

•w -a 

criticism by a large number of claimants and it has 
been represented that the person who orders his goods 
from the suppliers obviously gets his capital locked 
up and expects to make a reasonable profit in the 
transaction of sale of his goods and, therefore, 
payment of compensation at Beejuck value is causing 
hardship to the trade and is not in accordance with 
the law. It has also been represented that the 
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Railwayd policy of settlement of compensation claims 
has forced the mercantile community either to seek 
the assistance of a court of law or to look for 
alternative modes of transport* (Para 5705) 

484. "The Committee recommends that it should be 
made clear to all Claims Officers that to repudiate 
a claim which is actually fit for payment or to jay 
Rs,9/- where Es.10/- is due is not prevention of claim 
but only harassment of the public* Claim prevention 
requires that a claim should not arise; in other words, 
that the goods should be delivered to the consignee in 
a safe and sound condition. But when damage has 
occurred and a claim' has arisen, the compensation paid 
should be such as would be considered fair and 
reasonable by any disinterested observer; it should 

be neither more nor less than the due amount.(Para 3710) 

485. After considering all the aspects of the 
problem, the Committee recommends that the following 
principles may be laid down for the guidance of claims 
officers for determining the quantum of compensation - 
(1) If the claim is preferred by the sender (who holds 
the title) or any of his agents, compensation should 
be paid at the market price of the forwarding station 
at the time of booking which will be reflected in the 
sale-invoice or Beejuck, i.e. replacement cost at the 
forwarding station. Freight paid should be added. 
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(2) If the claim is preferred by the consignee, 
compensation should be paid at the whole^-sale market 
price prevailing at the destination station at the 
time when the damage occurred or when the consignment 
ought to have reached the destination, i.e. replace¬ 
ment price at the destination station on the probable 
date of delivery. "To Pay" freight, if not already 
paid, should be deducted if compensation is allowed 
at the destination selling rate. (3) If the claimant 
is not a trader but a consumer, compensation should 
be paid at the price at which goods were purchased, 
i.e., Purchase price plus proportionate freight, if 
already paid by the claimant. In any case, the 
quantum of compensation should not exceed the value 
of the goods at the destination station market rate. 

486. Item 6 of Para 2248 of Accounts Code Part II 

% » 

should be amended. (Para 3711) 

CHAPTER 38 - Inter Railway Liability 

1 . ' . ' i 

487. A study of files and discussions with the 
claims officers of the zonal Railways have convinced 
the Committee that the fixation of inter-railway 
liability is a time consuming.and largely fruitless 
process and the notices exchanged between the zonal 
railways do not lead to any positive preventive 
action in most of the cases. (Para 3802) 

488. The fixation'of inter-railway liability was 
a matter of necessity when different railways were 
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owned by different agencies. With the major railways 
all coming under state ownership, this aspect has 
lost all practical utility and its main purpose is 
the maintenance of a separate account for each 
railway. (Para 3803) , 

489. Per making minor adjustments of this nature 
in eaoh Hallway’s accounts, it is not necessary to 
fix inter-railway liability in each individual case. 
This can be done by some ad hoc formula based on 
past experience or on study of sample cases or any 
other suitable method. (Para 3804) 

490. Under the present system claims on through 
traffic which accounts for 86 per cent of the amount 
of compensation paid not only take longer to settle 
but also receive less attention from the preventive 
angle. While in the case of local claims, Railways 
do sometimes try to locate the loss, fix staff 
responsibility and take remedial measures, in the 
case of claims on through traffic, the anxiety for 
strict compliance with Conference Rules tends to throw 
all preventive action into the background.(Para 3806) 

491. The man-power now employed in apportioning 
inter-railway liability on claims is costing the 
Railways fe,36 lakhs. But most of the work done in 
this connection is purely of a routine nature* and 
confined to opening of cases, writing of letters to 
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the stations, transhipment points and inter-ehange 
points lor furnishing the particulars of transit 
and closing of the files on receipt of payment advice 
received from the settling Railway.(Paras 3807-3810) 

492. An increasing number of claims on inter¬ 
changed traffic are being paid under ’Suspense* 
head, as increase in claims has put the machinery 
for fixing inter-railway liability completely out 
of gear. (Para 3811) 

493. Technical sharing of liability among the 
Government Railways is doing more harm than good, 
therefore, recommend that- the present system of 
fixing inter-railway liability as between Government 
railways should be abolished* (Para 3813) 

494. Abolition of inter-railway liability would 
result in abolition of Outward and Cross sections, 
substantial reduction in the clerical work of the 
dealing and despatch sections of inward claims 
sections, curtailment of clerical work of the accounts 
sections as a result of a large reduction in the number 
of transfer certificates and bills, and above all, 
expedite settlement of claims. (Para 3814) 

495. The staff withdrawn from this work would be 
utilised more profitably on settlement and preven¬ 
tion work. But eventually when the prevention 
drive has got into a stride, I do expect that 
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clerical work in claims offices would be reduced and 
some clerks' posts would become surplus. (Para 3815) 

496. Experience has shown that railways do not 
give proper attention to their outward and cross 
traffic claims. It is, therefore, necessary that the 
paying railway, whioh is usually the destination 
railway, should be made entirely responsible for the 
efficient handling of all claims on through traffic. 
Por this purpose all railways should regard themselves 
not as separate entities but as zones of one big 
railway system. The settling railway should deal 
with through claims just like its own local claims. 
(Para 3816) 

497. Apart from taking up individual oases for 
investigation/fixation of staff responsibility, the 
paying railway should also have a regular system of 
analysing the claims paid on through traffic, to 
pinpoint not only the commodities affected and 
causes of claims but also the places where thefts 
are occurring or the working is irregular, negligent 
or deficient. This analysis, supported by facts and 
figures, should be forwarded to the Chief Commercial 
Superintendents of sister railways for remedial 
actions; (Para 3817) 





CHAPTER 39 - Demand ior change in system 

4-98. The dis-satisfaction voiced in the memoranda 

sent to the Committee has expressed itself in a 
general demand for a change in the present system and 
for this purpose the following concrete proposals 
have been made by various Chambers of Commerce and 
other railway users - (1) that railways should hold 
periodical meetings with their larger customers like 
Steel Plants, Pood Corporation of India, Tea 
Association , Oil Companies, etc. to discuss problems 
relating to claims; (2) that Claims work should be 
decentralised; (3) that the system of mobile claims 
offices should be adopted more extensively; ( 4 ) that 
instead of litigation railways should permit joint 
arbitration by railway officers and representatives 
of the larger concerns; and (5) that Claims Tribunals 
should be established on the same lines as there are 
tribunals for suits under the Motor Vehicle Acts. 

(Para 3901) 

499. Periodical meetings with the bigger under¬ 
takings, Chambers of Commerce, State Governments 
w iH certainly be useful not only for more expeditious 
settlement of claims but also in clearing doubts and 
misunderstandings. Such meetings should be held 
quarterly or six-monthly, as a regular measure. At 
such meetings railways should not merely acquaint 
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themselvea with the complaints and suggestions of 
their major constituents hut also seek their 
co-operation in regard to various measures of claims 
prevention* (Para 3902) 

500# The Committee feels that to start with it 
will he useful to delegate powers to settle claims 
upto a specified amount to the Area Superintendents, 
Divisional/Assistant Commercial Superintendents in 
the Divisions, in respect of claims pertaining to 
their Headquarter stations. Each Railway may take 
such action as it deems fit, keeping in view the 
special requirements of its own system.(Paras 3903 
to 3910) 

501. It is necessary to add that a large number 
of public bodies and rail users, and one retired 
Chairman of the Railway Board, have stressed the 
need for divisionalisation of claims work. This 
demand largely voices their feeling of dis-satisfaction 
with,the way claims are generally handled and is based 
on tfrie hope that a change in the system would somehow 
remove the present difficulties. (Para 3911) 

502, After, an exhaustive study of the problem of 
claims, I have come to the conclusion that the present 
difficulties arise not because there is over¬ 
centralisation but because the Commercial department 
of railways is very weak. In the circumstances mere 



decentralisation of claims work will only transfer 
the problems from Claims Offices to Divisions without 
effecting any genuine improvement* What the railways 
need is a strong and efficient Commercial organisation 
at stations, on the Divisions and in Claims Offices so 
that both prevention and settlement of claimfs may 
receive due attention. (Para 3912) 

503. I am confident that if my reaommendations 
are fully implemented, including a measure of 
delegation to Divisions, Area Superintendents and 
large stations, Railways will be well set to dispose 
of claims in a business like way and to retrieve both 
public goodwill and a good deal of the high rated 
traffic lost to road transport, (Para 3912) 

504* The Committee commends the scheme of Mobile 
Claims Office introduced on South Central Railway 
for adoption by all the zonal railways with such 
modifications and refinements as they may deem fit. 
(Paras 3913 to 3916) 

505. Station Masters of certain important stations 
and Commercial/Claims Inspectors were authorised to 
settle claims upto Rs.50/- in 1948. This limit was 
enhanced to Es.100/- in 1958* (Para 3919) 

506. The Committee has found that claims upto 
Ks, 100/- continue to be dealt with in the Claims 
Offices in large numbers, because (i) Station 
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Mas ters/lnspeotors are generally reluctant to 
exercise their powers; (ii) Small claims are mostly 
either on perishable consignments which Station 
Masters/inspectors are barred from settling under 
Clause (ii) and (iv) of Rule 2149 of the Commercial 
Manual or on bagged consignments (Pilferage) with 
remarks of 'Packing condition not complied with' 
which Station Masters/Inspectors are not empowered 
to settle under Clause (v) of the Rule ibid; and 
(iii) Claims upto Rs.100/- are to be preferred either 
to the C.C.S. or to the Station Master depending on 
the conditions of booking. As the claimants find 
it difficult to decide the authority to whom claim 
is to be lodged, to be on the safe side, they 
generally send their claims to the C.C.S.(Para 3920) 

507. I have examined these aspects and recommend 
that the powers of Station Masters/inspectors 
should be unfettered within the pecuniary limit of 
RsklOO/- and the prohibitory clauses (ii) to (v) of 
Rule 2149 of the Commercial Manual should be 
deleted. (Para 3921). 

508. The demand for arbitration or claims tribunal 
has arisen,in my opinion, largely out of a feeling 

of frustration and desperation. There is no reason 
why the railways themselves should not do what the 
public expect to get through arbitration or claims 
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tribunals. If the railways make their Commercial 

department in general and the Claims Offices in 

particular, strong and efficient, the safety of 

goods can certainly he improved, the rising trend in 

claims can he controlled, their settlement can he 

made prompt and businesslike, and public confidence 

can be restored. (Para 3929) 

CHAPTER 40 - Port Railways 

509. Claims cannot be settled by Eastern and 

Calcutta Port Commissioners 
South Eastern Railways on behalf of/ without 

specific written authority of the Traffic Manager 

of the C.P.C., even though their liability is 

correctly established according to the Conference 

Rules. Such written consents are not received even 

after prolonged correspondence. According to the 

Agreement, if the authority to pay is not received 

within a month from the receipt of the Missing Goods 

Report, the C.P.C. Railway may be called upon to 

arrange settlement in direct communication with the 

claimant. If this method is adopted, claimants will 

be put to great inconvenience. It has not been 

possible to act according to these terms and as a 

result on the Eastern Railway alone a huge amount to 

the tune of 8s.34,80,000/- was outstanding on 30-9-'69 

against C.P.C. Railway. (Para 4002) 



600 - 


510, There is a chronic problem of delays in 
submission of Missing Goods Reports by the C.P.C. 
Railway resulting in wastage of outdoor staff for ' 
chasing them and abnormal delays in disposal of 
claims. (Para 4004) 

51T. Not only the contiguous Railways (Eastern 

and South Eastern) but also other zonal Railways are 
facing difficulties in settlement of claims on outward 
traffic of C.P.C. Railway. (Para 4005) 

512. The Committee has been informed that there 
are chronic delays in issue of railway receipts by 
C.P.C. Railway stations, due to centralisation of 
documentation for all loading points at one place. 

This should not be allowed to continue.(Para 4007) 

513* In cases of consignments of imported 
machinery which arrived at destination stations in 
damaged condition survey reports were called for 
by the Northern Railway from "the C.P.C. Railway but 
the latter refused to supply the same*(Para 4008) 

514• Heavy thefts and pilferages are taking 
place in the port area. Kantapukur is the most 
favourite spot for pilferage of sugar and Tea Ware 
House for pilferage of tea. Special security and 
claims prevention measures are necessary, but Indian 
Government Railways have no control over this area, 
(Para 4010) 
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515. The marking of goods, particularly of 
machinery consignments booked by C.P.C. is not at 
all satisfactory. (Para 4012) 

516. Though a claim on through traffic is paid by 
Bombay Port Trust Railway, the entire amount is 
debited to Central Railway who has to fix inter¬ 
railway liability by further correspondence. It 
apparently causes duplication of work.(Para 4013) 

517. It may be mentioned that Port Railways are 
also members of the Indian Railways Conference 
Association. One would expect the zonal Railways to 
take full advantage of this position by referring 
their disputed claims to the Commercial Committee. 
(Para 4014) 

518. The ideal solution would be for the contiguous 
Government Railways to take over the working of the 

,railway in the Ports which have very small rail 
, kilometrage and cannot by themselves provide the 
expert and high level supervision which prevails on 
the Indian Government Railways. While railways may 
not be able to take any initiative in this matter, 

, it is obviously necessary for them to have a close 
look at the arrangements in vogue on Calcutta, Madras 
and Bombay Port Trust Railways and to take suitable 
steps to protect their own interests in connection 
with the traffic coming from or booked to these 
Ports. (Para 4015) 
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CHAPTER 41 - Public Co-operation 

519. Both prevention and settlement of claims 
are dependent on public co-operation. Therefore, 
the Railway administration must communicate again 
and again to the public - its customers through 
the medium of newspapers, bulletins, pamphlets, 
posters, seminars and meetings - 

(1) How they can help in prevention of 
loss and damage to consignments? 

(2) What information and what documents 
are necessary to be sent with the 
claim application? 

(3) In what way the claimants can help 
the administration in expeditious and 
fair settlement of claims? 

(4) Under what circumstances the railway 
administration is not liable for loss 
and damage and the rationale behind 
these protective provisions? 

(5) Pacts and figures of what the railway 
is doing in the direction of 
prevention and expeditious disposal 
of claims, so that the good work done 

r- 

by the administration does not remain 
unknown and unrecognised. (Paras 4101 
and 4102) 
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520. Every officer in the Commercial Department 
must cultivate the aptitude of a public relations 
officer and devote some time and energy to this 
aspect of work. The administration must recognise 
this role of Commercial Officers and see that they 
are fully equipped for it. (Para 4103) 

CHAPTER 42 - Prevention of Litigation 
521* More than 17,000 suits are filed per 
annum - against the railway by its customers, and 
what is even more telling, against the State by 
its subjects* (Para 4201) 

522* In 97 out of 100 cases, the decisions of 
railway officers are accepted by claimants. This 
indeed is not.a mean achievement. But handling of 
17,000 new suits per annum, which keep on 
accumulating as disposal by courts cannot keep 
pace with the institution, is a gigantic task. 
Efficient conducting of such a large number of 
suits in the various courts spread all over the 
country requires man-power totally incommensurate 
with the financial gains expected. (Para 4204) 

523. The total cost incurred by railways on 
litigation includes (i) costs awarded to the 
plaintiff in suits decreed or compromised, i.e., 
court-fee paid in the court and plaintiffs* 
lawyer’s fee; (ii) fees paid to railway lawyers^ 
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(iii) miscellaneous expenses such as stamps on 
applications., adjournment costs, etcj (iv) cost of 
staff engaged in court section and (v) cost of 
adducing evidence ,in the court* The total direct 
cost of litigation regarding compensation claims 
on Indian Railways may be placed at Rs*50 lakhs 
per annum* With 14,127 suits disposed of in 
1968-69, the average cost of litigation per suit 
comes to Rs.350/-, The average value of a suit 
comes to Rs.680/-. These statistics disclose that 
when a claim is paid after a legal suit, Railways 
have'to pay about 50 per cent over and above the 
original value of claims as litigation expenses* 
(Paras 4207-4213) 

524* More than 60 per cent of all the suits 
are compromised* On Central Railway, the percentage 
of suits compromised to total disposed of was as 
high as 86 per cent in 1968-69. These figures of 

,t . ■■ J 

compromised suits, represent unwarranted and 
unnecessary litigation, which deserves serious 
notice by the top management. Railways must have 
a machinery to ensure that those claims which are 
admittedly not good for contest are not allowed 
to be taken to court* (Paras 4214-4216) 

525, Another striking feature is that a 
large number of suits are for petty amounts. 
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More than 5000 suits filed every year are for 
recovery of Rs.200 or less, whereas the average 
litigation cost per suit is Rs,350/-* Legal 
battles for such small claims can neither benefit 
the claimant nor the Railway. (Para 4220) 

526, Claims of petty amounts should not be 
allowed to go to the court, unless some important 
general principle is involved and the legal 
stand of the railways is very strong. (Para 4220) 

CHAPTER 43 - Causes of Suits 

527. Incidence of suits for want of decision 
is very high on the North Eastern, Northeast 
Frontier and South Central Railways. Incidence 
of suits on the allegation of short-payment is 
very high on the Central and Northern. Railways, 
Incidence on account of repudiation at claim 
stage is very high on the Western, Eastern, 
Southern, South Eastern and Northeast Frontier 
Railways. Northern, Eastern, Central, South 
Eastern and Northeast Frontier Railways should 
also further analyse as to how suits shown under 
’others* were caused, as ‘this is sure to unfold 
some incorrect or irregular method of working 

or counting. (Para 4301) 

528. it is necessary 1 to draw special attention 

to a prolific but avoidable source of litigation* 
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namely the tendency on the part of some claims 
offices to stick to old policies in spite of 
adverse decisions in courts, (Para 4303) 

529# Railways should have a regular system of 
scrutinising all adverse judgments of courts«(Para 4307) 
530, When the rulings given by courts are 
found to be just and reasonable, officers should 
be given strict instructions to follow them in 
all subsequent cases so as to prevent unnecessary 
litigation. (Para 4307) 

531• It is not a wise policy to force 
claimants to go to court in order to get the 
benefit of court rulings. (Para 4307) 

CHAPTER 44 - Results of contested suits 
532o 52 to 54 per cent of contested suits are 

lost by the railway. The majority of cases are 
lost either due to decision to contest being wrong 
or due to failure in adducing the evidence, 

(Para 4402) 

533, There are also some suits which are 
contested only on the ground of quantum of 
compensation and decreed after substantial 
reduction in the amount claimed. It is much 
better for railways to arrive at such settlements 
through their own agency rather thin through 
courts of law. (Para 4403) 
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CHAPTiJR 45 - Technical Plea s* 

554.* Among the suits dismissed, a sizeable number 
are won on technical grounds*. A sample study on 
all the zonal railways revealed that 40 per cent 
were won on technical grounds and 60 per cent were 
won on merits* This shows that mere fact of 
dismissal of suit should not make the administra¬ 
tion complacent* (Para 450-f) 

535* My opinion is that the railway administra¬ 
tion, as a limb of the Government of India, and as 
the largest public undertaking in the country should 
conform to the highest standards of business 
morality and should admit all just and valid claims® 

I have no objection, if technical pleas are also 
taken when claims are otherwise fit for repudiation 
on merits® But it does not serve the larger 
interests of the administration, not even in its 
capacity as a commercial concern, to take the help 
of technical pleas to defeat rightful claims* The 
Railways are now facing keen competition from road 
transport and if they are serious about promotion 
of their sales, they can ill afford to displease 
their customers by legal quibblings* {Para 4505) 
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CHAPTER 46 - Prevent!.re Measures. 

536. The present annual figure of about 

17,000 new suits can easily be brought down to 
4000 or & the most 5000 if railways have a strong 
and efficient organization for the settlement of 
claims. 

537* When the number of suits is brought 

down to this figure, the expenses would be reduced 
by at least %20 lakhs per annum and the Court 
sections of railways will be able to give individual 
attention to the suits and contest them success¬ 
fully . (P ar a 4 602 ) 

550. Claims offices should be made thoroughly 

familiar with the Railway r s liability under the 
amended Act. They should follow a fair and 
equitable policy of payment. They should not only 
be just and fair in their disposal of claims but 
must also build up a reputation of being so* Only 
in this way can they inspire public confidence. 

569. It should be remembered that to repudiate 

a claim which is fit for payment or to pay less 
than the amount due under the law, is not claim 
prevention; it is only harassment of the public 
which must have undesirable repercussions sooner 
or later. (Para 4605) 



54 0. At present officers are only concerned 

that there should be no unjustified or excess 
payment but it is nc worry to them if some one is 
deprived of his just dues. Very often cases are 
marked closed only to meet the requirements of 
statistics or repudiated without any justification. 
To stop such practices it is necessary to make 
officers accountable for wrong repudiations and 
short payments. Senior officers should also be 
made alive to their responsibility to see that the 
officers under them decide claims in a just and 
reasonable manner, (Para 4607) 

541, Even when the claims are rejected on 
sufficient grounds, letters of repudiation sent 
to the claimants should be made as convincing as 
possible by giving full facts and points of law. 
This would minimise the chances of the claimants 
going to court, (Para 4608) 

542, The railways on which institution of 
suits for want of decision and for short-payment 
is very high, should make detailed investigations 
to find out why the position on their systems is 
worse than on other railways and tighten up their 
weak links. (Para 4609) 
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S3- In all olaims offices there should be a 
proper system of dealing with reminder’s and 
appeals,, Some senior person or pa* sons should be 
detailed to keep a epec&al watch on them and ensure 
that they receive prompt attention and are not lost 
sight of* Effective arrangements to call for and 
review each case on receipt of a reminder or appeal 
would go a long way to prevent unnecessary litiga¬ 
tion. (Para 4611) 

544» Appeals against wrong repudiation or short 
payment should not be allowed to be disposed of by 
the officer who passed the original order, as is 
the practice on some railways, but should be put 
up to a higher officer who should use his 
independent and unbiased judgement to decide the 
appeal. ( Para 4612) 

545. It is essential that all cases are 
thoroughly and critically reviewed on receipt of 
a notice of suit under section 80 CPC. Railways 
may consider the establishment of a special section 
in their claims offices to deal with all notices 
of suit. Its main functions would be as detailed 
in the report. (Paras 4 613 and 4614). 




611 


54 6, On one Railway it was noticed that 

delays take place in sending notices of suit from 
the office of the General Manager to the claims 
offices,, This needs to be watched* (Para 4615) 
54Decision whether to admit a claim or to 
contest it in a court should be taken on receipt 
of suit notice under section 80 CPC and not after 
institution of a suit. (Para 4616) 

548- The decision to contest a suit should 

not be allowed to be taken by ACOs or SCOs as at 
present but should be taken only by Dy. CCS or CCS, 
The time spent by an administrative officer at 
this stage will pay rich dividends as it will 
reduce unnecessary work later on, avoid 
irrelevant and untenable pleas and make the 
defence more precise, meaningful and 

effective* (Para. 4617) 

CHAPTER 47 - Pleadings and Evidence* 

549. The main causes of adverse decision, 

even when the railway has a good case, are - 
(i) delay in completion of enquiries resulting 
in delay in the submis siort of the written 
statement; (ii) delay in filing documentary 
evidence, (iii) non-attendance of witnesses; 
and (iv) improper pleadings. (Para 4701) 
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550. Railways generally take a number of 
adjournments before filing the written statement* 
!^/hen the court refuses tb grant further adjourn¬ 
ments even on the payment of costs to the 
opposite party, the Railway Advocate 
is instructed to file a provisional \vritten state¬ 
ment on general denial* (Pa r a 4704) 

551 • The system of obtaining repeated lengthy 

adjournments kr;d filing irrelevant written state- 

in 

ments on general denial is not^keeping with the 
prestige of an institution like Railway* Radical 
steps will have to be taken to stop these methods, 
as they have become almost customary* (Para 4706) 
552-9 The administration should ensure th a t 
necessary enquiries are completed in time and 
proper pleadings are framed after careful 
verification of the facts alleged in the plaint* 

It would be possible to do so, if the claims are 
thoroughly scrutinised and facts marshalled 
inmediately on receipt of the notice under 
section SO CPC, and the file is complete by the 
time of the receipt of the summons from the 
court* (Para 4706) 
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55% The officer who decides to contest a 

suit should be fully conscious of the expenditure 
and ^inconvenience involved in arranging evidence 
of staff from the forwarding transhipment, 
junction and destination stations* (Para 4707) 
554-. The terms and utility of section 139 

of the Indian Railways Act should be thoroughly 
explained to the station and office staff all 
over the railways so that they may learn how 
certified copies of relevant entries in railway 
record should be prepared, signed and sent* In 
many cases attendance of staff with original 
records can be obviated by invoking this 
provision. (Para 4709) 

555. As soon as a decision is taken to 

contest a suit, a list of evidence necessary 
for defence should be prepared and certified 
copies of the requisite documents should be 
called for from the stations concerned so that 
all material is kept regrly for framing the 
written statement* (Para 4711) 

556* A list of names of the witnesses along 

with the names and addresses of the supervisory 

officials under whom they work should be made 

% 

available to th$ Railway Lawyers and they 
should be authorised to intimate the date of 
hearing directly to the official incharge as 
well as the Divisional Commercial Superintendent 
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or Divisional Superintendent under whom such 
witnesses are working even on foreign railways«, 

There should be a direct channel of correspondence 
between the lawyers on one hand and the Divisional 
Superintendent/Divisional Commercial. Superintendent 
and the official in-charge of the witnesses. 

(Para 47t4) 

557' For journeys undertaken for giving evidence 
on behalf of the railway, free duty passes given 
to the staff should be of the next higher class 
than what he is generally entitled to* So also 
he should be paid daily allowance at the next 
higher rate than what he is generally entitled to* 
(Para 4714) 

55-s In sanctioning the strength of the 
relieving staff at the larger depots, particularly 
transhipment points and also of Claims or law 
Inspectors, man-days lost due to court attendance 
should also be taken into account* (Para 47l6) 

559-b Letters sent to Station Masters, Yard 
Masters, etc* for arranging witnesses should 
clearly spell out the facts required to be proved 
so that the right individual man can be sent with 
the right documents* Supervisory officials will 
also have to be told that it is their personal 
responsibility to relieve the correct person for 
attendance in court* (Para 4717) 
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56 0 * One Railway Advocate has mentioned that 

as the period of limitation for filing suits has 

been increased from one to three years f the 

difficulty of records not being available has been 

felt in certain r:- s : 1-^ is suggested that the 

period for which commercial records are required 

to be maintained by stations should be 

correspondingly increased* (Para 47l5) 

561, Copies of necessary commercial rules 

books should be supplied to all Railway Advocates* 
(Para 4719) 

CHAFTdR 45 - Jurisdiction 

566* One of the main reasons for contesting 
suits on inadequate grounds is non-receipt of 
instructions from sister Railways* A sample study 
indicated that about 2i per cent of the total 
number of suits have to be conducted by Railways 
other than those who disposed of the claims* 

These suits are generally neglected* (Para 4502) 
565* Railways may consider an amendment of 
Section SO of Indian Railways Act on the following 
lines:- 

(i) Suit for compensation can be filed either 
in a court having jurisdiction over the 
booking station or in a court having 
jurisdiction over 'the destination 
station; and 
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(ii) Suit for compensation should be filed 
against the Union of India which should 
be represented either by the General 
Manager of the booking railway, if the 
suit is filed in a court with jurisdic¬ 
tion over the booking station or by the 
General Manager of the destination 
Railway, if the suit is filed in a 
court having jurisdiction over the 
destination station* (Para 4306) 

564* In any case, it is necessary for all 

railways to look upon themselves as one entity and 
to conduct suits filed agaipst other railways with 
the same interest and care as suits filed against 
themselves* The railway where the trial court'’ is 
situated should handle all suits as its own, should 
be responsible for their success and should bear 
all costs*- The destination Railway should send its 
complete claim file to the Railway which is conduct¬ 
ing the suit instead of merely sending a letter of 
instructions, and the final decision to contest 
should be taken, by the conducting Railway • 

(Para 4307) 
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CHAPTER 49 - Satisfac tio n of degrees 

£ 65 * There shoul'd be no delay in satisfaction 

of decrees* The statistics of cases in which 
decrees remain outstanding at the end of each 
month are mostly incorrect* There are serious 
delays in satisfaction of decrees on some 
Railways* (Paras 490 1 , 4902, 4906) 

566# A Decree register should be maintained 

in the proforma given in the report for watching 
satisfaction of decrees* This register should 
be put up to Dy* Chief Commercial Superintendent/ 
Claims, periodically* (Paras 4903 and 4904) 

567. There have been some stray cases in the 

past where the courts ordered attachment of 
station property on account of non-satisfaction 
of decrees* Such cases get wide publicity and 
damage the reputation of the railways. Severe 
disciplinary action should be taken against the 
staff responsible for such serious delays* 

(Para 4907) 
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CHAPTER 50 - Railwa y; Ad vocates 

569* As Railway Advocates have to deal 

mainly with claims c&ses, it is only right that 
their selection and appointment are made by the 
Chief Commercial Superintendent in consultation 
with 'the Divisional Superintendent. The Railways 
which are following a different procedure should 
be advised to act on the principles already laid 
down by the Railway Board with which the Committee 
agrees* (Para 5003) 

569* Most Railways have an arrangement to 

watch the performance of individual lawyers* 

This should be done in a regular systematic 
manner and at least once every quarter 
Dyfc Chief Commercial Superintendent/chief 
Commercial Superintendent should go through the 
registers in which the proceedings of cases 
compromised, won and lost by each lawyer are 
recorded* If any lawyer*s performance is 
consistently below the mark, Chief Commercial 
Superintendent may terminate his services* 

(Paras 5004 and 5005) 

570* Railway lawyers are not employees of 

the Railways but their counsels and as such 
should be treated with greater dignity and 
respect; issue of written warning letters to 

them is not in keeping with the relationship 
of a litigant and his counsel* (Para 5005) 
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571 * The Railway standing counsels at 
places where there are more than 50 suits 
pending should particularly be lawyers of 
tested ability and integrity and their 
work should be carefully watched* The 
zonal Railways must also make suitable 
arrangement, such as posting of Lav/ 

Assistants at these places, for remaining 
in day to day touch with the Railway Advocates 
and doing all that a common litigant has 
to do in pursuing his own case • 

(Para 5006) 

572. The minimum fee for railway lawyers 
should be fixed at R%25/- per contested 
case and Rs.20/- per settled case. The fee 
of the clerk of the lawyer should be fixed 
at 10$ of the pleader»s fee subject to a 
minimum of Rs.5/- in contested cases, 

Rs*2/- in cases settled out of court and 
maximum of Rs.25/- per case. (Para 500&) 
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573# The Committee would stress the 

need for streamlining the procedure for 
passing hills of lawyers and suggest to the 
railways to work to the target of passing 
every bill within a month# A note indicating 
the reasons for deduction from the Bill, 
if any, should also be sent to the Advocate# 
(Para 50l2). 

574# The system of sending advance of 

fc.10/- or Rs#20/« for miscellaneous litigation 
expenses in each individual cash by a septate 
cheque may peifcaps be advantageously replaced 
by the system of keeping ja permanent imprest" 
oV advance of fixed amount with every lawyerj 
depending 0 ^:^. number of suits haiidled * ’• • 
by him* - Than© should be an arrangement for 
the automatic recoujauent of the imprest as 
' bills in individual cases are paid from time 
to time. This will not only ensure timely 
action on the part of Railway lawyers but 
will also reduce the clerical work# 

(Para 50l3) 



CHAPTER 51 



- Separation of Commercial Cadre 

575. During my tours on different railways, the 
one'thing that struck me most was the general feel¬ 
ing of frustration and inferiority that pervades all 
ranks of Commercial Officers ana staff. (Para 5101) 

576. Any Operating officer who is considered not 

' ; 4 

up to the mark is transferred to the Commercial 
department. This practice is so common that there 
seems to be a stigma attached to the entire 
Commercial department and any posting to the 
Commercial department is taken to imply condemnation. 
(Para 5.10151 - j yf :5;y-yyyi .yt, 

577. Ihr the joint;cadre oft Commerciallandc,; <• 
Operating Offioers^ean Operating; Officerncanlget 1- 
promotionuin the Commercial/ departments eyenv if.< hat ; 

AJhmTT"' . :S,. -f . ., 

has never workedi in theiCommercial department but ) 

: ■ ■ ■ -f. . . 

Commercial Off icejs are j hardly everspromotdd r to t t 
senior. posts.; inithe Operating department: .orstai 
general posts ; sdcbyae General Mariagersrior even;^ r 
Divisional Superintendents. /. Generally speaking, 
there is only.one way traffic between Operating and 
Commercial departments^ namely,tfrom tlje Operating. , 
to Commercial. ( Para 5102). r >. yy .y-i^ayy:. yyi y, jy jrc 
5?$ f M*f %a f ewayeara. experience's Operating 

off icers ; should be , given a thorough, grounding, ia i - 
the actual work done and : situations handled*, by ul .1 
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Operating officers in Divisions and at Headquarters. 

At such refresher oourses and seminars, lectures on 
the day to day duties of Operating officers of various 
levels should be delivered by senior and experienced 
officers* (Para 5104) 

579. The raising of a corps of able and dedicated 
officers is one of the major responsibilities of all 
administrators, and this is a matter to which railway 
administrations - particularly their Operating and 
Commercial departments .- .should give special 
attention. All officers should regard it as their 
inherent obligation to build up the requisite 
qualities among those working under them.(Para 5104) 

580. The atmosphere in the Operating department is 
predominantly one of insecurity and in the Commercial 
department one of frustration. So neither department 
can give of its best to the Railway. But the 

conditions in the Commercial department are simply 

% 

pathetic. Many distinguished Committees before me 
were well aware of this and strongly recommended the 
rehabilitation of the Commercial department.(Para 5106) 

581. I endorse the recommendation of the 
Administrative Reforms Commission that "the image of • 
the Commercial Department should ,be refurbished and 
due importance should be given to it.” Implementation 
of this recommendation would require, among other 



things, that some important functions connected with 
the sale of transport should he entrusted to the 
Commercial department, for example, allotment of wagons 
arranging of special trains, creation of additional 
capacity for clearance of parcels, running of Parcel 
vans, introduction of additional passenger trains or 
extension of existing trains, attachment of extra 
coaches to clear long waiting lists.(Paras 5111 and 
5112) 

582. In my considered opinion, if the rehabilita¬ 
tion of the Commercial department is still a dream 
despite the recommendations of so many important 
Committees in the past, it is largely because the 

if 

Commercial department is generally regarded as just 
an appendage to, or dumping ground for, the 
Operating department. If railways wish to maintain 
public goodwill as well as their own fair name, if 
they wish to get more traffic and earnings,‘they will 
have to be more customer oriented and more Commercial 
minded; and this will require a Commercial department 
strong and capable enough to manage the functions 
which properly belong to it. But this cannot be 
achieved until the present position is radically 
altered. I, therefore, strongly support the 
recommendation of the Administrative Reforms 
Commission that a separate cadre be constituted for 
the Commercial Department. (Para 5114) 
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583. Right from the leyel of Assistant Officers 
the working of the transportation and Coramrcial 
departments is completely separate . So there 
should be no difficulty in separating the cadres. 

(Para 5114) 

584. the separation of cadres will have to be 
effected even in Class XI. Some categories of 
Class III staff will be declared as purely transpor¬ 
tation and some as purely Commercial and they will 
be eligible for promotion only in their respective 
departments. Some other posts, for example, those 
of Station Masters, who do both transportation and 
Commercial work, will be eligible to be considered 
for promotion to Class II on both Commercial and 
Transportation sides. (Para 5116) 

CHAPTER 52 - Organisation to implement 

recomme ndati on's* 

585. Implementation of suggestions made in this 
report would require intensified supervision, 
constant chasing of station sthff and closer scrutiny 
of work. (Para 5201 ) 

586. As the claims started mounting dp, the claims 
Prevention Officers had to be deployed for settlement 
work and now they are Prevention Officers only in 
name. (Para 5203) 
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587. As a matter of fact, the very idea that a 
small organization attached to the Claims Office can 
effectively prevent claims on a railway is 
fundamentally wrong. Although the claims office is 
entrusted with the responsibility of settling claims 
and initiating preventive measures, it is well to 
remember that claims are not born in the claims 
office, but at stations, in yards and sheds. 

(Para 5204) 

588. Preventive work to be successful will have 
to be done on a railway wide scale, and for this 
purpose a suitable organization with adequate 
authority must exist on each Division as well as at 
the Railway headquarters. (Para 5205) 

589. With increased passenger, goods and parcels 
traffic and new types of problems coming up, the 
work load of Divisional Commercial Superintendents 
has increased several times during recent years. 

The strength of Commercial Officers on Divisions was 
fixed many years ago and has remained unchanged' in 
spite of the heavy increase in the volume and 
complexities of their work. (Para 5207) 

590. Having thoughtfully considered the matter and 
after discussing it in detail with Chief Commercial' 
Superintendents and a number of Divisional Supdts. 
and Commercial Officers in the Division, I recommend 
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the creation of (a) an additional post of Dy.D.S, 
(Com.) for ten of the most important and co mm erci all y 
most heavy Divisions; and (h) an additional post of 
D.C.S. in each of the other Divisions (except that 
for Asansol and Dhanbad Divisions taken together one 
additional D.C.S. would be sufficient).(Para 5207) 

591• The important items of Commercial work in 
the Division which at present are either neglected 
or are not done at all because of the inability of 
the existing D.C.S* to carry the entire lead and for 
which an additional D.C.S, is justified are detailed 
in the Report. (Para 5208) 

592. J'or many years, the workload of the C.C.S, 
has been increasing not only due to more traffic 
and more terminals but also due to changes in the 
.economic, social and political structure of the 
country. Public and staff grievances demand full 
attention. Public complaints, Parliament Questions, 
Parliamentary Committees, meetings with customers 
and trade unions, etc., appeals, departmental 
catering, reservations, ticketless travel, ticket 
printing and passenger amenities have assumed much 
importance and keep the C.C.S. very busy, leaving 
him little or no time for problems connected with 
jGoods and Parcels traffic. Claims work receives 
the lowest priority, because it has no immediate or 
direct repercussions.(Para 5210) 



593 a The present system under which S.,P ,E, /Yigj.l^nc’. 
keep -pursuing non-corruption mistakes is very de¬ 
moralising for thr staff } subversive of discipline 

and creates a good deal of unnecessary work for 
senior railway officers» While fully endorsing the 
views of Wanchoo Committee on this subject, I also 
recommend that there should be an arrangement whereby 
it should be left entirely to railways to deal, as 
they deem fit, with non-corruption irregularities 
which SPE/Vigilance may come across during the course 
of their investigations* There should be no need 
for the railways to review and justify again and 
again the punishments awarded for non-corruption 
mistakes, simply because they were brought to light 
by S.P.E. or Vigilance. (Paras 5211 and 5212) 

594. -Apart from intensified supervision,preventive 

effort will require continuous research into the 
methods of packing goods; methods of loading damage¬ 
able goods, a review of the arrangements made by rail¬ 
ways for the handling of the main streams of traffic 
most susceptible to claims and publication of litera¬ 
ture on claim prevention. (^ara 5213) 

595. After examining the workload of the existing 

C.C.Ss and the time they are able to devote to claims 
work, I have come to the conclusion that they are 
already overworked and will not be able to pilot the 
preventive measures suggested by me. I, therefore, 
recommend crea-tion of an additional post of Chief 
Claims Manager on each Railway. He should be in Senior 
Administrative grade (Rs. 1800-2250) in the case of the 
Eastern, Northern, Central, Western and South Eastern 
Railways and in the grade Rs. 1800-2000 in the case of 
the remaining four railways. The principal 'duties of 
this new post of Chief Claims Manager have been detail 
-ed in the report. (Paras 5214 and 5215) 

596. The officers selected for these newly created 
posts of Chief Claims Managers should be men of 
proved ability with a flair for getting things done 
not only by their own subordinates but also by 
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other departments as well as outsiders. They should 
have the energy and the enthusiasm to spend 15 to 20 
days on the line every month meeting officers, staff 
and the public and explaining to them what is 
required to be done and why, and making surprise 
checks on various aspects of railway work having a 
bearing on the safe and correct transport of goods 
and parcels, (Para 5216) 

597, It is also necessary to post one additional 
senior scale officer in the head office on each 
railway for claims settlement work, so that the 
S.C.O, or A.C.O./Claims Prevention may be utilised 
for his own proper work of prevention of claims* 
(Para 5217) 

598, One of the non-claims Dy.C.C.Ss. be upgraded 
to Inter-Administrative grade, so that with greater 
Authority, he can dispose of some of the work at 
present handled by the C.C.S. It will also remove 
another source of weakness in the Commercial 
department of the Railways, namely, the absence of 
an Inter-Administrative grade post in the 
Headquarters organisation, in consequence of which 

,there is a tendency for officers of merit drifting 
away from the Commercial department, thus, 
depriving the department of continuity of tenure, 
maturity of experience and a second line of command 
in the organisational chain, (Para 5218) 
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599» I recommend that the yardstick of 650 claims 
per month for eu-u A.C.S. (Claims Settlement) should 
be adopted. (Para 5219) 

600. For Outward and Gross Traffic work, one A.C.S 
may be provided for every 1300 cases. If the 
Outward and Cross Traffic sections are abolished, as 
recommended by me, the yardstick of 650 cases for 
each A.C.S. (Claims) would probably be found to be 
on the high side, as in that case he would have to 
devote more time to claims on through traffic. 

(Para 5220) 

601. Railway Board should also take continuous 
interest in the prevention and settlement of claims 
and exercise adequate supervision. For this purpose 
I recommend that the Board should have an Additional 
Member Claims instead of a Director, so that he will 
have the requisite authority to give directions to 

, railways on all matters pertaining to the speedy and 
safe movement of consignments. He should be 
essentially an outdoor man with a capacity to 
galvanise the working not only of claims offices 
.but of all departments in so far as they cover the 
safety of goods and parcels. His principal 
functions will be the same as outlined for the Chief 
Claims Manager, except that his jurisdiction will 
cover all railways and he will be specially charged 


*1 
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with the responsibility of directing and coordinating 
preventive effort on through traffic, which no 
railway can manage effectively by itself, (Paras 
5221 and 5222) 

602. When my recommendations are implemented, 
benefits should appear in several forms. There will 
be a toning up of the entire Commercial department. 
With intensified supervision on the work of stations 
there should be a large reduction in the number of 
wagon load and small consignments lying unconnected 
at stations and in lost Property Offices, The 
confidence of the public in the capacity of the 
railways to carry goods safely and their ability to 
settle claims quickly and efficiently will be restored, 
resulting in the retention and capturing , of high-rated 
traffic by the railways. (Para 6223) 

, 603. Normally, measures calculated to increase 
the safety of transport are justified, not on the 
basis of their financial return, but on the ground 
of their essentiality. But there is, in addition, 
ample financial justification for it. The actual 
savings effected through prevention of claims 
should be about Rs. 1,5 crores under the head 
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"loss of entire consignments or packages” and 

Rupees one crore under the head ”Pilferage”, 

« 

adding up to Rs.2.5 crores per annum besides 
the savings under other heads. These savings 
are quite feasible and these should be the targets 
set for the Claims Organisation. (Para 5224) 

604. The total saving in staff and litigation 
costs, as a result of the implementation of my 
recommendations, should be Rs.56 lakhs in addition 
to Rs.2.5 crores in the shape of savings in loss 
and damage, (Para 5225) 

605. I would urge that the new organisation 

should 

recommended above^/be set up as soon as possible 
, ; in order to improve the deteriorating position 
tt of claims on railways, and I am sure that the 
additional expenses will be justified many times 
over. (Para 5226) 


606 
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CHAPTER 53 -, Inspectors and Tracers 

The Claims and the Commercial Inspectors 
on the Railways are generally in lower grades of ray 
in relation to their worth of charge as well as in 
comparison to their counter-parts in the other 
Railway Departments. (Para 5301) 

607* Statistics show that there is no uniformity ■ 

*v 

in the number and grades of Commercial Inspectors 
sanctioned on the different railways. (Para 5303) 

608. The posts of the Commercial Inspectors,, and 

particularly of the Claims Inspectors, in the 
higher grades are very few, which is brought out 
conspicuously when compared with the number of 
Inspectors in each grade in the Transportation 
Department. There is a strong case for upgrading 
some posts of Claims and other Commercial Inspec¬ 
tors. (Paras 5£02, 5^03 & 5^04) 

609. In fact, not only the Inspectors but also 
the other categories of Senior Supervisory staff 
in the Commercial Department have been denied the 
higher grades. Statistics show that the percentage 
of higher paid staff to the total class III staff 
is 0.1 in the Commercial Department, which is not 
only the lowest of all the Departments but several 
times lower - 4 times lower than that on Transporta¬ 
tion, 12 times lower than that on Engineering, 22 
times lower than that on Accounts ahd 45 times 
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lower than that on Medical. These figures hear 
glaring testimony to the complaint that the 
Commercial Department of the Indian Railways has 
been relegated to the inferior most position. 

(Paras 5305 and 5306) 

610. My recommendations on the recruitment and 
distribution of Commercial Inspectors and Tracers 
in various grades have been given in the report. 

(Paras 5307 and 5308) 

611. The Northern Railway should consider 

absorbing the staff of the Task Team in the cadre 
of Claims Tracers. (Para 5309) 

/ CHAPTER 54 - Staf f a t loading. Unload 

lin g -and ■ Transhipment 

612. Insufficiency of staff at loading, unload 

-ing and transhipment points is one of the major 

contributoiy causes of increase in the Railways’ 

Claims bill. (Para 5401) 

613. It is suggested that a i^uick survey be 

made of the utilisation and sufficiency of staff 
at all the larger goods sheds, transhipment sheds, 
parcel offices and private sidings and early steps 
taken to make such adjustments or additional 
appointments as may be necessary for full compliance 
with the rules regarding acceptance, booking, load 
-ing, unloading and transhipment of goods and 
parcels, (Paras 5402 to 5406) 
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614. "Tiere is a need far the raising of the 
grades of the supervisors at the large goods sheds, 
pareel offices and transhipment sheds. m he 
Committee considers that even the posting of a 
Gazetted Officer would be more than justified to 
hold overall charge of the large depats. (Para 5408) 

615. The staff posted to transhipment sheds have 

to work under very hard conditions. They are 
responsible for many claims and occupy a key posi¬ 
tion in the transit of smalls as well as of all 
traffic involving change of gauge, for the preven 
-tion of claims it is very necessary to make 
Transhipment Clerks interested in their work. For 
this purpose, I recommend the grant of a special 
allowance of Hs. 50/- and to. 30/- to each Class III 
and Class IV staff respectively posted at Tranship 
-ment sheds. (Para 5410) 

616 . In addition, I consider that a system of 
rewards be introduced for all Tranship sheds - and 
also large Goods sheds and Parcel sheds. Suitable 
norms should be laid down for the purpose and 
rewards may be given only to those sheds which, 
after an annual review, are found to have passed 
the minimum qualifying standard. (Para 5411) 

617. Office clerks as well as law Assistants 

of the Claims Offices should be given short 

duration training in Goods and Parcel work as well 
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as the basic procedures followed in the settlement 
of claims, tracing of missing goods, fixing staff 
responsibility, etc. (Para 5412) 

618, Short duration refresher courses for 
Commercial staff should be arranged at important 
stations in each division. (Para 5413) 
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ARREXU RE ..I 
(Paras 105 & 107) 


List of the names of Chambers of Commerce, 
etc, who sent suggestions to the Committee * 


Chambers of Commerce/industry 

1. Andhra Chamber of Commerce, Madras. 

2. The Associated Chambers of Commerce & Industry . 

of India, Calcutta. . . 

3. Bharat Chamber of Commerce, Calcutta. 

4. Bharat Chamber of Commerce & Industries, Bharatpur. 

5. The Chamber of Commerce, Ratlam. 

6 . The Chamber of Commerce, Vizianagaram. 

7. The Chamber of Commerce, Trivandrum. 

8 . Chamber of Commerce, Patan. 

9. Eastern Assam Chamber of Commerce, Dibrugarh. 

10. Eastern Bihar Divisional Chamber of Commerce & 
Industries, Bhagalpur. 

11. The Federation of Andhra Chambers of Commerce and 
Industry, Hyderabad,. 

12. Hindustan Chamber of Commerce, Bombay. 

13. Hindustan Chamber of Commerce, Madras. 

14. Indian Chamber of Commerce, Calcutta. 

15. 'The Indian Chamber of Commerce, Cochin. 

16. The Indian Chamber of Commerce, Coimbatore. 

17. The Indian Chamber-of Commerce & Industry, 
Tuticorin. 

18. Indo-American Chamber of Commerce, Bombay. 

19. The Jamshedpur Chamber of Commerce, Jamshedpur. 

20. The Junagadh Chamber of Commerce, Junagadh. 

21. Kalimpong Chamber of Commerce, ICalimpong. 

22. Kamrup Chamber of Commerce, Gauhati. 

23. The Kanara Chamber of Commerce & Industry, 
Mangalore. 

24. Karnatak Chamber of Commerce & Industry, Hubli. 

25. The Madras Chamber of Commerce & Industry, Madras. 

26 . The Madura-Ramnad Chamber of Commerce, Madurai. 

27. Marwar Chamber of Commerce & Industry, Jodhpur. 

28. Merchants' Chamber of Uttar Pradesh, Kanpur. 

29. Morvi Chamber of Commerce & Industries, Morvi. 

30. Rational Chamber of Commerce, T insulci a. 

31. Rational Chamber of Industries and Commerce, Agra. 

32. Rorth Bengal Chamber of Commerce & Industries, 

Jalpaiguri. - * 

33* Rorth Bihar Chamber of Commerce & Industry, 
Muzaffarpur. 

34. Orissa Chamber of Commerce & Industry, Cuttack. 

35. Porbandar Chamber of Commerce, Porbandar. . 

36 . Punjab, Haryana & Delhi Chamber of Commerce & 
Industry, Rew Delhi. 

37. Raipur Chamber of Commerce and Industries, Raipur. 
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38. The Rajapalaiyam Chamber of Commerce, Rajapalaiyam. 

39. The Southern Gujarat Chamber of Commerce & Industry, 

40. The Southern India Chamber of Commerce & Industry, 
Madras., 

41. Tuticorin Chamber of Commerce & Industry, Tuticorin. 

42. Upper India Chamber of Commerce, Kanpur, 

43. The Vellore Chamber of Commerce, Vellore. 

44. The Western U.P. Chamber of Commerce) Meerut Cantt. 
43. Shree Zalawad Chamber of Commerce & Industries, 

Surendranagar. . 


Associations 

46. The Ahmedabad Railwaypura Fruit Merchant 
Association, Ahmedabad. 

47. The All India Federation of Transport Users’ 
Associations, Bombay. 

48. The All India Manufacturers'’ Organization, Bombay. 

49. The Anjar Merchants' Association, Anjar. 

50. Assam Textile Merchants* Association, Gauhati. 

51. The Baroda Sugar Merchants' Association, Baroda. 

52. Calcutta Hide & Skin Arathdars Association, Calcutta. 

53. Calcutta Licensed Measurers, Calcutta. 

54. Delhi Gottonwaste Merchants Association, New Delhi. 

55. Engineering Association of India, Bombay. 

56. The Federation of Gujarat Mills & Industries, 

Baroda. 

57. Federation of All India Cloth Merchants' 

Associations, Bombay. 

58. The Fruit & Vegetable Merchants Union, Delhi. 

59. Foodgrains Pulses Contractors Army Suppliers 
Association, Delhi. 

60. Indian Coal Merchants' Association, Dhanbad. 

61• The Indian Cotton Mills' Federation, Bombay, 

62. Indian Mining Association, Calcutta. 

63 . Indian Tea Association, Calcutta. . 

64 i Kaira District Co-operative Milk Producers' 

Union Limited, Anand. 

65> Kalyan Ambaraath Manufacturers' Association, Kalyan. 

66. The Karimganj Merchants' Association, Karimganj. 

67. Khariar Road'General Traders' Association (Regd.), 
Khariar Road. 

68. The Lucknow Fruit & Vegetable Merchants' Association, 

Lucknow. . ' 

69 . The Madras Kirana Merchants' Association, Madras. 

70. The Madras Provincial Foodgrains Merchants' 
Association, Madras. 

11* Madras Timber Merchants’ Association, Madras. 

72. The Madura Railway Passengers' Association, Madurai. 
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73. The Malerkotla Co-Op: Marketing Cum Processing 
Society ltd., Malerkotla. 

74. National Association of Purchasing J&woutlves, 
Baroda. 

75. Northern India Cotton Textile Mills* Association, 
New Delhi. 

76. Purulia District Merchants' Association, Purulia. 

77. Rajasthan Air Rail & Transport Passenger 
Association, Jaipur. 

78. Rail, Road & Communication Users' Association, 
Indore. 

79. The South India Iron & Hardware Merchants' 
Association, Madras. 

80. The South Indian Sugar Mills Association, Madras. 

81. The Surat Coal Consumers Co-Operatire‘Sooiety 
Ltd., Surat. 

82. The Tamilnad Foodgrains Merchants Aaaoeiation 
Ltd., Madurai. 

83. The Tea Trade Association of Cochin, Cochin. 

84. United Planters' Association of Southern India, 
Coonoor. 

85. Vyapari Sangh, .Bilaspur. 

86. West Bengal Textile Dealers Association, Calcutta. 


State Governments 

87. Government of Andhra Pradesh, Public Works 
Department, Hyderabad. 

88. Government of Bihar, Political (General & 
Transport) Department, Patna. 

89. The Gujarat Electricity Board, Baroda. 

90. Government of Gujarat, Public Works Department, 
Ahmedabad. 

91. Government of Kerala, Public Works (Transport-A) 
Department, Trivandrum. 

92. Government of Madhya Pradesh, Public Works 
Department, Bhopal. 

93. Government of Maharashtra, Food and Civil 
Supplies Department, Bombay. 

94. Direotor of Industries, Bombay. 

95. Director of Movements, Lucknow. 

96. Government of West Bengal, Directorate of 
Agriculture (Marketing), Calcutta. 
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Members - N.R.U.C 




C.C. 


97. Shri Balmiki Chaudhary, M.P., New Delhi. 

98. Smt. Chanchaladevi Chandulal Gandhi, Sholapur. 

99. Shri Dinesh Chandra Gosh, Birbhum. 

100. Shri Gokalchand J. Agrawal, Calcutta. 

101. Shri Inder Raj Sethi, Ludhiana. 

102. Shri Jaaiyatram K. Modi, Rajkot. 

103. Shri R.B. Vaishya, Gwalior. 

104. Shri Ram Chander 'Amar', Delhi. 

105. Shri R.K. Das, Puri. 

106. Shri S.N. Awekar, Poona. 

106 a .Dr. Miss K. Sabharwal, Lucknow. 


Industries, Commercial undertakings, Institues , 
Public-men etc. 


107. Bharat Heavy Electricals Limited, Hyderabad. 

108. Bharat Heavy Electricals Limited, Hardwar. 

109. Pood Corporation of India, Delhi. 

110. Hindustan Steel Private Limited, Rourkela. 

111. Cement Corporation of India Ltd., New Delhi 

112. The Fertilizer Corporation of India Ltd*, 
Gorakhpur. 

113. The Mysore Iron and Steel Limited, Bhadravati. 
114* Central Pood Technological Research Institute, 

Mysore. 

115. Commissioners for the Port of Calcutta. 


116. M/s. Akbarali Abdeali & Co., Ujjain. 

117. The Associated Cement Companies Limited, Bombay. 

118. The Associated Cement Companies Limited, 

Shahabad (Gulbarga). 

119. Burmah Shell, Bombay. 

120. Caltex (India) Limited, Bombay. 

121. Central Trading Corporation, Raipur. 

122. Coromandel Fertilisers Limited, Visakhapatnam. 

123. Fasteners & Wire Products, Lucknow. 

124. Gadodia Flour Mills, Ranchi. 

125. Govind Prasad & Sons, Bikaner. 

126. Hatimbhai Fidahusain Sandalwala,. Ujjain. 

127. Hindustan Aluminium Corporation Ltd., Mirzapur. 

128. Hindustan Lever limited, Bombay. 

129. Hulas Metal Crafts (Pvt.) Ltd., Biratnagar (Nepal) 

130. The India Cements Limited, Madras. 
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131. The Jaipur Udyog Limited, Sawai Madhopur. 

132. M/s. Jashraj Indorilal, Indore. 

133. Kamlapat Motilal, Motinagar (Distt. Paizabad) 

134. The Kesar Sugar Forks Ltd., Baheri 
(Distt. Bareilly). 

135. Kirloskar Brothers Limited, Sangli. 

136. 'Martin Burn Ltd., Bombay. 

137. M/e. Mathara Das Balwant Singh Juneja, Ujjain. 

138. Nafar Dulal Sreemany, Calcutta. 

139. National Chemical Works, Varanasi. 

140. Oomedchand Kashiram & Co., Bombay. 

141. Ratan ft Company, Jaipur. 

142. Robtas Industries Limited, Dehri-on-Sone. 

143* Satya Agencies, Kakinada. 

144. Shah ft Company, Bombay. 

145. The Singareni Collieries Conlpany Limited, 

Bhadrachellam Road. 

146. The Sireilk Limited, Sirpur^Kaghaznagar (A.P.) 

147. The Sirpur Paper Mills Ltd.* Sirpur-Kaghaznagar (A.P.) 

148. The Singareni Collieries Co. Ltd., Hyderabad. 

149. Sunil Kumar & Co. (P) Ltd., Biratnagar (Nepal). 

150. The Tata Iron and Steel Company Limited, Jamshedpur. 

151. M/s. Tejkaran Hukamchand Rathi, Ujjain. 

152. T.I. Cycles of India, Madras. 

153* The Vazir Sultan Tobacco Co. Ltd., Hyderabad. 

154. The Western India Match Co. Ltd., Madras. 

155. Pathikonda Virupakshappa Setty Sons Pina, Hospet. 

156. Railway Claims Agency * Bombay. 

157. A.H. Wheeler & Co. Private Limited, Bombay. 

158. Ananda Bazar Patrika Private Ltd., Calcutta. 

159. Delhi Press Samachar Patra Private Ltd., New Delhi. 

160. Indian Express Newspapers (Bombay) Pvt. Ltd., Bombay. 

161. The Indian National Press (Bombay.) Private Ltd., 

Bombay. 

162. Janmabhoomi Group of News papers, Bombay. 

163. Malaysia Manorama, Kottayam. 

164. Maheshowari News Agency, Raipur. 

165. News paper Agents, Chakradharpur. • 

166. The Newspapers & Publications Private Ltd., Patna. 

167. Shri A.P. Gupta, Kanpur. 

168. Shri C.M. Mody, P.0. Gadhadei, Dist. Bhavnagar. 

169. Shri Govind Prasad Kejariwal, Muzaffarpur. 

170. Mrs. Homi J.H. Taleyarkhan, Bombay. 

171. Maj. J.H. Singh. 

172. Shri Karimshah Dard, Junagadh. 

173. Shri Purshotam Das Rathi, Pipariya. 

174. Shri Rawat Ram, Calcutta. 

175. Shri R.B. Jain, Meerut. 

176. Shah Jayantilal Manilal, Ujjain. 
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Railway Advocates 

177. Shri A.K. Basu, Patna. 

178. Shri A.K. Chatterji, Berhampur (Ganjam Bt.) 

179. Shri A.K. Chacko, Kottayam. 

180. Shri Aswini Kumar Sen, Alipurduar. 

181. Sri B. Aikath, Jamshedpur. 

182. Shri B.L. Sharma, Aligarh. 

183. Shri B.N. Goswami, Dibrugarh. 

184. Shri G.N. Hastak, Chandrapur. 

185. Shri G.V. Namjoshi, Goregaon (West), Bombay. 

186. Shri Jagannath Prasad, Arrah. 

187. Shri Hari Bhushan Mitra, Howrah. 

188. Shri J.N. Deb Choudri, Shillong. 

189. S/Shri K.C. Jacob & S.K.L. Ratan, Madras. 

190. Shri K.L. Khanna, Chandigarh. 

191. Shri K. Nanjundayya, Bangalore. 

192. Shri K.N. Bhatnagar, Meerut. 

193. Shri K. Parthasarathy, Alleppey. 

194. Shri Kalwant Rai Singhal, Mansa (Punjab). 

195. Shri M.G. Koshy, Quilon. 

196. Shri M. Muthukumarasamy, Trichy Cantt. 

197. Shri Mukta Prasad Misra, Fatehgarh. 

198. shri M. Sathyanarayana, Bhadravati. 

199. Shri M. Sivaramakristnaih, Rajahamundry. 

200. Shri N.K. Ghose, Calcutta. 

201. Shri Pratul Chandra Ghatak, Raikuthpara, Jalpaiguri. 

202. Shri P.K. Bose, Patna. 

203. Shri P.K. Basu, Siliguri. 

204. Shri P.N. Avasthi, Kannauj. 

205. Shri P.P. Selvarajan, Madras. 

206. Shri P. Subbarao, Khandwa. 

207. Shri Rai Rajeshwari Prasad, Gorakhpur. 

208. Shri R.C. Arora, Gaya. 

209. Shri Ram Saran Dass, Allahabad. 

210. Shri Ram Prasad, Pratapgarh. 

211. Shri Ramsanehi Agrawal, Bilaspur. 

212. Shri R.K. Goswami, Gauhati. 

213. Shri S.K. Basu, Calcutta. 

214. Shri Soudhendra Kumar Basu, Calcutta. 

215. Shri Shambhu Rath, Gaya. 

216. Shri S.N. lokras, Chhindwara. 

217. Shri S.P. Sarkar, Malda. 

218. Shri Shanti Sarup Oberoi, Ludhiana. 

219. Shri Upadhyay, Chapra. 

220. Shri V.V. Maggavi, Belgaum. 

221. Shri V.S. Gokhale, Amravati. 

222 Shri V. Venkatarao, Vizianagram. 

223. Shri W.A. Limaye, Gondia. 
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Staff unions and Railway employees 

224 . Dakshin Railway Employees Union, Villupuram. 

225 . Western Railway Commercial Inspectors’ Association. 

226 . Eastern Railway Retiredmen's Association. 

227. N.E. Railway Mazdoor Union, Gorakhpur. 

228. Shri A.S. Hari, Sr. T.I.A., Allahabad. 

229. Shri B.K. Suthar, Divisional Office, Bhavnagar Para. 

230. Shri B.N. Chatterjee, Wireless Operator, 

Muzaffarpur. 

231. Shri C.K. Raghawendra Rao, Station Master, Gudgeri. 

232. Shri K. Vasudevan, Senior Pay Clerk, Olavakkot. 

233. C.H.l.(C)/LPO-Kanpur. 

234. Commercial Inspector (Claims), L.P.O.-Kanpur. 

235. Shri B.K. Bhaskaran Nambiar, Senior Asstt. 

Tranship Clerk, Guntakal. 

236. Shri R.C. Mazumdar, Guard, Adra. 

237. Shri P.B. Misra, Sr. Law Assistant, Adra. 

238. Shri p.N. Rao, Goods Supervisor, Berhampur (Ganjam). 

239. Shri P. Rama Krishna Kurup, Commercial Clerk, 
Bangalore. 

240. Shri R.B.K. Rao, Parcel Office, Durgapur. 

241. Shri R.B. Patel, Sr. Booking Clerk, Surat. 

242. Shri Rebati Ranjan Chakravorthy, Commercial 
Clerk, Barrackpore. 

243* Shri E.A. Khan, Commercial Inspector, Bhusaval. 

244. Shri Sabyasachi Ghatak, Claims Clerk, Calcutta. 

245. Shri S.M. Hussain, Traffic Inspector, Umaria. 

246. Shri Sugoomal Bakhru, Sr. Goods Clerk, Hindaun, 

247. Shri T.S. Krishnamoorthy, Law Assistant, Madras. 

248. Shri S. Rajagopalan, Clerk, Madras. 

249. Shri W,f. Baptiste, Trains Inspector (Trg), Satna. 



ANNEXURB II 
(Para 2604) 


Acknowledgement Card 


RAILWAY 


No. 


Chief Commercial Supdt’s Office 
Dated, the 1 9 

Dear Sir/toadam, 

Prom To 

Inv._ E7E balled 

H/ B • 

LT 

I beg to acknowledge receipt of yohr latter 
No. . - of Such action 

as may be considered necessary will be taken. 

Yours faithfully, 


for Chief Commercial Supdt. 


Important hint 

s for the information of the 

Claimants:- 






To facilitate disposal of your claim the 
following should be complied with - 

1. Purnisn details showing how the amount 
claimed has been arrived at and submit the sender’s 
Sale Invoice in original in support of the same and 
also the following - 


2. Short Certificate, Assessment memo, Letter 
from the firm who paid freight and effected 
delivery authorizing you to receive payment. 

3. As far as possible, either the original or 
at least a true copy to the original Railway Receipt 
should be submitted along with the letter of claim. 

4. In the case of missing Luggage a full 
description of the missing package(such as wooden 
box, steel trunk, suit case, hat box, or bundle, 
with or without pad-locks, gunny covering any lable, 
address or distinguishing mark) should be furnished 
along with its size, shape, colour as well as details 
of contents of each individual package along with 

the respective values of each item contained therein. 




AHNBXUBE III 
(Para 2703) 

SHORTAGE/DAMaGE certificate 

Ho* ___________________ Date ____________... (Statiorj 

(Stamp ) 

Prom ___ To Via 

Inv.No. R /k Pv/b Date 

Consignment of _ M ark Wagon No. 

Sender ______________ 

Consignee,"" . . 

Remarks on ihe R/lf 

Packing condition applicable _ ' 

Actual condition of packing found at the time of 
survey - 

DELIVERY REMARKS 


IT IS WITHOUT PREJUDICE ' ' .. 

I agree to the above 

Consignee SM/GI/CI 

_ * _ _ / . ( 

Aor ofllniBl use~'only - Mi-g-sinr-^-oods Report)-B 

UNLOADING DETAILS : --“ 

V; Train,w&g.on ifo^Date, Time. arrival of ..train, ... 

2. Late .and Jfcime of unloading._ ..._ 

3. Condition of.^aala.and rivets., .. •_... 

4. Where.unlo.aded at. Goods...Shed ..or..a.t. Private.aiding? 

5. H as • Unloading, supervised .by. a. .Commercial..... 

staff or R.P.F.2..__ 

6. Cause Of shortage/damage/pilferage.-____ 

7* .Other Remarks,. .. _ _ 

ENCLOSURES* . 

TTo.'SVft:" 

2, D.D, Message 

3, Seals 

4, Copy of Beejuck 

5» TXR Certificate 

STATION MASTER 

Note:- In case where monetary value of claim is 
likely to exceed Ks.1000, a special report 
giving detailed facts of the case, fixing 
staff responsibility to the extent possible 
and suggesting preventive measures should , 
be prepared by the Station Master/Inspector 
personally and attached to this Report. 
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List of claims due to damage by wet cited by Pood Corporation of 
India, which were repudiated on the Plea of non^provision of dunn age. 
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ABNEXURE VI 
(Peufa 3805) 

Amount of compensation paid, separately for Local & Through 
Traffic ( Railway-wise ) during five ye ars iy4-6p to 1968-69 / 

(Figures in thousands of rupees) 


„ u 

a a? 

0>-H > 

op o 
ST a; 
to oma| 
ajvo vo 
a> i i 
MOO ^1 
O VO VO 
Sd Cn CTvf 


a 

0) 

o 

M 

0) 


Ph -H 


tAt"-^ 
« • • 

o> 

00 t*- 


md i 

• • • 

iavo t>- 

00 LA rj- 
T- C\J CM 


r- CTv O 

t- tAVO 
00 LA LA 


VO VO 

• • « 

O VO LA 
LA LA LA 


O O C 

• • 

KW O 
CM t-U 
T~ VO u 


CTV 


o 

O VO VO 

LA 

cn t--vo 

cn 

cn -e- tA 

LA 

H-C-** 

VO 

Ol^tA 

• 

t-00 vrv 

• 

in cm co 

• 

tAVO o 

• 

t— r- r< 

1 

00 

VO 

CTv 

T- * 


LTV 

W 

cn 

•s »k «s 

o 

»k #k vk 

CM 

*k Ok 

tACnCM 

tAcntA 

•k 

tH 

t— CM 

CM tAVO 

*k **s 

CM CM 

00 

t- vo m- 
t- t- CM 

Ws *k 

T~ 

cn 

oo cnoo 

tA •st¬ 

00 

cm cn r 
vo n 

00 

cm cn -*~ 

CM 

O cncn 

n- 

VO LA 

CM 

ir-LA CM 

o 

CM VI 

VO 

•<- -M- cn 

• 

LA t- CM 

• 

CM LA 00 

• 

CM T- ^ 

a 

h-LAC 

•n ^ 

CM 

•» »k r» 

c*— 

r» *\ 

o 

tk r. vk 

cn 

•k «s 

C^ 

VC 

CTv 

^— 

CM ^VO 
tAcO «“ 

•k 


O vo c— 

CM VO 

W *k 

T - T— 

00 

o 'd - 
t- cnO 

•k 

cn 

co r_ cn 

tA tA 

r- 

CM CM u 

x ~~ cn c 

t' 1 

•st* CO CM 

cn 

VOIAt- 

cn 

(ni>0 

LA 

VO CM CO 

o 

CM tAV 

d 1 

H* v- CTi 

o 

C0 tAAJ 

• 

LA F— tA 

• 

C- T- CO 

» 

•k Ok 

1 

N t\ *K 

VO 

^ ^ 


•s fv 

cn 

rk *k *k 

o 

CM LAC 

vf> 

vp- i 

(A 1 
r- 

(TO(T 
— tn-LDMC 

i 

VO 

r- VO 00 

O0TTT ' 

CO 

O CTnO 

-t-coo 

^— 

00 

VO H« tA 
— CM IA 

00 

CM C 

VQ 

00 CTv 

cn 

o o o 

LA 

CM LA A- 


OMA M- 

T— 

cn O ( 

VO 

i 

T- H- lta 


rA LA CO 

« 

CM VO 

CM 

LA chla 

• 

T- L 

/» »k 

O 

** 

00 

<n r> 

• 

», «k *< 

r— 

•k «k 

LA 

VO 

Cn 

O LAtA 
tAC-O 

•» 

n- 

o erven 

■>- f^OO 

00 

A- envo 
cn O 

•k 

tA 

cn 

LA tACn 
CM CM 

00 

r- CM t 

t— i 

LA 

tACD t- 

co 

O t>- L' - 

CM 

O tA tA 

CM 

VO T— t - 

o 

vo cn i 

VO 

l 



C CO LA 

• 

ri- la cn 

• 

LA tA 00 

• 

envo v 

♦s #k ,/k 

o 

•v Pfv •* 


•k #k • 

CM 

•k »k Ok 

CM 


H- 

VD 

cn 

CM KMC\ 

cm la h- 

t- 

cn LA LA 
vo n- 

00 

VO LA t- 
C^00 

cn 

IA LAO 
CM tA 

00 

cn< 


X! 

jd 

q() 


3 

3 

O 

o 

U • 

• 

id H 

x: iH 

o e td 

o -t- d 

•H P 

•H -P 

O «H «H o 

o <H O 

H «H o -P 

•H «H L> P> 

C|-i cC 

'h cd 

m f-i <uo 

<H ^ <DO 

d p -lO-p 

cl -p dO-p 

f-\ Jt) 

)<-i 03 

xl -P O 

•P Xj -P o 

1)0 Jd -H 

bjO >d -H 

,-t dS H Q) «H 

rH 0 rH <D «H 

«! O Ctf O tH 

<1 o a) o <h 

o fn p> ?H n) 

c' be b cd 

O X! o 0 ) ^ 

o x! o 0 ) bt 

H'-l EH 6 h P: += 

hd EH Eh Ph -P 

”N — N/ — N/ — S 


d P c-o 

efl x» o tj 


—'—- 



e 

s 


(D 

rH 

-P 

-P 


Q> 

eo 

r c 3 

Pd 

O 




x 3 





two 


twO 








o 


o 



u • 


U • 



Xl rH 


X) r"{ 


o 

-P C 0 

o 

-P o 3 

o 

•H 

-P 

•H 



O <H 

O 

O <H 

^ O 

o v: 

•H ^ 

O -P 

•rl <H 

O -P 

•H 

q-i 05 


<H CS 


cd 


a> o 

«H f-i 

0 ) O 

ch U 

a 5 -P 

004 - 

d -P 

tip p 

Cd 4 -> 

rn 

03 

f-, 


M . 

-p Jd 

•P o 

•p .C 

4 ^ O 

-P X 3 

^0 

Cl -H 

b 0 

^ -H 


i —1 J i—| (D 

H SH 

0 ) HI 

H T 5 

o 

«5 o «h; 

d o d 

O <H 

cd o 

c * 

3 f-i 05 

o be 

H 0 $ 

o H 

C t 

•> 0 ) f-t 

oxl o 

0 ) 

O XJ 


: H Ph -P 

Hi &4 E 4 P 4 -P 

Hi EH 





X—srr-X, 

03 

O TJ 

ctf X) C) XS 

cd rO 




,v —^ 



* 4^ 
CO 




CO 

p 

Jd 

cd 

0 ) 

fn 

a) 

XI 

.Cd <D 

rH 

PH 

p> 

e> -p 

P> 


bn CQ 


o 

O <0 

o 

t r-» 


is; 



0 > 

0 




rH 

rH 




Id 

rQ 

as 

00 VO -<d- 

KAO KA 

OAOOOA 

rH 

43 -H 

rl 
•P -H 

• • • 

00 OA CM 

• * • 

t'-tncD 

O CM 00 

o cd 

O 03 

KAKA 

to CM 

C— LfA ka 

£ 




t ~ v— 

cd 

05 





CM VO CO 
to tOVO 

*v ft 

C— Cnvo 
C-00 


vo cnvo 

ts IS *s 

OA 


in 

O to to 

00 

^ OA K\ 

GA 

to o to 


0 

to c- o 

<- 

CM LT, CO 

“ 

LO CM l>- 

* 

\ — 

r. r. 

CM 

fN 

O 

r. os «v 

OA 

OA 

sf 00 to 

r-VD03 

00 

rotoco 

t- LOVO 

00 

KA CM Lf\ 

CM OA ’r- 

*V 

r— 

c 


C— O t"- 

vo 

00 IO to 

KA 

KA VO OA 

LfA 

c 

CM CM 

V’ 

CM tO VO 

• 

OA KA 

«> 

o 

t\ ^ 


4.N «» 

CM 

•N «K 


OA 

t- OS o 
s- to to 

C— 

r~ CM KA 
t-- LfA VO 

00 

00 CM — 
CM 00 T— 

c- 


LAIAO 00 

C\i r- ° 

*K »s t_P\ 

LfA VO 00 

sf LfA OA 


r~ C> *- 
00 O 00 


CM VO 00 
KA«+1>- 


VO ^ O 00 
O C-00 

•s ^ la 

O O O, 00 

r-U)h 


00 ^ CM 
oa c3 a oa 


KA ^ t- 
*■+ ^ 00 


CM O CNJ 
VO CM 00 

r> ts cs 

O VO VO 
CM VO 00 


oa ka cm 

<r- r- KA 


VO c— KA 

•«. SK •* 

ka kni— 

r~ tn ’X) 


^ ^ 00 
O Nh* 

O OAOA 
CO VO CO 


%— OA o KA 

LfA tP KV 
*• ^ - CM 

00 r- o 00 

CO ^ o 



(D 

s4 cd 





o 

rH 

CD ^ • 

t~ too 

VO 

CM LfA r~ 

00 

• 

P P 

O H VD 

V- CO o 


OA CM r “ 

• 

r— 

o cd 

O VO 

<K *•■. «» ■ 

VO 

‘K IK 'K 

LfA 

OA 

£5 pH 

X! <H • 

CM OA CM 

c- 

r- oo o 

t— 


•H 

-P O 

i— KA LfA 


CM VO OA 



cd 

3 ra s- 






{> 

o 03 • 






cd 

CO £ CM 






M“X)0 
00 CM -- 

*•% ^ *. T~ 

00 00 C- 00 

c- K\ 


G) O 
*sOP 
Cti 

P o 

) a -H 

H 0) P 
cd o p 
P Cd 
O <0 U 

I Eh Ph p 


cd o nd 



XI 


Xl 



00 


U0 








o 


o 



U •' 


p • 



Xl rH 


X rH 


o 

-p cd 

o 

p cd 


•H 

p* 

•H 

-P 

•rH 

O P 

r H O 

O «H 

P CT 

O «H 

•rH 

O P> 

•H <H 

O P 


Pi cd 


't-i o3 


«H cd 

p U 

• 1 ) o 

^ P 

CD O 

CH ^ 

cd P 

^0*p 

03 -P 

00+' 

Cl -P 



U 

cd 

. 

•p XJ 

-p o 

+-•> 03 

4° C 

+= jd 


ri -h 

ttO 


uo 

rH D 

rH G> =H 

H P H 0> P 

H 3 

cd o 

CD O p 

cd o 

cd o p 

03 O 

o ^ *p ^ cd 

o f -s p (H cd 

o u 

o xi 

O <D $H 

O X3 

O (D M 

o si 

^ eh Eh -P 

hH £h EHPM -P 

H] EH 

--s- 

--V/'—-K 


— 


05 & 

O Td 

CS3 rQ 

OT3 

CCS ^2 


xO 

rH ^ rH 

cd c cd 
o u P 
O Xi o 
^ EH EH I 



! H 

0 


<1> 

cd 

* fi 


xi 

jjd 

jd © 

CD 

p> 

* P P 

-p -p 

P 


B 


ra 

O 

O <D 

o (A 

CD 

CO 

CO o 

co m 



P CO 

° I 

« OH 
-P E! -H 
O O (fl 
BtQW 


Figures furnished by Northeast Frontier and 
South Eastern Railways are exclusive of. the 
amount of compensation paid in court cases. 






ANNBXURB. VII 
(Para 5006) 


Names of places where the pending 
suits/appeals exceed 50 

(1) Central Railway 

Bombay (City Civil Court), Bombay (Small 
Causes Court), Poona, Nagpur, Jabalpur, 
Narsinghpur, Satna and Agra. 

(2) Eastern Railway 

Asansol, Barh, Bhagalpur, Calcutta, Sealdah, 
Dhanbad, S.C.C.Court Calcutta, Deoghar, 

Gaya, Ghazipur, High Court. Calcutta, Monghyr 
Sasaram, ^lipore, Howrah, Patna. 

(3) Northern Railway 

Amritsar, Delhi, Aligarh, Agra. 

/ 

(4) North Eastern Railway 

Azamgarh, Ballia, Deoria, Patehgarh, Ghazipur 
Gorakhpur, Gonda, Kasganj, Mirzapur, Chapra, 
Darbhanga, Gopalganj, Hajipur, Madhobani, 
Motihari, Muzaffarpur. 

(5) Northeast Frontier Railway 

Gauhati, Nowaganf, Silliguri, Kishanganj, 
Jalpaiguri, Jorhat, Dibrugarh, Dhubri, 
Silchar, Karimganj, Tezpur, Malda, Raiganj, 
Katihar, Arariya. 

(6) Southern Railway 

Madras, Erode, Bangalore, Coimbatore, Kolar, 
Cannanore, Salem, Karur, Madurai. 

(7) South Central Railway 

Kolhapur (Hubli Division) 


coirtd... 



ANNEXURB VII (contd) 


(ii) 


(8) South Eastern. Railway 

High Court Calcutta, Alipore, Small Causes 
Court Calcutta, Howrah, Midnapore,‘Bankura, 
Purulia, Nagpur, Gondia, Ranchi, Chaibasa, 
Jamshedpur, Dhanbad, Visakhapatanam, 
Vizianagram, Seoni, Raipur, Bilaspur, 
Manendragarh, Janjgir, Chhindwara, Rajnandgaon, 
Raigarh, Cuttack High Court, Cuttack 
Sub-ordinate Court, Bhubaneswar* 

(9) Western Railway 

Bombay, Surat, Baroda, Broach, Ahemdabad, 
Bhavnagar, Jaipur, Agra, Rajkot. 



